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Working for Victory Today— 
Better Distribution Tomorrow 


@ Today in America there is one dominant idea—Win 
Victory, and Soon! Your energies cnd ours are 
directed toward attainment of that goal. But what 
about the post-war tomorrow? Have you planned for 
more efficient, more economical distribution? 
Strategic warehousing can simplify selling and dis- 
tributing operations and help you attain better net 
results. Through one source you can secure complete 
information of the rail, water and truck facilities, ex- 
perience and services of this group of terminal ware- 
houses in major marketing centers. 





TRAFFIC WORLp 


Space, Senites and Facilities in: 


BUFFALO 13, NEW YORK 

Buffalo Merchandise Warehouses, Inc. 
CHICAGO 7, ILLINOIS 

Crooks Terminal Warehouses, Inc. 
CLEVELAND 14, OHIO 

Cleveland Storage Co., Inc. 
DETROIT 16, MICHIGAN 

Edgar's Sugar House, Inc. 
DETROIT 26, MICHIGAN 

Michigan Dock Corporation 
GREEN BAY, WISCONSIN 

Leicht Transfer & Storage Co. 
HOUSTON 2, TEXAS 

Federal Warehouse Company 
KANSAS CITY 7, MISSOURI 

Crooks Terminal Warehouses, Inc. 
LOS ANGELES 21, CALIFORNIA 

Overland Terminal Warehouse Co. 
MILWAUKEE 2, WISCONSIN 

Hansen Storage Company 
MUSKEGON 17, MICHIGAN 

West Michigan Dock & Market Corp. 
PORTLAND 9, OREGON 

Rudie Wilhelm Warehouse Co., Inc. 
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“Quick Recovery” is the job of the Heavy Wreckers 
built by Ward LaFrance for the armed forces. When 
a tank, truck, or half-track is put out of action, these 
rugged trucks go out and get them. They bring ‘em 
back through sand, muck and rocky terrain, over 
nearly impossible trails or, often enough, cross country. 

Using this equipment, a Rigger-Wrecker graduating 
class at the O.R.T.C., Aberdeen Proving Ground, hung 
upanunchallenged speed record by recovering anover- 
turned five-ton truck from a deep ditch in three min- 
utes and 28 seconds, under simulated battle conditions. 





If your fleet has suffered from lost tonnage due to 
wartime lack of trucks, Ward LaFrance trucks are the 
best prescription for quick postwar recovery. Whether 
your needs call for dump trucks, over-the-road trac- 
tors (gasoline or Diesel), or vehicles engineered to 
your individual needs, Ward LaFrance offers your 
best profit opportunity: . . . A plan developed par- 
ticularly for fleet owners makes it possible for you 
to take full advantage of the rugged power and 
dependability of Ward LaFrance trucks on a basis 
which will cut the cost of transportation to the bone. 


WARD LATRANCE 


TRUCK DIVISION 


GREAT AMERICAN INDUSTRIES, INC. 


ELMIRA, 





NEW YORK 
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I ndispensable Ground Link 
to Speedy Airfreight 


ALIFORNIA SPINACH sold to Ohio 

housewives within 24 hours after it was 
picked! This almost incredible service was 
recently accomplished by perfect coordination 
between an American Airlines airfreighter and 
one of a large fleet of Super Power White Trucks 
owned by The Kroger Grocery & Baking Co. 


Picked on farms near Los Angeles on the morn- 
ing of September 14th, 8,000 packages of spinach 
arrived by plane at Cincinnati, Kroger’s head- 
quarters, at 7:20 A.M., September 15. A Kroger 











Super Power White Truck was on hand to pick 
up the important consignment and speedily 
deliver it to retail outlets for sale... just 
24 hours after it had been picked in California! 


This pioneering achievement of air cargo marks 
another milestone in coordinated transportation. 
With fast, dependable trucks furnishing the 
“ground link,” air cargo is destined to become 
important in the transporting of many kinds of 
goods after the war. Your inquiry regarding a 
specialized problem will have the prompt 
attention of men interested in the mutual 
needs of truck transportation and aviation. 





THE WHITE MOTOR COMPANY - Cleveland 


t 


FOR MORE THAN 45 YEARS THE GREATEST NAME IN TRUCKS 


A larger volume of new Super Power Whites for commercial 
use is now assured for 1945 by government order. Your White 
representative will be glad to help you make application. 








376 


Aas Stilt 
‘ ¢ e 
*% se XR b: 


TRAFFIC WORLD 


__ Along the 
Route to Tokyo” 


“Os. ebay 


Santa Fe, the map will show you, is an important 
lap on the “Route to Tokyo.” 


That’s why, during the past several months, 
travelers have seen armies of ‘““Men at Work” all 
along our lines. 


e Capacity of our yards has been increased. 

e Curves have been ironed out so trains loaded 
for war may get around them faster. 

e New Diesel “head ends” are pulling bigger loads 
up tough mountain grades. 

e@ Ingenious Centralized Traffic Control Systems 
have been installed at important points so the 
same rails can carry 50 per cent more traffic. 

e A great, new Santa Fe bridge is now being built 
across the Colorado River. 

We have enlarged our capacity to meet the con- 
stantly increasing loads of war. There will be no 
slackening of our job until the war is completely 
won, beyond the shadow of an Axis doubt. 


SANTA FE SYSTEM LINES 


ONE OF AMERICA’S RAILROADS—ALL UNITED FOR VICTORY 
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More Ford trucks on the road 





On more jobs 
For more good reasons ! 


VeaRT TROCKS 


AND COMMERCIAL CARS 





TRUCK-ENGINEERED AND TRUCK-BUILT BY TRUCK MEN 





A great, modern headquarters plant 
(shown above) and_ well-equipped 
branch factories at Berkeley, California and 





Modern production facilities and meth- 
ods—second to none in the industry— 

for turning out tough, low-cost-per-mile 
trailers. 


RC A seasoned, resourceful engineering 


staff which includes some of the best 
minds in the business . . 





. backed up by a 
highly-skilled production organization. 
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oO is what's behind 
every Trailmobile on the road! 





ui A nation-wide network of Servi- 


centers .. . 55 of them strategically 
located and equipped to give fast, expert 
repair and maintenance service on all 
makes of trailers. Ask for an up-to-date 
list. 


The Trailmobile Company, Cincinnati 9, 
Ohio; Berkeley 2, California; Charlotte, 
North Carolina. Branches in principal 
Cities. 


RAILMOBILE 


Commercial Trailers for War and Peace 


The Vital Link in Flexible Transportation 
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JUST WHAT CAN BE DONE 


0 vs Pat ove 
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"SWEETHEART" 


OF A 


SAUSAGE MAKERS OF DISTINCTION | 
BANFIELD 820% PACKING CO inc TULSA 


4 MEYERCORD 


Meyercord Truck Decals ride the sky-ways as 
effectively as the highways for Banfield Bros. 
Packing Co., Inc. of Tulsa, Okla.... providing 
lasting, colorful identifications...and product 
promotion ...ata fraction of hand painted costs. 


Identify YOUR fleet distinctively ...deliver 
miles of valuable sales impressions to ‘‘free”’ 
circulation from the ‘“‘free’’ advertising space 
on every vehicle you operate. 


Meyercord Decals are economical for a dozen 
or 1,000. Overnight application saves labor, 
money and idle truck time. They’re washable, 
durable and weather-tested. Any design, in 


Buy War Gonds... and Keep “Shem! 


any size or colors, can be reproduced at a 
fraction of hand-painting costs, and they de- 
liver 100% payloads of colorful sales impres- 
sions daily. Don’t neglect the valuable free 
advertising space on your truck panels. Re- 
decorate them with Meyercord Decals...now! 
Experienced automotive designing service free 
to fleet owners. Address Department 63-2. 


FREE! TRUCK VISUALIZER 


Contains helpful hints on lettering, decorating; with outline 
diagrams for experimental designing of many body types— 
Srom panel deliveries to vans and tank trucks. Includes val- 
uable data for maximum use of advertis- 
ing space on all areas of trucks. 


Send for free copy TODAY! 





THE MEYERCORD CO. 


3 











World’s Lorgest Decalcomania Manufacturers 


5323 WEST LAKE STREET + + + CHICAGO 44, ILLINOIS - 
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Distance Between Two Points 


Because Trucks Deliver The Goods All The Way... Without Delay! 


Truck freight is the fast freight but 
that’s not all. It’s economical. It’s de- 
pendable. It’s convenient. 

Trucks deliver the goods — all the 
way —from loading dock to receiving 
platform. Demonstrating by over fifty 
billion ton-miles a year that a truck 
line is the shortest distance between 
two points! 

That goes for wartime as well as 
peacetime. 

It’s true that truck operators have 
been up against tough going for the 
past three years. No new trucks, to 
speak of. Not enough new repair 
parts. Not enough tires. Not enough 
men. But trucks are delivering the 
goods despite these handicaps. 
More tons, more miles, than ever 
before! 

And 75% of all truck freight 
is war freight. No wonder Army 


HARVESTER 





Generals have told truck operators: 
“The war transportation job could 
not have been done without you.” 

An importantshare of today’s truck 
freight is hauled by Internationals. 
For International . . . famous for its 
rugged dependability ...is America’s 
favorite heavy-duty truck. Yes, regis- 
tration figures show that in the ten 
years before the war, more heavy- 
duty Internationals were sold than 
any other make. 

We’re understandably proud of the 
great job those Internationals have 
been doing. They have earned their 
leadership. And they have set stand- 
ards that will make tomorrow’s Inter- 

national Trucks—and tomorrow’s 
truck transportation—even bet- 
ter than ever. 


INTERNATIONAL HARVESTER COMPANY 


180 N. Michigan Ave., Chicago 1, Illinois 


INTERNATIONAL 7rucks 
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Weu “Jruckel 
e The government has 
authorized the manu- 
facture of a limited 
quantity of trucks for 
essential civilian haul- 
ing. International is 
building them in me- 
dium-duty and heavy- 
duty sizes. Tell your 
customers and help 
them make out their 
applications. 






BUY MORE WAR BONDS 
AND KEEP THEM! 
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“For Post-War Prosperity 
... it is our responsibility 
to plan for Tomorrow’s 
Foreign Trade’... 


JOHN W. DAvis 


Vice President and Trustee of the 


Carnegie Endowment for International Peace 





‘Planning now for every American’s post-war economic security is 
an essential part of the drive towards victory. 


“*One vital link in the post-war prosperity chain we must forge is our 
commerce with other nations. It is our definite responsibility today to 
plan for tomorrow’s foreign trade. 


“Our exports of American goods after the war, with their related 
imports, will not only assure us an expanding trade that will be reflected 
in prosperity at home—such trade will serve in a practical way to cement 
our friendly relations with the nations of the world.”’ 


wd. Mpurre 





* 
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5,000,000 Americans 
will depend on Foreign Trade 
for their Post-War Living 


WE must have jobs for 55,000,000 workers 
and returning veterans, the Department of 
Commerce estimates, to avoid unemployment 
after the war. And over 5,000,000 of those jobs, 
economists state, will depend on America’s for- 
eign trade—exports of our goods, and imports of 
materials we need. 


Here is what foreign trade does for us: in a 
normally prosperous peacetime year, foreign trade 
accounts for around 10% of our national income. 
After the war, that 10% will mean secure jobs for 
more than five million Americans. 


But we will not get and hold this foreign trade 
if we let others take by default cargoes and mar- 
kets naturally ours. 


For our future defense, and to protect the 
billions we have invested in ships, most of us 
agree that we need a strong post-war American 
merchant marine. But two important economic 
reasons should make us additionally concerned 
about keeping our American merchant fleet sail- 
ing the seas after the war... 


First, by shipping on our own vessels, we build 
up new industries for America—assuring jobs not 





only for thousands of American seamen, but for 
many thousands of merchant fleet maintenance 





workers, shipbuilders, mechanics, and artisans. 


Second, our export business needs the safe- 
guard of American ships to assure equal treat- 
ment and prompt delivery in world trade routes, 
free of the possible handicaps involved in de- 
pendence solely upon foreign shipping. 


America seeks no more than an active mer- 


chant fleet which can Operate in equality with’ 





foreign shipping, carrying a substantial part of 
our goods and bringing us needed raw materials. 

An amazing record in prompt deliveries of huge 
war cargoes is now being set by the American 
steamship companies operating for the War Ship- 
ping Administration. These organizations need 
only your continuing support to play their vital 
post-war part. 


We at U.S. Lines feel that this support, in the 
form of solidly secured government financial aid 
now contained in the Merchant Marine Act of 
1936, sets free American shipping to compete in 
friendly equality with the vessels of other nations. 

We believe that the firm continuance of this act 
of Congress is necessary if our Merchant Marine 
is to play its part in obtaining America’s tair 
share of world commerce. 


¥United States Lines 


THE STEAMSHIP ORGANIZATION WHICH HAS CARRIED THE 
AMERICAN FLAG .ON THE NORTH ATLANTIC SINCE 1872 
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Nore THAN TRANSPORTATION 


While the Seaboard Railway’s primary 
function is to provide the public with ad- 
equate transportation service, our interest 
extends beyond the mere carrying of pas- 
sengers and freight. 

The Seaboard family likes to think of 
the Railway as an integral part of the com- 
munity life — as a builder for the future. 
It is a matter of great pride to us that our 
friends and neighbors in the territory re- 
gard the Railway in that light. For many 
years, the Seaboard has worked tirelessly 


for the upbuilding of a greater South. 
There are many other enthusiastic 
builders in states served by Seaboard rails 
— Chambers of Commerce, newspapers, 
government agencies, power companies, 
merchants, manufacturers, farmers and 
others. It is a genuine pleasure for us to 
work with all these agencies and indivi- 
duals for the economic betterment of the 
South. This will continue to be one of 
our principal objectives in the future. 


ABOAR 
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Henry A. Palmer, Editor 
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Tracel and Political Hog-Wash 


There is a deal of ill-considered wind blowing 

® about the halls of Congress—and elsewhere—with 

respect to government restraints on the holding of con- 

ventions that require travel not considered necessary 

or helpful in the war effort, but quite the contrary, 

| because they interfere with travel that is helpful or 
| necessary. 

Demagogues in Congress, knowing or caring little 
' about the necessities of the situation and desiring to 
curry favor with religious people, members of the 
Legion, or lodge brothers, blow off steam about the 
unrighteousness and unconstitutionality of prohibiting 
gatherings of these people, and the demagogues on the 
other side, equally ignorant and careless, seek to make 
political capital by replying: “Well, that’s what you get 
when you vote for the New Deal.” 

It may be pointed out, first, that, while in many 
cases, the results are the same as if the prohibition ran 
against such gatherings, the gatherings, as such, are 
not banned, but those who propose to hold them are 
told that transportation is not available for them, and 
neither are hotel rooms because the hotels are coop- 
Serating with the O. D. T. Second, of course, there are 
errors in judgment as to what shall be permitted and 


what prohibited, and maybe there is some favoritism, 
but that is always true in applying any restrictions, 
and someone has to apply them. The kind of people 
who are now protesting—members of church and lodge 
bodies and of the Legion—ought to be the first to com- 
ply voluntarily with the requests made of them. It is 
utter foolishness to assert that a meeting of a legisla- 
tive body of a church is necessary in the sense that it 
must come ahead of military and essential business 
travel—essential to the war effort, we mean, of course. 
Religion or even patriotic zeal is no excuse for inter- 
fering with the war effort. Much of what is said by 
both those who feel themselves hardly dealt with and 
those who take up the cudgels for them in Congress is 
just disgusting. 

Those who are deprived of the privilege of travel- 
ing on unessential business are no more “discriminated” 
against or dealt with “unconstitutionally” than all of us 
who are on a ration program with respect to gasoline, 
shoes, and food. We all, as Director Johnson, of the 
O. D. T., well points out, have the constitutional right 
to buy these things, just as we have the constitutional 
right of “assembly.” But is rationing necessary or not? 
If it is, who is to do it? Must there be exceptions on 


OUR PLATFORM 


(THE LON 

A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend-. 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 

Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 


G HAUL) 


not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 

Standardization of state regulations as to weights and 
dimensions of motor transport units. 

Repeal the anti-trust act as it applies to transportation 
rate-making. 

Place the function of regulating all instrumentalities of 
transportation in one commission. 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Every effort by transportation agencies not only to ex- 
pand their facilities to meet the present emergency demands, 
t to make their present facilities go as far as possible. Co- 
operation by shippers in these efforts by, for instance, loading 
unloading cars and trucks as rapidly as possible. 
Exempt from income tax railroad revenue set aside for 
erred maintenance. 


385 


Move the Commission to Chicago. 

Give the Commission power to enforce pooling of pro- 
ceeds of general rate increases, 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

Ration rail passenger travel. 








386 






THREE YEARS AGO Edgar B. Flint, Vice-Presi-~ 
dent of the Howard Flint Ink Company, 
challenged their hauling costs. As a result, he 


vetnend trucks carrying 1,000 gallons of ink for newspapers with 
Fruehauf Trailers hauling 1,500 gallons. 


Now he has challenged their costs again! Result 


this new 


3,000-gallon unit operates out of Houston on a 300-mile circuit! 
CHALLENGE YOUR HAULING COSTS! 


The more unusual your job, 
the more likely that Fruehauf 
“Engineered Transportation” 
can cut your costs. That’s why 
Fruehauf Trailers are now used 
at Flint Ink Company’s main 
plant in Detroit and the seven 
branch plants serving news- 
papers all over America. 


Contrast this modern method 
of hauling and unloading ink 
with the old system which em- 
ployed 55-gallon drums. The 
ink would adhere, causing up to 
5% waste. The empty drums 
weighed 80 to 100 pounds... had 
to be hauled back and cleaned. 


In the *Fruehaufs, the ink is 
kept warm by exhaust heat. It 
is unloaded by a rotary pump 
at 80 gallons per minute. No 
empty drums to handle. 


cceieaiiiinadiaemaiiiidiiiaateeenen 
Motor “Jranspoort GETS YOUR JOB DONE! 


If you aren’t using truck transportation, 
have you ever challenged your shipping 
costs and over-all efficiency with the job 
that professional haulers can do for you? 


| 


In the face of today’s in- 
creasing cost of doing business, 
every possible saving is vital. 
Possibly you, like others, could 
profit by modernized hauling 
equipment . .. or by a “shuttle” 
system of operation in which, 
simultaneously, one truck can 
handle as many as three Trailers, 
one being loaded, one in transit 
and one being unloaded 
record economy in continuous 
transportation. 


Why not write us today to 
have a Fruehauf man call on 
you? Your problem doubtless 
requires the specialized knowl- 
edge he can bring you on how to 
save on hauling costs. 


World’s Largest Builders of Truck-Trailers 


FRUEHAUF TRAILER COMPANY, DETROIT 


Service in Principal Cities 
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Operators who haul mammoth rolls of 
newsprint stock to the presses likewise 
challenge costs. They, too, have learned 
the advantages of the “Trailer-method”. 


» 
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account of religion, or patriotism, or what not, or must 
all be treated alike under the test of essentiality and 
helpfulness? Would those who mouth about “constitu- 
tional rights” have no rationing in this time of stress? 
If so, what would they propose in its place? If not, then 
why do they not stop their raving? 

We have never been in sympathy with the present 
system of curtailing travel, as we have pointed out 
many times, but our objection arises from a conviction 
that it is not strict enough and does not apply widely 
enough rather than that it is too severe. We hold that 
there ought to be no unessential conventions—religious 
or otherwise—that require travel. We would not limit 
them to an attendance of fifty or less. We hold that no 
individual ought to be allowed to travel for pleasure or 
on unessential business. We think everyone trying to 
buy a railroad ticket should be compelled to make a 
signed statement as to the purpose of his proposed trip 
and that, if that purpose did not come within prescribed 
limits, the transportation should be denied. We realize 
that there would be a lot of “chiselers,” just as there 
are now with respect to other forms of rationing, but, 
by and large, the amount of travel would be cut down, 
for lots of people do not care to lie on paper. Among 
these, for instance, would be railroad men who, so far 
as we have observed, travel when they wish to—and 
they are more successful than other persons in getting 
accommodations because they know “the man to see.” 
And we might point out also that they are not the only 
ones who travel on passes. The members of the clergy 
who are now raising so much commotion about their 
“right of assembly” being interfered with also travel 
“for free” or on reduced fares and they have very good 
times at their gatherings, which, for the most part, are 
for the purpose of church legislation and could wait a 
few months or forever without serious harm to anyone 
or detracting from the war effort. Probably some of 
the reverend gentlemen do not believe in war; neither 
do we, in the sense that we believe we were unneces- 
sarily involved in this one; but at least they ought to be 
able to see, with us, that, now that we are in it, we must 


win it, and we can’t win it by “business as usual’ 
methods. 


Proponents of government waterways are certainly 
hard put to it for support when they drag from the 
tomb statements made by Mr. Markham, long since 
dead, who was president of the Illinois Central Railroad 
at the time the government barge line on the Mississippi 
River was established. We and others pointed out at 
the time that he was wrong—but, even so, he was 
merely saying what he believed or hoped would be the 
Case with respect to the effect on the railroads of such 
subsidized competition. We believe if he were here he 
would admit: that events had proved him wrong. 


WATER APPLICATION DISMISSAL 


_ Saying that the towage service of the applicant between 
eye on the Kanawha River was exempted from regulation 
¥ Section 303(f)(2) of the interstate commerce act, the Com- 
Co lon, division 4, by an order in W-541, Charles H. Stone 

ntract Carrier Application, has dismissed the application of 
Charles H. Stone, doing business as Stone’s Towboat and Har- 
t, of Point Pleasant, W. Va. 
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Business and Transport Subsidies 


Asserting he had been greatly impressed in his reading of 
history “by a simple story that is repeated over and over again” 
—the failure and ruin invariably dating “from the day when 
men begin to value some slight temporary personal gain above 
those everlasting principles which alone give permanence to 
the organizations and relations of mankind,’ Ernest E. Norris, 
president of the Southern Railway System, speaking at the an- 
nual dinner of the Chamber of Commerce of Spartanburg, S. C., 
February 14, directed the attention of his auditors to the atti- 
tude of “some of the businessmen” toward railroads and subsi- 
dized competition in the field of transportation.” He was sorry 
to say, he said, that no better illustration of the selfishness and 
apathy of man—two qualities he believed were responsible for 
the results to which he had referred—could be found in all con- 
temporary history than this attitude of “some of the business- 
men.” 


“That’s a strong statement; a thoroughly disturbing state- 
ment, and it calls for some explanation,” said he, adding: 


Almost without exception, the businessmen of this country say that 
they believe whole-heartedly in the enterprise system; in the American 
way of doing things; in private ownership; in individual initiative; 
and in political, personal and economic freedom. Most of them are 
sincere. It’s the fashion—and good common sense—for them to believe 
in the system that has given them so much. Yet too often when they 
must choose between policies which represent the age-old conflict of 
transitory personal gain and adherence to sound principles, they blind 
their eyes to the latter and bask in the impression: that they are 
clever and smart. 

Let me give you a concrete illustration of what I mean. Most of the 
businessmen in this country know that this nation could not exist with- 
out its railroads and that the privately owned and operated railroads 
are the first line of defense against the socialization of all industry. 
They know, too, that competition between the various forms of trans- 
portation has never been fair or equal because only the railroads stand 
on their own feet and pay all their own way. They realize, even if 
they won’t admit it, that all the other major forms of transport are 
the beneficiaries of huge governmental subsidies in the form of expendi- 
tures of the taxpayers’ money on highways, waterways, airports and 
other aids to transportation. Nevertheless if you scratch the surface of 
any campaign for still greater expenditures of the taxpayers’ money 
for superhighways, superwaterways, superairports or super-what-have- 
you’s, you will invariably find quite a flock of the best businessmen sup- 
porting the project and busily figuring out how they can get a return 
from such an investment of the other fellow’s hard-earned dollars. 

They mean no harm to the railroads or to the American enterprise 
system. They would be shocked if someone told them that they were 
contributing to the sure death of all freedom in this country. They 
would squirm and argue endlessly if they were to be accused of sabotag- 
ing the very way of life that gave them their opportunity to be business- 
men. But no amount of explanation can alter the fundamental fact 
that their support, for selfish purposes, of governmental expenditures to 
help some forms of transportation at the expense of the only transport 
agency which pays all its own way is nothing more than the complete 
negation of what they profess to believe. And unless they act in accord 
with what they profess to believe, we will once more hear the anguished 
cry that rings down through corridors of time—‘‘I didn’t know it was 
loaded!’’ 


Railroads and Waterways 


Conflicting views of railroad officials on waterways were 
brought to the attention of the Senate, February 12, by Senator 
Bilbo, of Mississippi, in submitting a letter he had received 
from Wendell Phillips Dodge, editor of The Marine News, in 
which the latter contrasted views of J. Carter Fort, general 
counsel of the Association of American Railroads, as reported 
in The Traffic World of April 29, 1944, p. 1199, with views ex- 
pressed years ago by the late President Markham, of the IIli- 
nois Central. Mr. Fort formerly was with the Illinois Central. 
Mr. Dodge’s letter follows: 


Having in mind what happened .-to the river and harbor legislative 
bill, H. R. 3961, during the last few days of the second session of the 
Seventy-eighth Congress, what we saw in an article in the April 29 
issue of the Traffic World, Chicago, comes to mind: 

“Senator Bilbo wanted to know what waterway development there 
had been that had cut down the revenue of railroads. Mr. Fort, general 
counsel of the Association of American Railroads, said he knew from 
past association with the Illinois Central that diversion of traffic to river 
carriers had cost that railroad a large sum annually. He said there 
was no doubt but that traffic on the Ohio River had hurt the railroads 
in that territory. 

‘“‘He said that a philosophy that would support such a project 
as the Tennessee-Tombigbee would tend to weaken the railroads, over 
a period of time, so that their defense value, upheld by War Depart- 
ment spokesmen and many other high officials of the Government, would 
be reduced to a far greater extent than the national defense would be 
promoted by the waterway construction.”’ 

It is certainly unfortunate that there are not more broad-gage 
railway executives today with the outlook and interest in the general 
welfare as former President Markham, of the Illinois Central Railroad 
Co. At the time the Federal Barge Line was established in your 
country, President Markham said: 

‘‘The Illinois Central, of course, recognizes that the barge line 
offers competition paralleling it on the Mississippi River, but our 
interests are clearly identified with the interests of the people of the 
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Mississippi Valley * * * if it is a good thing for the people of the 
Mississippi Valley, it in some way will probably operate as a good 
thing for the Illinois Central System. If it-«supplies additional transpor- 
tation that is needed and may be needed in the future that we cannot 
supply, or if it supplies a cheaper transportation than we can supply 
and makes for the prosperity of the people in that section of the 
country where our own interests are bound up, it in some way may 
work back to our own selfish interests. Perhaps it will increase the 
population, increase the amount of business everybody does down in 
that territory. If it does operate in that way we are going to reap 
some benefit too.’’ 

Who can reckon the benefits to the nation from a waterway con- 
necting the Tennessee and Tombigbee Rivers? These navigable water- 
ways flow through the industrial heart of the south, a region over- 
flowing with vital natural resources: Iron ore, coal, limestone, all in 
juxtaposition and near to the nation’s great oil and gas producing regions 
of Louisiana and Texas. No other area in America is so blessed by 
nature 

When almost all waterborne commerce is either prehandled or re- 
handled by railroads, their never-ending opposition to waterway im- 
provements is utterly bewildering. Railroads have some $150,000,000 
invested in floating equipment operating on federal waterways. Some 
railroads simply would not exist but for the fact that almost all their ton- 
nage is transshipped via federally improved waterways; The Chesapeake 
& Ohio, Norfolk & Western, Virginian, Baltimore & Ohio, Western 
Maryland are notable examples. It is a fact that the Louisville and 
Nashville and the Illinois Central on the east, and the Missouri Pacific 
on the ‘west bank of the Mississippi, would suffer tremendous losses 
almost every year, with traffic frightfully disrupted, but for the Mis- 
sissippi levees built by the federal government, from Memphis to New 
Orleans. We cannot recall hearing the railroads call this expenditure 
from the federal treasury a blank check, or inroads on the treasury, 
or tendency toward socialism. 

When self the wavering balance holds, ‘tis rarely well adjusted. 

It might be helpful to the railroad boys to reread Aesop’s fable, 
‘“‘The Dog in the Manger.”’ 


Transport Statistics Comment 


“The ratio of net income to net railway operating income 
for successive 12 months’ periods steadily declined for the first 
ten months of the -year but has recovered somewhat in the 
12 months ended in November and December,” says the 
Monthly Comment on Transportation Statistics, dated Febru- 
ary 9, prepared by the Commission’s Bureau of Transport 
Economics and Statistics. 

An accompanying table showed the percentage falling from 
63.9 per cent in January to 58.8 per cent in October, and 
rising to 59.1 and 60.2 per cent in November and December, 
respectively. Continuing, the bureau said: 


Several striking changes in the financial results of the rail carriers 
have occurred from 1941 (substantially a pre-war year) through 1944, 
or three years of war. Freight revenue increased by more than 57 per 
cent, passenger revenues about 248 per cent, and total revenues about 
77 per cent in 1944 as compared with those of 1941. In 1944 federal 
income taxes were approximately 7.5 times as large as in 1941 but net 
railway operating income after these federal taxes was only 10.8 per 
cent greater than in the pre-war year. Maintenance of way and struc- 
tures in 1944 was about 2.1 times the figure for 1941 but maintenance 
of equipment expenditures were only 1.6 times those of the earlier year. 
In 1941 accruals for the amortization of defense projects were nominal 
but they have increased consistently to more than double the $92 mil- 
lion charged in 1942. Under the impact of increased traffic in 1941 the 
operating ratio declined to below 70 per cent for the first time in many 
years. The ratio fell abruptly in 1942 but in 1944 approached to within 
about 2 per centage points of the level of 1941. Net railway operating 
income, after increasing nearly 50 per cent in 1942 as compared with 
1941, has also fallen sharply and in 1944 stood at approximately 11 per 
cent more than the level of 1941 despite the consistent increase in 
freight and passenger revenue during the four years. 


Referring to a table showing the rate of return for Class I 
steam railways, based on the ratio of net railway operating 
income to net property investment and to property value, by 
district or region, for 1944, the bureau said that, on both bases, 
the Pocahontas region ranks highest, the southern region sec- 
ond, the western district third, and the eastern district last 
with rates considerably below those in the other territories. For 
the four districts, the ratio of net railway operating income to 
net property investment and to value of property, respectively, 
was shown as follows: Eastern district, 4.24 and 4.69; Poco- 
hontas region, 6.37 and 7.52; southern region, 5.85 and 6.63; 
western district, 5.10 and 6.10; and all districts, 4.91 and 5.64. 

The 1944 rates of return in all four districts or regions 
were “definitely lower” than the rates for 1943, said the bureau. 
In round numbers, it said, the percentages of decrease were: 
Eastern district 21; Pocahontas region, 5; southern region, 18; 
western district 19; and all districts, 19. 


2 Amortization of Defense Projects 


The bureau said that under the provisions of the internal 
revenue act, and the Commission’s order of September 22, 1941, 
permitting amortization of emergency facilities over a period 
of 60 months, the Class I line haul railways had charged ap- 
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proximately $429.5 million to operating expenses representj 
such amortization for the four-year period ended December 3} 
1944. It set forth the figures, for maintenance of way anj 
structures and for maintenance of equipment, respectively, ag 
follows: 1941, $359,220 and $505,422; 1942, $4,475,618 and $87. 
483,253; 1943, $11,323,081 and $134,259,837; and 1944, $19,944. 
788 and $171,098,530. The totals for those years were stateq 
as follows: 1941, $900,642; 1942, $91,958,871; 1943, $145,582.91. 
and 1944, $191,043,318. 

The bureau observed that the 20 per cent rate of amortizs. 
tion of the emergency facilities increased the amount of oper. 
ating expenses as compared with what they would be on the 
basis of the Commission’s prescribed depreciation rates, } 
was impracticable to estimate the difference for the road prop- 
erty emergency facilities, it said, “because depreciation ap. 
counting is not applicable to the track and its appurtenances 
but only to other roadway property and only to such property 
since the Commission’s mandatory order effective January }, 
1943.” It continued: 


The composite equipment depreciation rate for the years 194143 
averaged about 3.41 per cent and the same percentage is estimated for 
1944. By substituting this rate for the 20 per cent amortization, the 
equipment depreciation charges would have amounted to about $67 
million or about $326 million less than the actual charge to operating 
expenses for the period 1941-44. Of this difference of about $326 million 
$0.4 million is applicable to 1941; $72.6 million to 1942; $111.4 million 
to 1943, and $141.9 million to 1944. 

Charges to operating expenses representing amortization for defense 
projects amounted to approximately 17.3 per cent of the net railway 
operating income for the year 1944; 10.7 per cent for 1943; 6.2 per cent 
for 1942, and 0.1 per cent for 1941. 

A distribution of the amortization charges shown in the above table 
to the applicable five years under the plan, results in showing that 
charges to the carrier’s income, unless otherwise disposed of, will 
amount to about $191 million each for the years 1945 and 1946 and $1 
million for 1947. The amounts will decline sharply in 1948 and 1949, 
These amounts will, of course, be increased to the extent by any addi- 
tional expenditures for such emergency facilities in 1945 and subse 
quently. 

Traffic Forecast 


The bureau said that the traffic forecast for February indi- 
cated a decrease under February of 1944 of 1.6 per cent in 
loadings of carload freight and a 2.5 per cent increase in less- 
than-carload loadings. Decreases were predicted in farm, for- 
est and mine products as a whole and in petroleum and proé- 
ucts, it added. 

“The annual rate of growth in freight traffic since 1941 
received a sharp check in 1943 and came close to a decline in 
1944,” said the bureau. “Since June, 1944, each month has 
shown a decrease in ton-miles compared with the corresponding 
month in 1943. The rate of growth in passenger traffic was 
not checked as sharply in 1943 as that in freight but was re 
duced drastically in 1944. Passenger-miles first showed a sig- 
nificant decline from the corresponding month of the previous 
year in November, 1944 (1.3 per cent) which was accentuated 
in December (4.3 per cent).” 

Further commenting on expected loadings, the Bureau said: 


Loadings of revenue freight for the four weeks ending February 24, 
1945, are expected to average 781,400 cars per week, 4.1 per cent higher 
than levels which prevailed during the four weeks ended January 7, 
1945. The estimate is 1.1 per cent under average weekly loadings in 
February, 1944. Decreases from last year are expected in all A. A. BR. 
commodity groups except miscellaneous carload freight excluding pe 
troleum and petroleum products in tank cars, and merchandise less 
carload freight. C. S. D. Embargo No. 35, on loadings into the north- 
eastern section of the United States, was in effect at the time this fore 
cast was made. Later embargoes No. 43 and No. 47, on loadings into, 
within, and via the northeastern area, were in force from January 27] 
through January 29, and from February 3 through February 6, respec 
tively. These embargoes, placed because of severe weather conditions, 
will tend to make the February loadings estimate too high. Efforts t0 
make up lost coal production, if successful, may make the coal estimate 
low. 

For the first six months of 1945, loadings of carload freight are now 
estimated to total 18,086,518 cars, a decrease of 521,562 cars or 2.8 pét 
cent, from the first six months of 1944. The next estimate is 1.0 pée 
cent higher than that presented in January. Actual January loadings 
are included in the forecast, which has been revised for later months 
pursuant to information received from shippers and others during = 
uary. The effect of embargoes on loadings of freight within, into, aM 
via the northeastern part of the country during January and Februaty 
will tend to make the current forecast high. 


FILING OF WATER CONTRACTS 

The Commission, division 1, has instituted, on its own mo 
tion, an investigation to determine whether contract carriers by 
water should be required to file with the Commission copies 0 
contracts, charters, or agreements with shippers for transporta- 
tion of property or other services incidental thereto, subject to 
part III of the act, performed by such carriers. In its ordet 
instituting the investigation, the Commission identified the Pl! 
ceeding as Ex Parte No. 161, Filing of Contracts by Contract 
Carriers by Water. 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 
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Coast Transportation Transfer 


By a report and order in Finance No. 14570, Coast Trans- 
portation Co., Inc., Certificate Transfer, the Commission, divi- 
sion 4, Commissioner Miller dissenting, in part, has approved 
the transfer, from Coast Transportation Co., Inc., to the Panama 
City Transit Co., Inc., of the certificate dated August 31, 1942, 
issued to Coast, in W-525, to the extent that such certificate 
authorized operation between New Orleans, La., and Apalachi- 
cola, Fla., and intermediate ports. It said that on receipt of 
notice that the transaction had been consummated, the cer- 
tificate heretofore issued to Coast would be canceled and would 
be superseded by new certificates issued to Panama and Coast, 
authorizing the former to engage in transportation of com- 
modities generally over the Gulf Intracoastal Waterway and 
the Gulf of Mexico, and connecting waters, between New 
Orleans and Apalachicola, and all intermediate points, and 
authorizing the latter to engage is the same type of service 
over the same waterway and the gulf, and connecting water- 
ways, between New Orleans and Tampa, Fla. (including Port 
Tampa and East Tampa, Fla.), and intermediate ports east 
of Apalachicola, with all duplication of services between New 
Orleans and Apalachicola eliminated. The division said the 
certificates would be issued on the understanding that Coast’s 
authority to serve New Orleans might not be further divided. 

Continuing, the division said: 


While the transferor states that, if the proposed transfer should 
not be approved, its present intention is to resume operation on the 
Apalachicola route, the record impresses us that clearly it has no de- 
sire to do so. It may abandon that route. The transferee is willing to 
undertake this operation. Its proposal herein affords the only apparent 
alternative to operation by the transferor and, therefore, probably the 
better assurance that the service will be preserved to the public. Both 
companies expect sufficient traffic, with division of the transferor’s busi- 
ness as proposed, to earn a profit. 

Under the agreement between the transferor and the transferee, the 
former reserved to itself the right to operate between New Orleans and 
Tampa, and intermediate ports, but without the right to transport prop- 
erty both originating and terminating at points between New Orleans 
and Apalachicola, inclusive. The possible conflict of authority and prob- 
able inconsistency that might result was called to the attention of appli- 
cants and they were asked if they desired a hearing. Applicants jointly 
agreed that the transferor’s authority be limited to operation between 
New Orleans and Tampa and intermediate points east of Apalachicola. 


T. P. & W. Notes 


_ In the report and order of the Commission, division 4, in 
Finance No. 14607, Toledo, Peoria & Western Railroad Notes, 
authorizing the T. P. & W., the properties of which are in the 
possession of the director of the Office of Defense Transporta- 
tion pursuant to an executive order issued by the President, to 
issue $100,000 of notes (see Traffic World, February 10, p. 321), 
the division observed that, while the applicant was unable to 
pay the interest on the notes out of current earnings, “it States 
that it has a claim against the United States government re- 
sulting from the seizure of its property as aforesaid, which 
when finally adjudicated will be more than sufficient to pay all 
the requirements of the proposed notes.” 

The T. P. & W. was authorized to issue $100,000 of notes, 
series A, at not less than par, to bear interest at a rate of not 
more than 3 per cent a year and to mature not later than 
June 1, 1949. The report said that the applicant proposed that 
the series A notes be issued under an indenture to be dated 
June 1, to be made by the applicant to a trustee to be hereafter 
determined, and that the indenture provide for the issue of not 
exceeding $500,000 of notes, the $100,000 of series A notes being 
the initial issue. 

“The applicant represents that the additional working capi- 
tal proposed to be obtained by the issue of the series A notes is 
heeded for the following purposes: To pay outstanding bills 
for the 12 months ended November 30, 1944, and accrued in- 
terest, $18,600; to pay outstanding bank loans and interest, 

200; for interest on notes, $12,000; for reserve for working 
capital and contingencies, $18,000; and for operations for the 
current year, $15,200; a total of $100,000,” the report says. 

€ railroad’s financial position under government opera- 
tion was described as follows: 


tal When the properties were taken over, applicant’s cash working capi- 
f and other assets were included. This left the applicant without 
Unds, although some advances have been made and part of the work- 


ing cash returned by the Office of Defense Transportation, and bank 
loans obtained, the applicant considers that additional cash working 
capital is required. From a statement of certain assets and liabilities 
as of March 31, 1944, it appears that cash on hand, less March, 1944, 
salaries and expenses paid in April, 1944, amounted to $12,380.37, while 
liabilities including bank loans of $26,000, interest on first-mortgage 
bonds and bank loans of $15,635.30 and payroll taxes of $2,346.95, 
amounted in all to $43,982.25. 


The report said that the applicant had made no showing 
of its ability to sell the proposed notes, but had stated that, 
while two banking institutions had expressed willingness to 
purchase $100,000 of applicant’s unsecured notes provided modi- 
fications were made in the terms of the indenture submitted 
with the application, it desired to continue negotiations. It 
observed that the applicant had included as an obligation to 
be met by a part of the proceeds of its notes a sum sufficient to 
pay all the interest thereon from date of issue to final maturity. 

The final ordering paragraph of the order entered in the 
proceeding said that “nothing herein shall be construed to im- 
ply any guaranty or obligation as to said notes or interest 
thereon, on the part of the United States.” 


Heaters for Passenger Trailers 


The Commission, division 5, by a report and order in 
Ex Parte MC-4, Motor Carrier Safety Regulations; In the 
Matter of Qualifications of Employes and Safety of Operation 
and Equipment of Common Carriers and Contract Carriers by 
Motor Vehicle, has issued specifications governing the installa- 
tion and use of heaters and heating equipment on passenger- 
carrying motor vehicles, operated by common and contract 
carriers. 

The order, effective March 15, carries four mimeographed 
specifications for bus heating equipment. 

Field reports prompted an investigation of the situation 
with reference to the heating of passenger-carrying vehicles, 
according to the report, which said that the investigation had 
disclosed that, because of their inability to acquire needed 
busses, some passenger carriers were operating a tractor-semi- 
trailer type of vehicle converted to passenger service. A large 
number of such converted vehicles were in use, it said, and 
that, for structural reasons, they could not be equipped with 
hot water heaters of the type utilized in a single unit bus of 
conventional type. 

Oil burning heaters had been installed, it said, and that 
these heaters, of various types, created hazards, actual and 
potential, of a serious nature. Three fires had been caused by 
such heaters, the report said. It said that one carrier, oper- 
ating 14 semi-trailers, had removed oil burning heaters from 
the vehicles because passengers could not be prevented from 
tampering with them. Heating the vehicles in terminals and 
cutting off the fuel supply before starting a trip had failed, 
it said, because passengers started the heaters or burned paper 
in them. One fire had been caused by the use of paper, it said. 

After conferences between the members of the Commis- 
sion’s Burau of Motor Carriers, and other interested organiza- 
tions, and circulation of tentative specifications, the report said 
a hearing had been held at which it was developed that there 
was a wide-spread use of unsafe heaters and an urgent need 
for the prevention of their use; that unsafe heaters greatly 
increased the danger of fire following a collision or overturn- 
ing of a vehicle; and that the proposed specifications with 
minor revisions were reasonable, necessary, and adequate for 
the purpose of minimizing those hazards. 





Cotton Clothing from Virginia 


By a report and orders in I. and S. No. 5267, Clothing in 
Bales in Official Territory, embracing a complaint of the Lynch- 
burg (Va.) Chamber of Commerce and a four section applica- 
tion, the Commission, division 2, has found just and reasonable 
a proposal of official territory railroads to change the tariff 
description of cotton clothing, in bales, in exceptions to the 
official classification; has found not shown to be unreasonable 
that rates and ratings maintained by the railroads on clothing, 
dry goods and notions, in less-than-carloads or any-quantity 
lots, between Lynchburg and points in official territory, and has 
granted temporary fourth section relief with respect to any- 
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quantity shipments of cotton clothing, in bales, between points 
in southern territory and points in official territory. 

Joined with the title case were No. 29004, Traffic Bureau, 
Lynchburg Chamber of Commerce, for Quinn-Marshall Co., Inc. 
vs. Southern Railway Co., et al., and fourth section application 
No. 20539, Clothing Between Points in Official and Southern 
Territories. The Commission dismissed the complaint and 
granted temporary relief from provisions of section 4 of the 
act by fourth section order No. 15253 “until the effective date 
of the further order to be entered in fourth section application 
No. 18662,” limited to situations in which the relief formerly 
authorized in fourth section order No. 14001 was forfeited in a 
manner described in the report. 

The schedules under suspension in I. and S. No. 5267, the 
Commission said, had been filed by the official territory rail- 
roads to become effective November 15, 1943, and had been 
suspended on protest of “certain parties” until June 15, 1944, 
and subsequently voluntarily deferred by the railroads pending 
disposition of the instant proceeding. By those schedules, it 
said, the railroads proposed a change within that territory of 
the commodity description of cotton clothing, in bales, any 
quantity, rated 70 per cent of first class in exceptions to the 
official classification, so as to restrict the application of that 
rating to designated cotton work garments, with the result that 
all articles of cotton clothing not so designated (when shipped 
in bales, any quantity) would be subjected to ratings of first 
class in less-than-carloads and second class in carloads. 

Complaint in No. 29004, acting for Quinn-Marshall, a 
wholesale dealer in dry goods and related merchandise, the 
Commission said, assailed as unjust and unreasonable the 1 c. 1. 
and any-quantity rates and ratings applicable on dry goods, 
notions, clothing, and similar articles between Lynchburg, a 
point on the border between official and southern territories, 
and points in official territory. 


Previous Adjustments 


Reciting the historical background of the three related 
proceedings here involved, the Commission said that the south- 
ern territory lines, pursuant to findings made in a study in 
1932 of the effect of motor competition on rail traffic, had 
reduced to third class (70 per cent of first class) the rates cn 
clothing and various other items within that territory; that the 
official lines had refused to apply such lower ratings within 
their territory, but that they had ultimately agreed to join with 
the southern carriers in an interterritorial adjustment on the 
southern basis. It said that the fourth section departures re- 
sulting from that adjustment (such as a higher rate between 
New York and Lynchburg than between New York and certain 
points farther south than Lynchburg) had been authorized 
temporarily by fourth section order No. 14001, entered in fourth 
section application No. 18662. In 1941, the official territory rail- 
roads reduced the rates, within that territory, on cotton work 
clothing from first class, 1. c. 1, to 70 per cent of first class, 
any-quantity, when shipped in bales, and believed that ship- 
ments of high-grade clothing in boxes or cartons at first-class 
rates would be continued with fourth section departures inci- 


dent to such rates protected by fourth section order No. 14001, 
the Commission said, adding: 


After the reduced rates were established within official territory it 
became necessary to revise the tariff provision under which it was in- 
tended that cotton work clothing should have rates lower than other 
types of cotton clothing, so as to prevent shippers from packing higher- 
grade clothing in boxes, strapping a number of those boxes together, 
and describing such a package as a bale. Accordingly, schedules were 
filed to become effective March 15, 1943, containing a more specific 
description of cotton work clothing indentical with the description pro- 
posed in the title proceeding herein, on which the 70-per cent rating 
had been intended to apply. That description was patterned after, and 
named all the garments listed in, the Office of Price Administration’s 
definition of staple work clothing in regulations fixing maximum prices 
therefor. Upon protest of the Lynchburg Chamber of Commerce, opera- 
tion of those schedules was suspended and considered by us in Clothing 
in Official Territory, 256 I. C. C. 72... . Fourth section relief authorized 
temporarily by order No. 14001, to the extent it applied on cotton cloth- 
ing, in bales, had been forfeited, because the necessity for fourth-section 
relief had been elimintaed by the existing commodity description. ... 
We found that the proposed change in the description of cotton clothing, 
in bales, any quantity, would result in rates and charges which would 
be in violation of section 4 of the act and the suspended schedules 
therefore were ordered canceled. Respondents in the title proceeding 
have filed an application . . . seeking relief for the fourth section de- 
partures which would result from the application of the rates pro- 
POGUE. « . « 


The Commission noted that the 70 per cent rates were in- 
tended to apply only on work clothing and not on any other 
grades of clothing shipped in individual boxes within an outside 
container and designated by the shippers as “bales.” 


Rates to South Lower 


The complainant in No. 29004, it said, contended that the 
first-class rates paid by it on shipments of various cotton gar- 
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ments and other articles from Lynchburg to points in officiy 
territory were unreasonable as compared with the rates 70 
cent of first class to points in southern territory. It said tha 
clothing, dry goods and notions were susceptible to pilferag. 
and that claims for such losses were relatively high. 

“Establishment of rates between points in official territory, 
and Lynchburg on the same basis as the 70-per cent rates ap. 
plicable between points in official and southern territories woyjj 
result in reductions in the rates over large areas within officig 
territory,” it added. 

It said that many commodities were rated first class jy 
official territory and third class been official and southern te. 
ritories, with classification descriptions of the commodities thy 
same for both ratings and that the Commission had frequently 
approved first-class rates on clothing and drygoods, in less thay 
carloads, within official territory. 

With respect to the fourth section application, it said tha 
the applicants sought relief the same as the relief that haj 
been in effect under order No. 14001 prior to the establishmen 
of the 70-per cent rates in official territory, “in order to estab. 
lish rates on clothing generally, except articles of cotton staple 
work clothing, between points in official territory higher than 
the rates on the same commodity between points in that tery. 
tory and points in the south.” 

“In order No. 14001,” it said, “applicants now have relief 
temporarily to maintain departures of exactly the same char. 
acter as those which would result under the proposed sched. 
ules, with respect to rates on numerous articles, including cot. 
ton clothing (except garments mentioned in the proposed ée. 
scription) when such clothing is packed other than in bales, Jn 
the circumstances, we conclude that, pending the entry of ; 
further order superseding the temporary fourth section order 
No. 14001, there is sufficient justification for restoration of tem. 
porary fourth-section authority required to establish and maip. 
tain rates as proposed for cotton clothing, in bales, the sam 
as has been granted by that order for the maintenance of rate 
on similar bases, on other clothing, dry goods, and many other 
commodities between the same points. 


ATLANTIC GREYHOUND LEASE 


Lease by Tennessee Coach Co., Knoxville, Tenn., of certain 
operating rights of Atlantic Greyhound Corporation, Charles 
ton, W. Va., has been approved by the Commission, division 4 
Commissioner Mahaffie dissenting, in MC F-2411, Tennessee 
Coach Co.—Lease—Atlantic Greyhound Corporation. The div:- 
sion said that under an agreement executed January 11, 194, 
Tennessee was operating over a portion of the route of Atlantic 
between Bristol and Knoxville, Tenn., over U. S. highway 11-W, 
pursuant to lease agreement of May 22, 1935, which was still 
in effect, and that the parties desired to restate the terms and 
conditions of the lease. The division said the agreement pro 
vided that Tennessee should continue leasing such interstate 
and corresponding intrastate operating rights at a rental of 
$500 a month so long as the lease was in force and effect. The 
division said it approved the lease provided that if the authority 
granted were exercised, the parties should advise the Commnis- 
sion in writing 30 days in advance of the lease’s termination. 


Pipe-Line Stringing Operation 


The Commission, division 5, in MC 104413, Sub. 3, Max 
Dawson and Wesley Corbett Extension—Northwest Territory, 
has granted the applicant copartners, of Rawlins, Wyo., a cel 
tificate for motor transportation of pipe, pipe-line materials, 
machinery, and equipment incidental to or used in connection 
with the construction, repairing, or dismantling of pipe lines 
between points in Wyoming, over irregular routes. = 

Several Wyoming oilfields require short-line pipe stringing, 
said the division, adding that the applicants and a carrier with 
headquarters in Casper, neither of which held permanent al 
thority to conduct pipe-stringing operations, were the only cal 
riers that had been performing or were interested in that typ 
of work in Wyoming. It said the Casper carrier held temporal) 
authority that expired December 31, 1944, for conducting such 
operations between Wyoming points. Continuing, the division: 
said: 


While the evidence in support of the proposed pipe-stringing oper 
tions is meager, it does indicate a need for such service in connection 
with projects in Wyoming and that protestants, although authorized 
render such service, have not been fulfilling that need. We cannot, 
upon the evidence before us, regard authorized services of niga 
headquartered several hundred miles from the scene of operation af 
who primarily are interested in major projects as being sufficient pend 
son for denying shippers in Wyoming the services of a pipe carrier = 
stringer willing to undertake small jobs in that state. It does 10 
appear that protestants will be affected materially by a grant of the 
pipe-stringing operations authorized herein; however, in view of ou 
action with respect to the amendment above discussed we shall “«< 
that the issuance of the certificate herein granted be withheld for 
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days after the service of this report, to afford interested parties an 
opportunity to petition for a further hearing if they be so advised. 


The division noted that Sinclair Refining Co. had experi- 
enced difficulty in obtaining carriers for pipe-stringing opera- 
tions in Wyoming. It said Sinclair’s pipe lines did not extend 
from Wyoming into other states and that its pipe-stringing jobs 
during the last year had been wholly within Wyoming, although 
the record was not clear whether transportation of the pipe inci- 
dental to the pipe stringing entirely within Wyoming was in 
interstate commerce. It did appear, however, continued the divi- 
sion, that some pipe to be strung was unloaded from railroad 
cars and was in the course of a continuous movement from a 
point outside the state to the point of use. 


The applicants had requested authority for pipe-stringing 
projects in Wyoming not exceeding 30 miles in length, also for 
stringing pipe on feeder lines, meaning gathering lines from 
wells to other pipe lines and to stringing pipe for repairs be- 
tween all points in Wyoming, Colorado, Montana, North Dakota, 
South Dakota, Utah, and Idaho, all over irregular routes. They 
also asked for authority to transport oil and gas machinery and 
supplies and building equipment between all points in the afore- 
mentioned states and Kansas and Nebraska. 


With respect to other operations covered by the application, 
the division said the evidence failed to show that the present 
available transportation facilities of existing motor carriers 
were inadequate to supply shipper demand, and that the appli- 
cants had failed to show that public convenience and necessity 
required the authority sought, except to the extent set forth in 
the findings. 


HIGHWAY MOTOR FREIGHT CONTROL 


Acquisition by William Albert Gordon, Omaha, Neb., of 
control of Highway Motor Freight, Inc., also of Omaha, through 
ownership of capital stock, has been approved by the Commis- 
sion, division 4, in MC F-2525, William Albert Gordon—Control 
—Highway Motor Freight, Inc. The division said Highway held 
a certificate for operations between Omaha and McCook, Neb., 
serving certain intermediate points. It also said the transac- 
tion for which authority was sought had already been consum- 
mated; that the applicant, William Albert Gordon, had repre- 
sented that he was unaware that his control of Highway was 
unlawful until an information had been filed against him at 
Lincoln, Neb., in 1944, alleging such unlawful control; that 
Gordon had entered a plea of nolo contendere to such informa- 
tion, and that a fine had been imposed; and that the instant 
application had then been filed. 

The division said that when Highway succeeded to the 
operations of Green Transfer Lines, the latter was insolvent, 
owing its creditors approximately $15,000. It said that claims 
aggregating $6,614 were paid by Gordon in cash and that the 
equivalent in stock in Highway was issued to him. Subse- 
quently, it said, he paid additional claims and that his invest- 
ment was increased to $13,904, represented by Highway’s stock, 
aggregating approximately 92 per cent of the total outstanding. 





Commission Reports 


‘An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be om 
dined by prompt application to the Commission.) 


Soap and Soap Powder 


I, and S. M-2426, Soap, ete.—Over Lyman Truck Lines. 
By the Commission, division 2. Proposed cancellation by a motor 
common carrier of truckload classification-exceptions ratings 
on soap, soap powder, and related articles, for application on 
local traffic over its line between certain points in Kansas and 
Missouri and certain points in Arkansas, Oklahoma, and Texas, 
found not shown. to be just and reasonable. Suspended sched- 
ules ordered canceled by March 15 and proceeding discontinued. 

e division said that by schedules filed to become effective 
May 25, 1944, Ralph W. Porter, executor of the estate of E. W. 
Lyman, decreased, dba Lyman Truck Lines, proposed to cancel 
the aforementioned ratings for application on local traffic be- 
tween Kansas City, Kan.-Mo., and points in eastern Kansas, on 
the one hand, and points in Arkansas, Oklahoma, and northern 
Texas, on the other. It said that the respondent and other 
motor common carriers, parties to the exceptions to the national 
motor-freight classifications issued by the Mid-Western Motor 
Freight Tariff Bureau, Inc., maintained classifications excep- 
tions ratings on soap ranging from about 27 to 41 per cent of 
C t class, minima .12,000 to 16,000 pounds, between Kansas 
ity and Texas points, and that between Kansas City and 

homa points they maintained classification exceptions rat- 
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ings ranging from column 35 to column 50, minima 12,000 to 
16,000 pounds. 


Flax Straw 


No. 29115, Klearflax Linen Looms, Inc. vs. Great Northern 
Railway Co. By the Commission, Commissioner Aldredge. 
Charges collected on carloads of flax straw, in bales, shipped 
from Hutchinson, Granite Falls, Lorne, Marshall, and Kutzer, 
Minn., over an interstate route, to Duluth, and delivered be- 
tween April 4 and October 2, 1942, found inapplicable. Ap- 
plicable charges found to have been $2,021.62 at rates, minimum 
24,000 pounds, of 21 cents a 100 pounds from Hutchinson, 23 
cents from Granite Falls and Lorne, 25 cents from Marshall, 
and 16 cents, minimum 20,000 pounds, subject to rule 34, from 
Kutzer. Applicable charges found unreasonable to the extent 
they exceeded charges of $1,206.40 at the column 3 rates, car- 
load minimum 28,000 pounds, of 12 cents from Hutchinson, and 
13 cents from Granite Falls, Lorne, Marshall, and Kutzer. 
Reparation of $47.84 with interest awarded, and defendant 
authorized to waive collection of outstanding undercharges. 


Stock Cattle 


I. and S. No. 5293, Cattle, Mississippi River Crossings to 
Terre Haute. By the Commission, division 3. Suspended sched- 
ule restricting rate on stock cattle from East St. Louis, II1., 
and upper east bank Mississippi River crossings to Terre Haute, 
Ind., so as to apply for account of Pennsylvania Railroad Co. 
only on traffic tendered that carrier at East St. Louis, found 
not wholly just and reasonable. Suspended schedule ordered 
canceled on or before March 19, and proceeding discontinued 
without prejudice to filing of new schedule as now proposed by 
respondent rail carriers operating in Central Freight Associa- 
tion territory. 


SOO LINE REORGANIZATION 


By a report and order in Finance No. 11897, Minneapolis, 
St. Paul & Sault Ste. Marie Railway Co. Reorganization, the 
Commission, division 4, has fixed the maximum limits of final 
allowance of compensation for services rendered and to be ren- 
dered, and expenses incurred and to be incurred, generally, 
between July 1, 1942, and the termination of the reorganization 
proceedings, by parties in interest. The reorganizations pro- 
ceedings were concluded September 1 (see Traffic World, Sept. 
9, 1944, p. 633). 

The report showed that a total of $171,920.29 in claims had 
been filed and that $159,166.01 had been allowed. Sidley, Austin, 
Burgess & Harper, counsel for the reorganization committee, 
and Oliver & Dannally, also counsel for that committee, asked, 
and received, $69,427.36 and $46,951.59, respectively. Oliver & 
Donnally also asked $16,500 as counsel for the mutual savings 
bank group, and received $15,000, and Sidley, Austin, Burgess 
& Harper, as counsel for the group of institutional investors 
asked and received $8,299.42. 


Commission Motor Reports 


(An asterisk before the dooket number reans that the report 
will not be printed in full in the permanem series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtainea by prompt application to the Commission.) 


MC 14385, Nelson Transfer & Storage Co., Charleston, 
W. Va., broker application. On reconsideration, findings in prior 
report, 11 M. C. C. 601, modified, and license granted for oper- 
ation as broker at Charleston, W. Va., of transportation by 
motor of household goods between points in W. Va., on the one 
hand, and points in the United States, on the other. The Com- 
mission (division 5) said that by its order entered Dec. 13, 
1938, the prior order in this proceeding, granting authority for 
broker operations between points in W. Va. and points in the 
United States, the District of Columbia and Canada, had been 
vacated and the proceeding reopened, but that a license had 
been issued inadvertently to applicant on August 25, 1939. It 
said that, as to operations in which applicant delivered from 
various West Virginia points to the consignees rail pool car 
shipments arriving at those points and in connection with which 
it performed various accessorial services, applicant was a ware- 
houseman and not a broker. It stated that applicant solicited 
household goods transportation and transported about 95 per 
cent of the shipments itself in its own equipment, but that as 
to the other shipments, which it turned over to some other 
motor carrier and on which it was paid a commission, its oper- 
ations were those of a broker. 

*MC 36422, Sub. No. 3, Stanford S. Block and Seima S. 
Block, dba Merchants Delivery Co., Kansas City, Mo. Permit 
granted. Merchandise dealt in by retail department stores, 
from Leavenworth, Johnson and Wyandotte counties, Kan., to 
Kansas City, Mo. The Commission said the applicants now had 
authority to transport merchandise from two Kansas City de- 
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partment stores to customers in suburban Kansas; that they 
filed the instant application so as to obtain authority to back- 
haul “in connection with this larger operation,” and that “the 
merchandise moving from customers to stores requires a service 
that can only be rendered adequately and satisfactorily by a 
motor carrier which also transports from the stores to the 
customers. 

*MC 43362, Sub. No. 6, H. J. Uhl, Wichita, Kan. Certificate 
denied. Specified commodities between points in Kan., Neb., 
Colo., Wyo., Mo., Ill., Okla. and Tex., over irregular routes. 
The Commission said it had not been shown that normally ex- 
isting motor carriers were unable or unwilling to provide neces- 
sary service of the type here proposed. 

*MC 90002, Sub. No. 1, Harvey McMillan, dba A & A 
Albany Express, Chicago, III. Certificate denied. New and used 
store, restaurant, tavern, and bar fixtures, uncrated, between 
Chicago, Ill., on the one hand, and, on the other, points in 
Ill., Ind., Ia., Mich., Mo., O. and Wis. The Commission said 
the record fairly established that the motor carriers now en- 
gaged in transportation of store fixtures between the points 
sought to be served by applicant had been and were able and 
willing to meet any reasonable demands for service that might 
be made on them. 

*MC 12293, Elmer Raymond Schaefer, San Francisco, Calif., 
broker. License granted. Arranging for motor vehicle trans- 
portation at San Francisco and Treasure Island Naval Training 
Station, Calif. 

*MC 19366, Sub. 1, Eastern Freight Line, Inc., Uniontown, 
Pa., extension. Certificate granted. (1) Petroleum products, 
in containers, from Bayonne, N. J., and Claymont, Del., and 
roofing and siding materials from East Rutherford and South 
Kearny, N. J., and Edge Moor, Del., to Pittsburgh, Pa., and 
points in Pennsylvania within 50 miles thereof, and (2) glass 
from Arnold, Belle Vernon, Floreffe, and Jeannette, Pa., to 
Washington, D. C. 

*MC 29988, Sub. 13, Denver-Chicago Trucking Co., Inc., 
Denver, Colo., extension. Certificate denied. General commod- 
ities, with exceptions, from Tacoma, Wash., to Denver, over 
the routes traversed in its present operations between those 
points, and over two additional convenience routes within Idaho, 
including (1) pick-up service at the intermediate points of 
Seattle and Yakima, Wash., (2) unrestricted service at all 
intermediate points in Idaho, (3) delivery service at all inter- 
mediate points in Utah and Wyoming, and (4) traffic inter- 
change with connecting carriers at the intermediate points of 
Ellensburg and Pasco, Wash., and Pendleton, Ore., and the 
olf-route point of Walla Walla, Wash., in either direction. The 
report said the applicant proposed to participate in the move- 
ment of freight eastbound from the San Francisco Bay area 
by interchange at Pocatello, Ida., with Cotant Truck Lines, Inc. 
and that because of the present congestion at the Salt Lake 
City gateway, such interchange would expedite the movement 
of eastbound freight notwithstanding the circuity of the route 
through Pocatello, and would enable the applicant to partici- 
pate during the present emergency in the substantial business 
from San Francisco that it transported prior thereto over its 
Los Angeles route. The report said that division 5, on its own 
motion, would consider issuing to the applicant authority tem- 
porarily to interchange eastbound traffic at Pocatello. 


Railroad Abandonments 
Tt. & P. 


The Texas & Pacific, in two abandonment proceedings, 
Finance No. 13981, Texas & Pacific Railway Co. Abandonment, 
and Finance No. 13319, Same, has asked the Commission to 
deny the petition of the Railway Labor Executives’ Association 
for leave to intervene, and has filed replies to the association’s 
petitions for reopening and reconsideration of those proceed- 
ings, asking the Commission to dismiss those petitions. Alleging 
that the petitions for reopening and reconsideration were late 
filed, the T. & P. said that the association had made no appear- 
ance at the hearings in the proceedings. Only one employe was 
affected by the abandonments, said the T. & P., and said that 
he was not a member of any labor organization, that his prin- 
cipal occupation was that of postmaster, and that he had been 
paid a nominal salary for executing bills of lading. 


In Finance No. 13981, the T. & P. said that “the filing of 
the petition . . . is but one small part of a concerted effort by 
the petitioner to have the Commission establish a definite for- 
mula for the protection of employes in all abandonment cases.” 
It added that the association apparently desired to have the 
Commission insert in each abandonment order the same pro- 
visions for the protection of employes as division 4 had ordered 
in Finance No. 14426, a Burlington ‘abandonment proceeding 
decided November 1, 1944. Contending that the conditions dif- 
fered in its case, since only a part of its line was abandoned, 
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the T. & P. said that it would be unjust and inequitable for th 
Commission to establish an arbitrary formula or procedure fy 
the protection of employes affected by any abandonment by 
without first holding an investigation of the problems involyy 
in each case. It said the association did not show that ay 
employes of the T. & P. had been adversely affected, but mere) 
presumed that they might possibly be, and had, therefore, ¢q,,. 
cluded that the Commission should reopen the case and 

the relief without a hearing and without specific evidence, 


c. B. & Q. 


Examiner Paul C. Albus, in a proposed report in Finang 
No. 14638, Chicago, Burlington & Quincy Railroad Co. Aba, 
donment, has recommended that the Commission find that pres. 
ent and future public convenience and necessity permit abandop, 
ment by the Burlington of a branch line of railroad betwee 
Helvey and K. C. & O. Junction, 4.27 miles, and to abandy 
operation, under trackage rights, over the line of the ¢ 
Joseph & Grand Island Railway Co., the Union Pacific Railroa 
Co., lessee, between the junction and Endicott, approximately 
11.99 miles, in Jefferson county, Neb. The examiner said thy 
considerable evidence had been offered at the hearing by the 
protestants who he said, were apprehensive of increased costs 
resulting from the substitution of joint-line service in liey of 
existing single-line service from Fairbury to all other points 
the applicant’s system in Nebraska. He said the applicant ha 
entered into an agreement with the Rock Island and the Union 
Pacific for the maintenance of existing ‘‘truck competitive rates’ 
not applicable on sand and gravel or bricks. He said the Com. 
mission had held that the question of rates was not of control. 
ling importance in abandonment proceedings and that a carrier 
could not be required to maintain a line solely for the purpoy 
of insuring more favorable freight rates for the public. 

He said that the losses experienced from operating ove 
the line in the past several years were attributed largely ty 
rental paid the Union Pacific covering the trackage rights, ani 
that the applicant’s efforts to have those payments reduced hai 
not been successful. He said the proposed abandonment woul 
not result in serious inconvenience to the general public becaus 
ample railroad facilities remained. 


Labor Intervention 


The Commission, division 4, has permitted the Railway 
Labor Executives’ association, and two union brotherhoods, ti 
intervene in three railroad abandonment proceedings, and has 
extended for an additional two years in those proceedings th 
period for which the Commission reserved jurisdiction for th 
consideration of the question whether conditions should be im 
posed for the protection of employes of the applicants wh 
might have been adversely affected. 

By an order in Finance No. 13937, Pere Marquette Rai: 
way Co. Abandonment, the association was permitted to inter: 
vene, and in Finance No. 14006, Pere Marquette Railway Co. 
Abandonment, the association and the Brotherhood of Main 
tenance of Way Employes were permitted to intervene. I 
Finance No. 13928, Chicago, Rock Island & Pacific Railway 
Co. Trustees Abandonment, the association and the Order o 
Railway Conductors were permitted to intervene. 


PETITIONS FOR REHEARING, ETC. 


W-174, Terrebonne Towing Co., Inc., application, and W-177, Inter 
coastal Shipyard, Inc., application, DeBardeleben Coal Corp., dba Coyle 
Lines asks for substitution of contract carrier permit for common Car 
rier certificate, or, in alternative, for modification of certificate. : 

Finance 14447, Washington and Old Dominion, purchase, and Fi- 
nance 14479, Washington and Old Dominion, notes. Mrs. Nellie 0. 
Fletcher and W. A. Fletcher, interveners, ask for postponement of 
effective date of order of November 20, 1944, and order of February 9 
until March 15. 

MC-F 2735, David C. Hall, dba Hall Motor Transportation Co., lease, 
Loyd Bond, dba Bond Motor Lines. Hall Motor Transportation Co. asks 
for authority temporarily to operate motor carrier properties of Bond 
Motor Lines. 

MC-F 2745, Melvin McNeal Grantham, dba Grantham Motor Liné, 
lease, Loyd Bond, dba Bond Motor Lines. Grantham Motor Lines of 
for authority temporarily to operate motor carrier properties of Bon 
Motor Lines. ‘ 

No. 28629, Commonwealth of Kentucky et al. vs. Ill. Cent. et al., a 
No. 28689, Illinois Coal Traffic Bureau vs. Ahnapee & Western et al 
Coal Trade Association of Indiana, Central Illinois District Coal Trafii 
Bureau, Belleville Fuels, Inc., Fifth and Ninth Districts Coal Trafic 
Bureau, Middle States Fuels, Inc., and Northern Illinois Coal Traté 
Association, interveners, and Illinois Coal Traffic Bureau, complalnay 
and intervener, ask for postponement of effective date of order 
December 11, 1944, for reargument and reconsideration and vacation ? 
report and order of December 11, 1944. 

MC-F 2272, Application of Buffalo Storage and Carting Co. to pur 
chase certain operating rights of Cleveland & Buffalo Transit Co., Ine. 
Applicants ask that application be dismissed. 

MC-F 2706, V. W. Lee and Harris W. Lee, control; Caroline Mot 
Express Lines, Inc., lease and purchase, Ford Reed. Ford Reed 
that application be dismissed. Fy 

No. 29015, San Francisco and Napa Valley vs. Southern Pacific et @ 
Complainant asks for reconsideration and reargument ‘following Cott: 
mission’s decision of December 11, 1944. 
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Proposed Reports in I. C. C. Cases 


Railroad, Water, and Motor Transport 


Dual Carrier Operation 


In a proposed report in MC 64454, Fine & Jackson Truck- 
ing Corporation, Common Carrier Application (now assigned 
the number MC 55857), Examiner Robert A. Joyner has recom- 
mended that the Commission find the applicant, a Kearny, N. J., 
motor carrier, entitled to continue operation as a common car- 
rier of specified commodities that were at the time moving on 
pills of lading of freight forwarders, between named New York 
and New Jersey points, and that holding by the applicant of a 
certificate and permit to the extent authorized be found con- 
sistent with the public interest and national transportation 

licy. 

ss The examiner recommended that a certificate be issued for 
transportation of (1) chemicals, materials, supplies, and equip- 
ment used in chemical manufacture, between New York City, 
on the one hand, and, on the other, Newark and Bound Brook, 
N. J., and between Newark and Bound Brook, and (2) floor 
coverings and materials, supplies, and equipment used in the 
manufacture of floor coverings, between Kearney, on the one 
hand, and, on the other, Newark and New York City, which 
products were at the time moving on freight-forwarder bills of 
lading. Said the examiner: 


The purpose of the prohibition in section 210 of the act obviously 
is to preclude discriminatory practices which might prevail if a common 
carrier is permitted simultaneously to hold a permit and a certificate 
authorizing contract and common carrier operations within the same 
territory. Here we have a situation where applicant’s operations as a 
contract and a common carrier do not afford an opportunity for prefer- 
ence and discrimination as between carriers and shippers. Furthermore, 
limitation of the common carrier authority to the transportation of ship- 
ments which are at the time moving on the bills of lading of freight 
forwarders, is an additional safeguard against discriminatory practices 
in the future. The examiner, therefore, concludes that the holding by 
applicant of the permit heretofore issued in this application, and of a 
certificate authorizing such operations as are described in the findings 
herein, will be consistent with the public interest and the national trans- 
portation policy. 

Applicant seeks authority herein for the transportation of specified 
commodities between named points, and normally a grant of authority 
to perform such transportation would specify highways to be used. In 
this instance applicant will often transport goods between the plants of 
the shippers and the forwarders’ terminals in the same vehicles with 
commodities being transported at the same time between the plants 
and various other points in New Jersey and New York, under the provi- 
sions of the permit which authorizes the use of irregular routes. Ob- 
viously it would be impracticable to require specific highways to be 
used in conducting the transportation sought herein, and accordingly 
irregular routes will be authorized. 


Marion Trucking Operations 


Examiner A. S. Parker, in a proposed report on further 
hearing in MC 74588, Marion Trucking Co., Inc., Contract Car- 
rier Application, embracing also subs. 1, 2, 6, 8, 9, 10, 11, 16, and 
18, has recommended that the Commission find the applicant’s 
operations to be those of a common carrier, and, on further 
hearing, in MC 74588, has proposed denial of the application 
and affirmance of findings in the prior report of November 16, 
143. In subs. 1, 2, 6, 8, 9, 10, 11, 16, and 18, the examiner has 
Proposed that a certificate be granted for specified commodities 
between specified points, over regular and irregular routes, in 
lllinois, Pennsylvania, West Virginia, Indiana, Ohio, Kentucky, 

ichigan, Wisconsin, and Missouri, in lieu of outstanding per- 
mits, on conditions. Said the examiner: 


One reason for the change requested is a desire for additional 
revenue. Others are to get away from the requirements of securing and 
fling bilateral contracts, and the inability to serve a shipper until a 
contract, of the character specified by the Commission’s regulations, 

been negotiated and a schedule of minimum rates filed to cover 
the transportation performed. It is petitioner’s experience that many 
shippers that otherwise might give it shipments will not sign a long- 
term contract guaranteeing a minimum tonnage, especially when the 
‘ransportation required may be performed by the ordinary common 
carrier with which it claims to compete. 


_ The examiner said the petitioner contended that its opera- 
tion was similar to that of the applicant in Craig Contract Car- 
ee 24 M. C. C. 331, 28 M. C. C. 629, and 31 


' “The type of applicant’s vehicles is no different than that 
% common carriers,” continued the examiner. “None of the 





vehicles operated is of a special design to meet the needs of a 
particular shipper. Applicant has a large garage, warehouse, 
office building and gasoline storage facilities at Marion, Ind. 
. . - It has always endeavored to have its rates on the same 
level as those of common carriers and is now especially anxious 
to increase them to that level as there is no longer any com- 
pelling reason to maintain lower rates.” 

At the prior hearings in the instant proceedings, continued 
the examiner, certain protestants took the position that the 
applicant was a common carrier. In its briefs therein, he said, 
the applicant signified a willingness to accept either permits 
as a contract carrier or certificates as a common carrier for 
any operations to be authorized. He concluded, however, that 
the evidence submitted failed to establish that the shippers’ 
requirements could be adequately satisfied by presently author- 
ized common carriers. Continuing, the examiner said: 


In 1936, four accounts of applicant’s predecessor provided about 50 
per cent of the tonnage handled. At that time, there were 30 to 35 
other shippers being served, with less regularity. In 1940, applicant’s 
largest accounts were a petroleum refiner and a glass manufacturer, 
whihe together provided about 50 per cent of the tonnage. Applicant 
claims to have had the same rates on petroleum products, as those of 
common carriers. It could not, however, take advantage of the general 
increases allowed those carriers, and consequently has lower rates at 
the present time. Each of the witnesses for protestants would rather 
see applicant, where it competes with them, operating on the same 
rather than at lower rates. 


Negro Passenger Complaint 


Saying that it was found as a fact that the passenger- 
train service available to colored patrons of the Gulf, Mobile 
& Ohio was not inferior to service provided for white passen- 
gers, and in some instances was more desirable, Examiner 
Claude A. Rice, in a proposed report in No. 29130, John L. 
LeFlore and Alfred S. Crishon vs. Gulf, Mobile & Ohio Rail- 
road Co., has recommended that the Commission find that the 
Pullman-car and dining-car service afforded colored passen- 
gers on trains operated by the G. M. & O. was not shown to 
have been, or to be, unduly prejudicial or otherwise unlawful. 
He recommended dismissal of the complaint. 


The report said that the complainants, members of the 
Negro race, had alleged that, while holding first-class round- 
trip railroad tickets had traveled on June 26, 1943, from Mo- 
bile, Ala., to Meridian, Miss., as Pullman passengers on the 
G. M. & O., and that, in connection with their return trip the 
following day, “defendant’s refusal, because they are Negroes, 
to sell them Pullman space, and its refusal to serve them 
lunch in the diner, subjected them to undue or unreasonable 
prejudice or disadvantage and that each complainant 
suffered damages in the sum of $2,500.” 

The report said that, due to a derailment, the train was 
delayed on the return trip and that, as it had been scheduled 
to reach Mobile in the forenoon, the serving of luncheon in 
the diner was not contemplated. It said that, due to the delay, 
the dining-car crew, at midday, had prepared two or three kinds 
of sandwiches that were served on bare tables. The examiner 
said it was found that the dining-car attendants, on request, 
would have placed a table near the coach seats occupied by 
the complainants and provided them with the same kind of food 
and the same service as afforded in the diner, at prices charged 
in the diner; that complainantts’ application to the dining-car 
steward for service was restricted to service within the diner; 
and that, under the circumstances, the failure of defendant to 
serve food to complainants in the diner at midday did not 
contravene section 3 of the act. 

The report further detailed arrangements made by the 
G. M. & O., acting on a suggestion received from one of the 
complainants, for curtaining two of the six tables in the car 
for the use of colored diners. 

The examiner said it was found that, when complainants 
applied on June 27 at the Pullman sleepers for seat space 
from there to Mobile, several seats in the open sections were 
unoccupied, but that complainants had not been furnished 
with space in either car. He said it was not shown that other 
passengers under like conditions were provided with seats in 
these Pullman sleepers and that the record was silent con- 
cerning preference accorded to any other passenger in respect 
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of Pullman car accommodations. The evidence fell short of 
proving undue prejudice, he said, that no pecuniary damage 
was shown, and that, “for aught that appears in the record, 
the air-conditioned coach occupied by complainants may have 
been as comfortable for daytime travel, as the Pullman sleep- 
ers in which seats were sought.” 

In one respect, said the examiner, colored passengers fre- 
quently were accorded accommodations in hot weather su- 
perior to those accorded white persons. He said that, because 
of increased passenger traffic, defendant did not have a suffi- 
cient number of air-conditioned coaches for all patrons and 
that, when it became necessary to utilize non-air-conditioned 
coaches, they were assigned to white travellers. Coaches for 
colored passengers were at all times air-conditioned, he said. 


Santa Fe Construction 


In a proposed report in Finance No. 14639, Atchison, To- 
peka & Santa Fe Railway Co. Proposed Construction, involving 
an application of the Santa Fe to construct a connection be- 
tween its line of railroad in Los Angeles and the line owned 
by the City of Long Beach, in Long Beach, Calif., 2.02 miles, 
Examiner Ralph R. Molster has recommended that the Com- 
mission: 


1. Find that the present and future public convenience and neces- 
sity are not shown to require construction by the Atchison, Topeka & 
Santa Fe Railway Co. of a proposed extension of its line of railroad in 
Los Angeles county, Calif., at this time; and 

2. Defer consideration of the question of public need for construc- 
tion of such extension after termination of the war emergency pending 
further investigation in the instant proceeding or in Finance No. 6878, 
or both, of unification of operation at Los Angeles and Long Beach 
harbors. 


The examiner observed that Long Beach was about 20 miles 
from the business district of Los Angeles, and that the latter 
had been extended to San Pedro Bay, on which Long Beach is 
located, in 1909. He said that each city had its own harbor 
development, but that the two harbors lay in the same waters, 
were protected by the same breakwater, were connected di- 
rectly by Cerritos Channel, an dthat, although governed by 
separate municipal organizations, constituted in fact one con- 
tinuous and extensive harbor area. Together, he said, they 
formed the Los Angeles port of embarkation, and that their 
physical unity had been recognized by the Commission in Uni- 
fied Operation at Los Angeles Harbor, 150 I. C. C. 649, decided 
March 16, 1929, as well as by other agencies of the federal 
government. He said that the Santa Fe, the Union Pacific, the 
Southern Pacific, and the Pacific Electric served Los Angeles, 
the latter four also serving Long Beach, they having been 
granted the right to use the facilities of the city of Long Beach 
in an agreement wherein the city reserved the right to admit 
other carriers to such use. 


The function of the proposed new line, he said, would be 
to enable the Santa Fe to operate over the Long Beach munici- 
pal tracks to reach vessel piers and docks and to have access 
to all-industries along Water Street. He said the applicant 
asserted, but that the railroad interveners denied, that direct 
access to Long Beach by the Santa Fe was desirable, and pos- 
sibly essential, in the furtherance of military operations in the 
Pacific; and that the proposed line and service would be of 
public benefit in promoting further development of Long Beach 
after the war. He said the question of need for the war emer- 
gency and the need for the line after the war, should be con- 
sidered separately. 


After discussing the handling of war shipments through 
the port of embarkation, and threatened congestion of Pier A 
yard, the plan of the applicant and alternatives suggested by 
the railroad interveners, the examiner said that the only def- 
inite prospect of agreement on any arrangement was contained 
in testimony for the Pacific Electric to the effect that, if the 
application should be granted, that carrier would be willing to 
switch for the applicant’s account, in Long Beach, in the same 
manner that it now performed this service for each of the 
railroad interveners, on equitable terms. Such an arrangement, 
he said, in conjunction with direct operation by the applicant 
from Watson Yard over the Southern Pacific line to Long 
Beach, for the present would provide the most efficient, eco- 
nomical, and convenient means of by-passing Pier A Yard in 
the delivery of war supplies at Long Beach. During the emer- 
gency, he added, applicant’s Terminal Island commercial traffic 
should be interchanged at points outside of Pier A Yard. He 
continued: 


In view of the existing state of war, and the apparent intransigence 
of the carriers despite this threat to national security, the Commission 
should indicate that, if and when appropriate representations are made 
herein by the port of embarkation authorities, it will issue, on its own 
motion, a certificate authorizing construction by the applicant of a track 
at or near the Texas Company’s refinery to connect the Reyes Street 
















TRAFFIC WOR) 


—Pier A Yard line with the line of the Southern Pacific, and will 
such service order or orders as May appear proper and efficacious jy 
the premises; and find that the present and future public convenieng 
and necessity are not shown to require construction by the Atchisy, 
Topeka and Santa Fe Railway Company, at this time, of the pro 
= of its line of railroad in Los Angeles county, Calif., describe, 
erein. 


The examiner said that the attention of the carriers ger, 
ing the Los Angeles-Long Beach harbor area ought to be ¢ 
rected promptly to arranging for unified operation in this 
in their common interest, and the interest of the public, j 
order that the advantage of full competition on equal terms anj 
the benefits of efficient and economical terminal operation jy 
th eentire area might be realized. 

He said the applicant’s situation with respect to Ig 
Beach seemed to have resulted from failure to discern Cleary) 
the course of port development in southern California at timg 
when it might have built into that section of the area withoy 
let or hindrance. For this, he said, neither the public nor th 
applicant ought to be penalized permanently. 


Newsprint, Canada to South 


Examiner C. K. Glover, in a proposed report in Fourth 
Section Application No. 21018, Newsprint Paper from Canaf 
to the South, has recommended that the Commission deny a 
application of carriers parties to Canadian Pacific Railway Co} 
tariff I. C. C. No. E-2539, and Canadian National Railway; 
tariff I. C. C. E-468, operating wholly or partly within th 
United States, for authority to establish and maintain rate 
on newsprint paper, in carloads, from points in eastern Cana; 
to destinations in southern territory without observing the long. 
and-short-haul provision of section 4 of the interstate commer 
act. 

The examiner observed that certain newsprint paper pr 
ducers in eastern Canada and the Bowater Paper Co., Inc., of 
New York, N. Y., had intervened in opposition to the granting 
of the relief. 

The present rates from the Canadian origins to southem 
destinations applied in some instances over routes operating 
in part west of the Mississippi River, and were subject, at inter. 
mediate points west of the river, to intermediate rules a 
authorized by rule 27 of tariff circular No. 20, the examine 
said. He said the origins were Grand’Mere and Dolbeau, Quebe, 
and points taking the same rates, St. Raymond and Beaupre 
Quebec, and Iroquois Falls, Ontario. He said the applicants 
proposed to continue or to establish and maintain from thos 
origins to certain destinations in southern territory over certain 
routes operating in part west of the Mississippi River, rates 
the same as were concurrently in effect over those routes, o 
routes operating entirely east of the Mississippi, and to restrict 
the intermediate rule so as not to apply in determining rate 
to the west-side intermediate points, leaving higher combina 
tion rates to apply to such points. 

The rail rates on newsprint from the Canadian points to 
southern destinations were established voluntarily by the car- 
riers under the influence of competition with newsprint moved 
by rail, water, or water-and-rail from New England or water 
or water-and-rail from eastern Canada, or imported from 
other countries and were observed as maxima at intermediate 
points west of the Mississippi River, the examiner said. He 
added that these rates were on a lower level than the rail 
rates from New England and upper New York to the same 
destinations. The adjustment, he said, had been in effect for 
about 15 years, and that the rates from the latter points to 
southern destinations were on the basis prescribed by the Com- 
mission in Newsprint Paper Investigation, 197 I. C. C. 738, and 
those to southwestern points on the basis of the lowest com 
binations. 

The interveners opposed the granting of relief, he said 
because of increases the proposal would effect in the rates 1 
destinations in Texas, and suggested that the real object of the 
application was to increase those rates. They contended thal 
the resulting rates to the Texas destinations would be unreasol 
able and seriously prejudicial to their mills and advantageous 
to competing mills, the examiner said, and that they contend 
that they would be unable to absorb the increases. Under 20% 
ernment regulations, he added, the price of newsprint at aly 
specified destination was the same irrespective of the place o 
origin. 

He described the competitive situation as follows: 


There is a large production of newsprint in eastern Canada, and 
Texas is an important market. The competition encountered by the 
eastern Canadian producers is mainly from producers in the regions 
of International Falls, Minn., and West Fort Williams, Ontario, ' 
and Millwood, Wash., and Powell River, British Columbia, Canada. 
1943, interveners other than the Bowater Paper Company shipped 
Texas approximately 20,000 tons of newsprint from their mills in easter 
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ada and an additional 3,000 tons for account of mills in Newfound- 
land. About 32,000 tons originated in the other regions mentioned. 
producing points in the United States, including Lufkin, Tex., but 
principally in the northern and northwestern regions, contributed about 
96,000 tons. The mills in the United States are now concentrating on 
poard, and manufacture little newsprint. Little or no newsprint moves 
from New England and New York to the Southwest. Interveners con- 
tend, therefore, that the rates on newsprint from eastern Canada to 
the Southwest should be aligned with the rates from competing districts 
rather than with those from New England and New York. 


The present rates from International Falls and related 
points grew out of the adjustment on this and other paper and 
per articles prescribed by division 4 in Minnesota & Ontario 
Paper Co. vs. Northern Pac. Ry. €o:.66 3. C..c. 571, the ex- 
aminer said, adding that the general level prescribed in that 
proceeding had been followed in over 30 subsequent decisions. 
He continued: 


As a result of orders, previously referred to, denying relief in 
connection with rates on paper and paper articles, the carriers pro- 
posed to cancel the commodity rates on those commodities from origins 
in western trunk-line, official, and southern territories to destinations 
in the Southwest and between points in the Southwest, and to estab- 
lish in lieu thereof rates made fixed percentages of the first-class rates 
contemporaneously in effect. The proposal was considered by division 2 
in Rates on Paper to and between Points in Southwest, 241 I. C. C. 717, 
The revision contemplated establishment of rates on newsprint from 
origins in Wisconsin, Minnesota, and Michigan made 25 per cent of 
first-class rates. This basis would have resulted in increases in a 
large percentage of the rates from those points. As lines operating in 
official territory refused to join in the proposed rates, the cancellation 
of the through rates would have left only combination rates in effect 
from that territory. No justification was offered with respect to these 
combination rates. The division found the proposed schedules not justi- 
fied and ordered their cancellation. For application on newsprint and 
articles grouped therewith from official territory to the Southwest, rates 
not in excess of 25 per cent of the first-class rates under the K-2 scale 
prescribed in the southeastern class-rate revision were recommended 
in the proposed report. The division, although it did not approve this 
and other recommendations in that proposed report, suggested that the 
basis of rates proposed be studied by respondents to determine whether 
it could be used in whole or in part in any subsequent revision that 
they might propose. For the distances from Grand ’Mere to Dallas, 
Houston, and San Antonio, rates on the basis of the K-2 scale would 
be 87, 91, and 96 cents, respectively. The rates from eastern Canada 
were not considered in the proceeding, but interveners, in view of the 
decision, contend that joint through rates lower than the existing 
rates should be established from those origins to the Southwest. 

The all-rail movement of newsprint from eastern Canada to the 
Southwest developed as a result of withdrawal of steamship service to 
Gulf ports. Applicants regard this movement as temporary only pending 
reestablishment of the steamship service. The Southwestern carriers 
are, however, willing to establish joint through rates applicable thereto 
which they consider to be properly related to the rates from other 
producing points. The matter has been the subject of conferences 
between carriers and shippers during the past three years, but the 
conferees have thus far been unable to reach an agreement. 


Frisco Motor Operations 


Recommendation that the Commission approve, with condi- 
tions, the purchase by Frisco Transportation Co. of certain oper- 
ating rights and property of Missouri-Arkansas Transportation 
Co., Joplin, Mo., and the acquisition by the Frisco railway of 
control of the purchased rights and property, has been made by 
Examiner John S. Higgins, in a proposed report in MC F-2529, 
St. Louis-San Francisco Railway Co. (Frank A. Thompson, 
Trustee)—Control; Frisco Transportation Co.—Purchase—Mis- 
souri-Arkansas Transportation Co. ; 

Under a supplemental agreement dated May 10, 1944, said 
the examiner, Frisco Transportation would exercise the option 
in the lease agreement and purchase for $12,600, less lease- 
rental payments, Missouri-Arkansas’ interstate operating rights, 
intrastate and “interstate” rights covered by certain Missouri, 
Arkansas, Oklahoma, and Kansas certificates, and two trucks 
Valued at approximately $675. He said that under a three-year 
lease expiring April 30, 1945, at a monthly rental of $350, Frisco 

portation had been authorized to lease claimed rights 
under pending “grandfather” applications of Missouri-Arkansas 
in MC 665 and MC 44558, and rights granted in MC 665, Sub. 4, 
covering transportation of general commodities over regular 
Toutes between Kansas City, Mo.-Kan., Fort Smith, Ark., and 
specified Oklahoma and Kansas points, also certain intrastate 


and “interstate” operating rights under state authority and two 
motor vehicles. 


_. The examiner said the leased rights, in conjunction with 

Nights otherwise possessed by Frisco Transportation, formed 

Continuous routes between St. Louis and Kansas City, on the one 

d, and Wichita, Kan., Tulsa and Oklahoma City, Okla., and 

, Tex., on the other. He said application was pending in 

MC F-2413 for authority to acquire additional rights covering 
toutes and territory: between St. Louis and Memphis, Tenn. 

‘If the purchase transaction is consummated at the expira- 
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tion of the lease period,” said the examiner, “the lease rental 
payments would equal the purchase price.” 

Citing Scott Bros., Inc., Collection and Delivery Service, 4 
M. C. C. 551, 561, the examiner said: 

“Assuming that railroads may acquire motor-carrier prop- 
erties within their own territories, such properties would become 
parts of the railroads’ general operations and, as the word 
‘service’ usually embraces the entire product of their business, 
there is grave doubt whether vendee would be performing any 
‘service by motor vehicle’ whatever if it should be restricted to 
the mere use of motor trucks in lieu of freight cars in handling 
the railroad’s freight only, at railroad billing and rates.” 

Continuing, the examiner said: 


The theory that railroads should not compete with themselves by 
operating an all-motor service, is difficult to understand in view of 
the fact that railroads now perform various classes of passenger and 
freight services at varying rates and, unless Congress intended that 
a railroad’s all-motor service should compete with the services of so- 
called independent motor carriers, the phrase ‘‘will not unduly restrain 
competition’’ might well have been omitted from section 5 as every 
purchase by a railroad of operating rights which are restricted, after 
acquisition, to the transportation of railroad freight only would com- 
pletely eliminate one motor carrier from the field of competition. A 
practical and sensible interpretation of section 5 as it now stands 
justifies the conclusion that railroads and their subsidiaries may lawfully 
perform ‘‘service by motor vehicle’’ so long as they meet the proof 
requirements of said section in other respects and do not, in fact, unduly 
restrain competition. In the instant case, vendee does not intend to 
perform an exclusive all-motor service without regard to the handling 
of the railroad’s traffic and, if the practice of moving rail freight, at 
rail rates and billing, in vendee’s motor vehicles, or transporting motor 
freight at motor rates and billing, in the merchandise cars of the rail- 
road, is contrary to the rules and regulations of this Commission, these 
practices can be corrected in other appropriate proceedings. The applic- 
ability of rail and motor rates in the considered territory is not an 
issue herein, and, as one of vendee’s motor carrier competitors has 
been operating at a profit notwithstanding it knew that the above 
practices were going on for some time past and it and another such 
competitor are getting all the traffic which they can handle at present, 
it cannot be said that consummation of the proposed purchase would, in 
fact, unduly restrain competition or adversely affect the existing trans- 
portation. The application should be approved, subject to the further 
condition that, if the authority herein granted is exercised, Frisco 
Transportation Company shall immediately write off to its surplus the 
amount of increase in its ‘‘Other Intangible Property’’ account resulting 
from this transaction. 


To his recommended findings the examiner proposed that 
there be added a proviso that, if the authority granted were 
exercised, the operating rights of Missouri-Arkansas should be 
modified coincidentally with such purchase by excluding there- 
from the right to render service to or from, or to interchange 
traffic at, Archie, Adrian, Butler, Rich Hill, Horton, Nevada, 
Sheldon, and Jasper, Mo., Gentry, Decatur, and Siloam Springs, 
Ark., and Jay and Grove, Okla. 


Armor Plate Rates 


Reparation on shipments of armor plate and shapes will 
be awarded if the Commission adopts the proposed report of 
Examiner William A. Disque in No. 29067, Frank Knox, the 
Secretary of the Navy, Acting for the Navy Department, an 
Executive Department of the Government of the United States 
of America vs. Abilene & Southern Railway Co. et al., embrac- 
ing also No. 29116, Henry L. Stimson, as the Secretary of War, 
vs. Abilene & Southern Railway Co. et al., and No. 29155, Puget 
Sound Bridge & Dredging Co. of Seattle, and Lake Union Dry 
Dock & Machine Works, dba Associated Shipbuilders vs. Chi- 
cago & North Western Railway Co. (Claude A. Roth, Trustee) 
et al. 


The examiner recommended the following findings: 


The Commission should find that the tariff rates between points in 
Official Territory and points in Western Classification Territory and 
rates between points in the latter territory were, are, and for the future 
will be, unreasonable where and to the extent that they exceeded, exceed 
or may exceed the corresponding fifth-class rates. 

The Commission should further find that the tariff rates to the 
Pacific coast terminals were, are, and for the future will be unreason- 
able where and to the extent that they exceeded, exceed or may exceed 
$2.25 from points in group A, Atlantic seaboard territory; $2.15 from 
points in group B, Pittsburgh territory; $2.05 from points in group C, 
Detroit territory; and $1.95 from points in group D, Chicago territory. 
All things considered, these rates bear a reasonable relation to the 
fifth-class rates to points east of the Rocky Mountains. The fifth-class 
rates to the coast are much too high for this traffic. They even exceed 
the tariff rates charged by large amounts. 

The Commission should further find that the rates from Los Angeles 
were, are, and for the future will be, unreasonable to the extent that 
they exceeded, exceed or may exceed $2.25 to points in group A; $2.15 
to points in group B; $2.05 to points in group C; $1.95 to points in 
group D; $1.80 to New Orleans, and $1.65 to Houston. 

The Commission should further find that, except as stated in the 
next three preceding paragraphs, the tariff rates assailed were and are 
not unreasonable. 
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A footnote described the involved commodities as “iron or 
steel armor plates or shapes, heat treated or not heat treated, 
face hardened or not face hardened, ben or not bent, cut or 
not cut, shaped or not shaped, punchéd or not punched, beveled 
or not beveled, ground or not ground, and with or without 
holes, loose or in packages.” 

The examiner said that, originally, the Secretary of the 
Navy had alleged that armor plate less than three inches in 
thickness and steel plates less than that thickness, were over- 
charged, but had decided, for reasons of national security, that 
testimony essential to the allegation could not be made public, 
and that he had withdrawn the allegation. The examiner said 
that some shipments of such material had been billed as ordi- 
nary structural steel plates, because the department believed 
they could lawfully be so described. As to these, he said, he 
asked the Commission to authorize defendants to waive under- 
charges in case the applicable rates were found unreasonable. 
No such authority was needed where the government was 
concerned, the examiner said. 

As to interveners and their claims, the examiner said: 


There were interventions, in one or both of these proceedings, by 
several parties. The United States Maritime Commission intervened on 
June 12, 1944, at the hearing, asking for reparation. It requests that 
opportunity be later afforded it to prove paying or bearing of freight 
charges, if the rates are found to have been unreasonable. Carnegie- 
Illinois Steel Corporation intervened February 16, 1944, before the 
hearing, and one the above date at the hearing, by amendment, asked 
for reparation. Albina Engine & Machine Works, Inc., intervened on 
that date at the hearing, asking reparation. New York Shipbuilding 
Corporation intervened on that date at the hearing alleging that it 
made shipments and paid and bore the charges thereon, but not 
specifically asking reparation. Bethlehem Steel Corporation and Beth- 
lehem-Hingham Shipyard, Inc., intervened May 16, 1944, but claim no 
rights to reparation. Great Lakes Steel Corporation intervened June 7, 
1944, before the hearing, asking reparation. It stated at the hearing that 
the reparation it seeks includes overcharges, based on the allegations 
originally contained in the complaint, which matter will be later dealt 
with herein. Aeronautical Chamber of Commerce of America, Inc., 
intervened May 18, 1944, before the hearing, but did not appear. 


He said that the proceeding in No. 29155 was not heard, but 
that, under an agreement between the parties, it was to be 
decided on the record made in the other two proceedings. 

The complaints, the examiner said, were filed after months 
of unsuccessful negotiations and that they arose out of the 
fact that the rates assailed exceeded, in many instances by 
strikingly large amounts, the rates on the general run of iron 
and steel articles, referred to as commercial steel. He said 
that, in time of peace, the volume of movement was almost 
negligible, but that in time of war or threatened war might 
become substantial. Until the large use of light plate for army 
vehicles in recent years had widened the territory of produc- 
tion and distribution, he said that the movement was principally 
from a few producing points to a few shipyards and navy yards. 

“The principal movement during the past four years was 
from about a dozen producing points in Official Territory, as 
far east as Fitchburg, Mass., and as far west as Indianapolis, 
Ind.,” said the examiner. “The destinations were principally 
Atlantic, Gulf and Pacific coast cities where shipyards and 
navy yards are located and many interior industrial cities, most of 
which are in Official Territory but a few of which are in the 
west, being scattered from Brunswick, Me., to Denver, Colo. 
There was a small transcontinental movement from Los An- 
geles, Calif., to Houston, Tex., New Orleans, Milwaukee, Wis., 
Chicago, Ill., and a few points in Official Territory.” 

He said the parties went at some length and into consider- 
able detail in describing armor plate and other steels, defend- 
ants for the purpose of establishing that armor plate was an 
exceedingly high-grade commodity, and a thing definitely apart 
by a wide. margin from ordinary steel, while complainants did 
so to establish that many articles of commercial steel were at 
least as high-grade and made of more or less the same kind 
of steel as armor plate. After describing the processes used 
in producing armor plate, the examiner said it would require 
nearly twice as much ordinary commercial plate to produce 
the same protective results as armor plate and that more or 
less the same was true with respect to structural strength. 

He said that the government departments and Bethlehem 
Steel divided armor plate into two classes for the purposes of 
these proceedings, and contended that for the past and future, 
plate less than three inches in thickness, not fully machined 
nor prepared for installation, for both protective and structural 
purposes, and often called special-treatment steel, should have 
rates not exceeding the rates on commercial steel. On armor 
plate three inches or more in thickness, forged, rolled or cast, 
he said complainants sought rates not over 112.5 per cent of 
the rates on commercial steel. Defendants, he said, were op- 
posed to dividing armor plate into two different kinds. 

As to land-grant rates in connection with armor plate, he 
said that complainants objected to evidence of the defendants 
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to show what the effect of land-grant deductions from rate 
prescribed for the past or future would be on the revenue at 
certain rates sought by the complainants as reasonable. 
examiner, after citing a number of cases in which land-gray 
deductions had been considered by the Commission, overrule 
the objection. He also ruled that no consideration could 
given the fact that, due to income and excess-profits taxes , 
reduction in the rates would, for the most part, merely transfe 
government funds from the Treasury Department to the com, 
plainant departments. 

The examiner said that it was a matter of common know). 
edge that by far the principal commercial steel movement was 
of articles worth considerably less than 10 cents, which he Said 
was the minimum for armor plate, the latter ranging from that | 
figure to $1.57 a pound. He continued by tracing the growt 
of armor plate movement, and said that “before very lop 
the movement will dwindle to light volume,” and that ther but 
had already been a marked falling off from the peak movement 
However, he said, the carriers must keep within the boung 





of reason in rate making even where the movement of a com. | case 
modity was light, seasonal, or temporary. frei 

He said the defendants opposed reductions partly on the § heat 
ground that the traffic could bear the present rates. He said the cont 
act required the Commission to give due consideration to the any 


effect of rates on the movement of traffic, adding that “her the 


the rates have no such effect, but the public interest requires said 
that this traffic put no undue burden on the cost of the war" said 
Charging what the traffic would bear was to be condemned 
he said, but that rates might lawfully reflect the value of the 
service, adding that “in other words, they may be made a. 
cording to what the traffic can reasonably bear.” in é 
The examiner described the present ratings on armor plate low: 
as follows: Nev 


The ratings on armor plates are: In official classification fifth the 
class, in western classification fourth class, and in southern classifica. by 
tion, not here involved, sixth class. The minimum in all three classif. 
cations is 36,000 pounds. These ratings and the minimum are the same 
as provided by the classifications on articles in the commercial ste¢ ing 
list, except that in western classification the rating on the latte 
traffic is fifth class. Incidentally, the classification description involved 
is ‘‘Plate, armor or deck, loose or in packages.’’ Questions have arisen 
as to what types of armor plate are included in the description, and to 
avoid doubt in this respect the War Department suggests that the 


description be changed to read as follows: pol 

Iron or steel armor plates or shapes, heat treated or not heat Sus 
treated, face hardened or not face hardened, bent or not bent, cut o Mo 
not cut, shaped or not shaped, punched or not punched, beveled or not 194 
beveled, ground or not ground, and with or without holes, loose or in exc 
packages. mil 

Nothing was said in opposition to this suggestion. om 


In a discussion of charges and revenues, the examiner said 7 
that the heavy loading of armor plate and the application of 
class rates thereon made the freight charges rather high, citing 
comparisons made by the complainants. 

On transcontinental shipments, he said, even the present 
rates, representing very substantial reductions from rates pre- 
viously in effect, were far above the rates on commercial steel 
and almost all other traffic. After describing negotiations with 
the Navy Department, in which, he said, the defendants offered 
certain rates, refused by the department, and a recommenda- 
tion of the traffic committee of the transcontinental lines that 
the rate from Chicago be reduced to $2.15, not adopted by the 
carriers, the examiner said the rate from Chicago was reduced 
to $2.30 and differentials applied in making rates from eastern 
defined territories. These rates were still in effect, he said, add- 
ing that they were not satisfactory to the complainants. He 
said defendants’ principal reason for not going lower was that 
land-grant deductions and equalizations thereof, almost en- th 
tirely affecting the western lines, were applicable on govern- : 
ment shipments to whatever rates were published. These deduc- 
tions, he said, averaged between 35 and 40 per cent, “$900 or a 
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$1,000 per government shipment at the present rates.” Such a 
shipments, he said, appeared to be about as numerous as Com- 
mercial shipments. L 
He observed that the commodity rates on transcontinental }- 
traffic were severely depressed by ocean, rail-ocean and barge 
ocean competition through the Panama Canal and that there L 
was little likelihood of any transcontinental movement of armo! 


plate after the war. Such as had been shipped to the Pacific \ 
coast before the war, he said, went through the canal. After U 
reviewing the rates and the positions taken by the parties, he . 
said. that the complainants admitted that the transcontinental 
rates were depressed, but that they “remind us that compet 
tion sometimes brings rates down merely to reasonable maxi - 
mum levels.” He continued: t 

it 


The transcontinental lines urge that even if the rates for the future 
are found unreasonable, that finding should not be made with respect 
to the past. They contend that the approval of fourth-class in Todd 
Dry Dock & Transportation Corp. vs. Chicago M. & St. P. Ry. Co., 
74 I. C. C. 291, should protect them. However, conditions do not appea 
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to have changed, gradually or otherwise, during the period of move- 
ment and if any reductions are required for the future, like reductions 
should be required for the past. 


In ruling on reparations, the examiner said that the de- 
rtments bore the freight charges involved in cost-plus con- 
tracts, and were entitled to reparation, but that no reparation 
was due where a fixed price was paid. Such a price, he said, 
was merely a lump sum representing components that had been 
so merged into it as to lose their identity. He compared the 
situation with that of a person purchasing an automobile or a 
suit of clothes at a delivered price where, he said, the buyer 
would obviously have no right to reparation for an unreason- 
able rate charged. 

The Commission said that the Navy Department was en- 
titled to claims under assignments made to it by companies 
with which it had dealt prior to amendment of its complaint, 
put that as to assignments made after the amendment, de- 
fendants’ objections to such assignments was sustained. 

He observed that the complainants had not completed their 
case as to the making or shipments or the paying or bearing of 
freight charges, and that the Navy Department desired a further 
hearing to connect its claims with the individual shipments, 
contracts and assignments out of which they arose and to cover 
any other matters respecting reparation not fully covered by 
the present record. Over the objection of the defendants, he 
said such a further hearing should be granted, because, he 
said, it was customary in a situation of this kind. 


LAPORTE’S EXPRESS COMPLAINT 


Joint Board No. 189, Massachusetts and New Hampshire, 
in a proposed report in MC C-404, Gay’s Express, Inc., of Bel- 
lows Falls, Vt., vs. Elphege Laporte, dba Laporte’s Express, 
Newport, Vt., has recommended that the Commission find that 
the defendant had ceased all operations as a common carrier 
by motor vehicle of general commodities, with exceptions, be- 
tween Newport, Vt., and Boston, Mass., and that he be ordered 
to comply with all terms and conditions of his certificate, fail- 
ing in which the certificate should be revoked. 


DRY EARTH PAINT AND PIGMENTS 


I. & S. M-2445, Paints and Pigments, in truckloads, between 
points in Trunk-Line territory. By Examiner H. W. Angle. 
Suspended schedules filed by members of Middle Atlantic States 
Motor Carrier Conference, Inc., to become effective July 15, 
1944 (suspended until February 15), proposing cancellation of 
exceptions rating of sixth class (27.5 per cent of first class), 
minimum 23,000 pounds, on dry earth paints and pigments, rec- 
ommended to be found just and reasonable, order of suspension 
vacated, and proceeding discontinued. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated). 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postpdned by the Commission. State 
in which applicant has home office is shown in “‘biack face” type, 
with name of town or city following.) 


Massachusetts (Cambridge)—-MC 10902, Sub. 2, McGary 
Transportation Co., Inc., extension. Certificate proposed, with 
conditions. General commodities, with exceptions, to and from 
points without Boston, Mass., but within 30 miles of the Massa- 
chusetts state capital, and also East Pepperell and Pepperell, 
Mass., as off-route points in connection with its presently au- 
thorized and regular-route operations. 

Iinois (Chicago)—-MC 32400, Sub. 1, Leslie John Wendt, 
extension. Denial of permit proposed. Merchandise dealt in by 
wholesale grocery houses, and in connection therewith, equip- 
ment, materials, and supplies used in the conduct of such busi- 
ness, with exceptions, from Chicago to Oshkosh and Fond du 
Lac, Wis., and evaporated milk, powdered milk, and frozen 
cream, from Fond du Lac to Chicago. 

Idaho (Boise)—MC 52334, Sub. 2, Arthur Lyon and Joe 
Lyon, Jr., extension. Certificate proposed, with conditions. 
Passengers and their baggage, and express in the same vehicle 
With passengers, (1) between Boise and Caldwell, Ida., over 
U.S. highway 20, and (2) between junction Idaho highway 20 
and unnumbered highway, at a point approximately five miles 
south of Caldwell, and junction U. S. highways 20 and 30, ap- 
proximately three miles west of Nampa, Ida., over Idaho high- 
way 20, serving no intermediate points, each of such highways 
to be used as alternate routes for operating convenience only, 
M connection with presently authorized operations. __ 

Ohio (Canton)—MC 53194, Sub. 2, A & A Truck Lines, Inc., 
extension. Certificate proposed, with conditions. Linoleum 
cement, and supplies and materials used in the laying and in- 
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stallation of linoleum, from Lancaster and Marcus Hook, Pa., 
and Kearny, N. J., to Canton, traversing West Virginia where 
necessary for operating purposes only, as an extension of its 
presently authorized common-carrier operations, with no return 
transportation for compensation, except as otherwise provided. 

New York (New York)—MC 66562, Sub. 592, Railway Ex- 
press Agency, Inc., extension. Certificate proposed, with con- 
ditions. General commodities, moving in express service, be- 
tween Detroit, Mich., and Wayne, Mich., over U. S. highway 
112, without service at intermediate points, and subject to con- 
ditions, including one that applicant’s service be limited to serv- 
ice auxiliary to or supplemental of railway express service. 

New York (Newburgh)—MC 89301, Sub. 1, Arthur L. 
Liner, extension. Certificate proposed. Household goods, (1) 
from Newburgh and points within 20 miles thereof, with excep- 
tions, to points in Connecticut, with exceptions, Massachusetts, 
New Jersey, with exceptions, New York, and Pennsylvania, and 
(2) from points in the aforementioned states to Newburgh, and 
points with 20 miles thereof, with exceptions. 

Michigan (Niles)—MC 93647, Sub. 2, Mirto Bigsby, exten- 
sion. Denial of certificate proposed. Household goods between 
Niles and Michigan points within 40 miles of Niles, on the one 
hand, and, on the other, points in 13 states and the District of 
— traversing IIl., Ind., and O., for operating convenience 
only. 

iNinois (Bradley)—MC 104598, Sub. 3, Joe Picha, contract 
carrier. Permit proposed. New furniture, uncrated, from Brad- 
ley and Kankakee, IIl., to Ia. and Wis. points, and to St. Louis, 
Mo., and refused or rejected shipments on return trips. 

Idaho (Boise)—-MC 105281, C. E. Whitmore, common car- 
rier. Certificate proposed. Passengers and their baggage, and 
express, mail, and newspapers in the same vehicle with passen- 
gers, between Cascade and Stibnite, Ida., over an unnumbered 
highway via Warm Lake and Yellow Pine, Ida., serving all in- 
termediate points and the off-route point of Knox, Ida. 

New York (Dunkirk)—MC 105324, Edward S. Dolski, Jr., 
common carrier. Permit proposed. Fresh fruits and vegetables 
from Chautauqua, Erie, Niagara, Orleans, Wayne, and Allegany 
counties, N. Y., to Akron, Canton, Alliance, and Cleveland, O., 
and to points in a described area of Pennsylvania. 

Massachusetts (Lawrence)—-MC 105342, Alfio Torrisi, com- 
mon carrier. Denial of certificate proposed. Household goods 
between Lawrence and points in N. H., R. I., Conn., and N. Y. 

Kansas (Dodge City)—-MC 259, Sub. 3, John Pressney, ex- 
tension. Permit proposed, with conditions. Meat-packing house 
commodities, advertising matter premiums, and other sales- 
promotional commodities, (1) from Guymon, Okla., to Al- 
buquerque, N. M., and (2) from Guymon to Amarillo, Tex., 
via described routes as alternate routes for operating con- 
venience only in connection with the regular-route operations 
authorized by permits MC 259 and MC 259, Sub. 1, with no 
service at any points on the routes, except to the extent that 
applicant was now authorized to serve Albuquerque. 

Virginia (Bluefield)—-MC 1963, Sub. 3, Garst Truck Line, 
Inc., extension. Denial of certificate proposed. Retail and 
wholesale hardware merchandise, over regular routes, from 
Bluefield, Va.-W. Va., to specified Tennessee and Virginia points, 
and canned goods, over irregular routes, from Bristol, Va.-Tenn. 
to Bluefield. 

North Carolina (High Point)—MC 19936, Sub. 8, R. D. 
Fowler Motor Lines, Inc., extension. Denial of certificate pro- 
posed. General commodities, with exceptions, from High Point, 
N. C., to Richmond, Va., Washington, D. C., Baltimore, Md., 
Wilmington, Del., and Chester and Philadelphia, Pa., and from 
Philadelphia and Baltimore to points in a described area of 
North Carolina. 


Pennsylvania (Butler)—-MC 31659, Sub. 4, O. H. Nichols 
Transfer & Storage Co., extension. Certificate proposed, with 
conditions. General commodities, with exceptions, (1) between 
Butler and Universal, Pa., over a described route; (2) between 
Bakerstown and Culmerville, Pa., over an unnumbered high- 
way, serving no intermediate points, and (3) between Pitts- 
burgh and Universal, Pa., over a described route, serving no 
intermediate points, subject to conditions including one that 
the service should be limited to that which was auxiliary to, or 
supplemental of, Bessemer & Lake Erie rail service. 


Montana (Great Falls)—-MC 46313, Sub. 1, Great Falls 
Transfer & Storage Co., common carrier. Certificate proposed. 
Household goods, between points in eight Montana counties, 
on the one hand, and, on the other, points in Calif., Colo., Ida., 
Mont., Ore., Utah., Wash., and Wyo., traversing Nevada for 
operating convenience only. 

Nebraska (Beatrice)—-MC 73761, Sub. 4, Don E. Weber, 
extension. Certificate proposed. (1) Iron and steel products 
from points and places in the Kansas City, Mo.-Kan. commer- 
cial zone to Beatrice; (2) agricultural implements and parts, 
wind mills and parts, and tanks and towers, between Beatrice, 
on the one hand, and, on the other, points and places in the 
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aforementioned commercial zone, within Missouri, except Kan- 
sas City; (3) spelter and zinc, zinc slabs, lead, plumbing sup- 
plies and materials, from points in the aforementioned com- 
mercial zone to Beatrice; and (4) agricultural commodities be- 
tween Nebraska points, on the one hand, and, on the other, 
points and places in the aforementioned commercial zone within 
Missouri, except Kansas City. 

New York (Rockville Centre)—-MC 67603, Sub. 2, Lionel 
E. Weeks, extension. Certificate proposed. Household goods, 
between points in Nassau and Suffolk counties, N. Y., on the 
one hand, and, on the other, points in a described area of 
Pennsylvania, and points in Delaware, Maryland, and the Dis- 
trict of Columbia, and Alexandria, Va. 

Nebraska (Beatrice)—-MC 73761, Sub. 5, Don E. Weber, 
extension. Denial of certificate proposed. Agricultural imple- 
ments and parts, wind mills and parts, and tanks and towers, 
from Beatrice to Texas points and places, over irregular routes. 

New York (New York)—M 74538, Sub. 1, David and Robert 
Siegel, extension. Certificate proposed. General commodities, 
with exceptions, between Garnerville, N. Y., on the one hand, 
and, on the other, points in Hudson county, N. J. 

Illinois (Ingleside)—-MC 84884, Sub. 1, W. Rowden, ex- 
tension. Permit proposed, .with conditions. (1) Magazines and 
newspapers from Chicago and McHenry, IIl., to points in a 
described Wisconsin area, and returned shipments of unsold 
magazines and newspapers from points in the aforementioned 
territory to Chicago and McHenry. Recommended that permit 
be granted on surrender by applicant of permit issued to him 
in MC 94884. 

Montana (Missoula)—-G. Evan Reely, extension. Certificate 
proposed. Household goods, between Montana points in a de- 
scribed area, on the one hand, and, on the other, points in 
Wyo., Colo., Utah, Ariz., and N. D., traversing Idaho for oper- 
ating convenience only. 


Georgia (Waycross)—-MC 105193, Peacock Hauling Co., 
contract carrier. Permit proposed. Fresh meats and packing- 
house products, from Waycross to Georgia points and places 
within 60 miles of Waycross. 


Indiana (Indianapolis)—-MC 1649;..Sub. 25, Railway Ex- 
press Motor Transport, Inc., extension. Certificate proposed. 
General commodities moving in express service, between In- 
dianapolis and Fort Benjamin Harrison, over a described route 
and return, serving the intermediate point of Lawrence, Ind., 
with conditions, including one that the service shall be limited 
to that which is auxiliary to, or supplemental of, railway ex- 
press service. 


West Virginia (Logan)—-MC 4197, Sub. 5, W. A. Godby, 
extension. Certificate proposed. Packinghouse commodities be- 
tween Logan, on the one hand, and, on the other, points and 
ge in Mingo and Wayne counties, W. Va., and Pike county, 

y. 

Massachusetts (Boston) (Mattapan)—-MC 36151, Sub. 22, 
Henry Jenkins Transportation Co., Inc., extension. Certificate 
proposed. General commodities, with exceptions, between Provi- 
dence, R. I., and East Hartford, Conn., between Middletown, 
Conn., and junction of U. S. highways 6 and alternate 6 west 
of Willimantic, Conn., and between junction of U. S. highway 
20 and Massachusetts highway 131, near Sturbridge, Mass., and 
Chepachet, R. I., over described routes, for operating conven- 
ience only in connection with presently authorized regular- 
route operations, and serving no intermediate points; between 
Uxbridge, Mass., and Woonsocket, R. I., and between junction 
of Connecticut highways 15 and 20, east of Staffordsville, Conn., 
and junction of Connecticut highways 15 and 30, east of Rock- 
ville, Conn., over described routes, with service at intermediate 
points. 


Pennsylvania (Reading)—-MC 41247, Sub. 2, New York and 
Pennsylvania Motor Express, Inc., extensions. General com- 
modities, with exceptions, (1) between Harrisburg and York, 
Pa., over a described route, for operating convenience in con- 
nection with its presently authorized operations and without 
service at intermediate points, and (2) to and from points in 
Westchester county, N. Y., north of the New York commercial 
zone, over described routes, in connection with its presently 
authorized operations to Jersey City, N. J., and thence over 
described alternate routes. 


Wyoming (Saratoga)—-MC 59030, Sub. 3, Clarence Shaw, 
extension. Certificate proposed. Emigrant movables, and live 
stock, including live stock valuable for breeding, racing, show 
purposes, or other special purposes, between points in Sweet- 
water, Carbon and Albany counties, Wyo., on the one hand, and, 
on the other, points in Colo.; (2) live stock chiefly valuable for 
breeding, etc., between points in the aforementioned Wyo, 
counties, on the one hand, and, on the other, Ogden, U.; (3) 
cement and cement products, from Boettcher, Colo., to Rawlins, 
Wyo., and points within 40 miles thereof; and (4) general com- 
modities, with exceptions, between points on the rail line of the 
Union Pacific between Rock River, Wyo., and Bitter Creek, 
Wyo., inclusive, on the one hand, and, on the other, points in 
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Carbon county, and points in described areas of Sweetwater an 
Albany county, Wwo. 

New York (Cutchogue)—-MC 65777, Sub. 3, Anthony Mp. 
chinchick and E. Cain, extension. Certificate proposed. Agricy. 
tural commodities, from points in Suffolk county, N. Y,, t 
Philadelphia, Pa., over irregular routes. 

New York (Rockville Center)—-MC 104620, Sub. 9, D. gE 
Burner & Fuel Corporation, common carrier. Denial of certig, 
cate proposed. Petroleum products, asphalt products, coal ta 
products, and by-products thereof, in liquid form, in tank 
trucks, (1) between points in N. J. within 30 miles of Columhy 
Circle N. Y., on the one hand, and, on the other, New York 
N. Y., and points in Nassaue and Suffolk counties, N. Y.; anj 
(2) from New York, N. Y., to points in Nassaue and Suffolk 
counties, over irregular routes. 

_West Virginia (Glenville)—-MC 69763, Sub. 1, Fred y 
Whiting, extension. Denial of certificate proposed, for want of 
prosecution. Household goods, between points in Gilmer county 
W. Va., on the one hand, and, on the other, points in Md., 0, 
Pa., and Va., over irregular routes. ; 

Idaho (Boise)—MC 105334, Howard Tennyson, common 
carrier. Certificate proposed. Household goods, between points 
in Adams, Valley, Washington, Payette, Gem, Canyon, Boise 
Ada, Elmore, and Owyhee counties, Ida., on the one hand, and 
on the other, points in Wash., Ore., Calif., Nev., and U., over 
irregular routes. 


KOSMOS WATER APPLICATION 


The Bureau of Water Carriers and Freight Forwarders, in 
a proposed report in W 437, Kosmos Towing Co., Inc., Applica. 
tion, has recommended that the Commission find the applicant 
entitled to a certificate to continue operation as a common car. 
rier by non-self-propelled vessels with the use of separate tow. 
ing vessels in the transportation of commodities generally, and 
by towing vessels in the performance of general towage, be- 
tween ports and points on the Ohio River below Point Pleasant, 
W. Va., the Kanawha River below Cedar Grove, W. Va., and 
the Green River below Mining City, Ky. The bureau recom. 
mended denial of that portion of the application seeking a 
permit. 

With respect to the application of Kosmos, a Louisville, Ky, 
corporation, for an order under section 303(e) of the interstate 
commerce act exempting its salvage operations and the trans- 
portation of contractors’ equipment from the provisions of the 
act, the bureau recommended denial, saying: 


With respect to the transportation of contractors’ equipment, there 
is no evidence of record to indicate that such transportation would be 
performed by applicant as a contract carrier or that it would not be 
competitive with other common carriers by water operating in the same 
area. Applicant’s equipment consists of open and covered barges of 
standard size and type used by common carriers which have performed 
similar transportation in the same manner as applicant. The Commis- 
sion should conclude that the exemption sought should be denied. 


MOTOR FINANCE CASES 


MC F-2741, T. M. Rinehart and Synthetic Products, Inc.—Control; 
Complete Auto Transit, Inc.—Lease—Georgia Driveaway Co., Inc. Appli- 
cation for authority under section 210a(b) of Complete Auto Transit, 
Ine., of Detroit, Mich., for temporary operation of motor-carrier rights 
of Georgia Driveaway Co., Inc., of Atlanta, Ga., granted with conditions. 

MC-F-2527, Oliver True—Control; Lake Motor Freight Lines, Inc.— 
Purchase—Boswell Brothers Motor Freight, Inc. (Earl Kuhn, Trustee), 
embracing No. MC-F-2539, George H. Mickow—Purchase—Boswell Broth- 
ers Motor Freight, Inc. (Earl Kuhn, Trustee). 

1. Purchase by Lake Motor Freight Line, Inc., of Port Clinton, 
O., of certain operating rights of Boswell Brothers Motor Freight, Inc., 
(Earl Kuhn, Trustee), of Detroit, Mich., and acquisition of control of 
said operating rights by Oliver True, also of Port Clinton, through 
such purchase, approved and authorized, subject to conditions. 

2. Purchase by George H. Mickow, dba Hammond Motor Express, of 
Hammond, Ind., of certain other operating rights of Boswell Brothers 
Motor Freight, Inc. (Earl Kuhn, Trustee), approved and authorized, 
subject to conditions. 

MC F-2627, Ollie P. Brown—Purchase—Harry Urschel. Purchase by 
Ollie P. Brown, dba Brown Trucking Co., of Wabash, Ind., of operating 
rights and certain property of Harry Urschel, dba Urschel Trucking 
Co., also of Wabash, approved and authorized, subject to condition. 

MC F-2730, Harry D. Zabarsky and Milton J. Zabarsky—Purchase— 
Edward R. Dysart. Application for authority under section 210a(b) 
of Harry D. Zabarsky and Milton J. Zabarsky, dba St. Johnsbury 
Trucking Co., of St. Johnsbury, Vt., for temporary operation of 4 
portion of the motor-carrier rights and properties of Edward R. Dysart, 
dba Dysart’s Transportation, of Bangor, Me., granted with conditions. 

MC F-2683, A. L. Buch et al.—Purchase—Clavert & Rogers, Ine. 
and C. D. Kahler. Application for authority under section 219a(b) of 
A. L. Buch, Raymond Buch and Sondall Coleman, a partnership, doing 
business as The Buch Express, of Harrisburg, Pa., for temporary oper 
tion of motor-carrier rights of Calver & Rogers, Inc., of Washington, D. 
C., denied. 

MC F-2743, Elliott Brothers Trucking Co., Inc.—Purchase—Harty 
G. Masser and Baltimore-New York Express, Inc. Applications for 
authority under section 210a(b) of Elliott Brothers Trucking Co., Inc. 
of Easton, Md., for temporary operation of portions of the motor 
carrier rights of Harry G. Masser, doing business as Masser Motor 
Express, of Hagerstown, Md., and Baltimore-New York Express, Ine. 
of Baltimore, Md., denied. 
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February 17, 1945 


Suspended Tariffs 


‘Designation of a tariff below does not mean that all schedules 
im it have been suspended. Suspension orders contain many sched- 
ules not reproduced here Details of such orders are published in 
jhe Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-2499, the Commission suspended from Feb- 
10, until September 10, the operation of certain sched- 
ules published in Supplement No. 16 to National Motor Freight 
Classification No. 7, MF-I. C. C. No. 14, I. C. C. No. 14 and 
FF-I. C. C. No. 14 issued by C. F. Jackson, agent, Washington, 
Dp. C. The suspended schedules proposed to establish increased 
cassification ratings on sanitary pads (sanitary napkins), less 
truckload and volume minimum weight 10,000 pounds, appli- 
cable throughout the major classification territories. 

In I. and S. M-2500, the Commission suspended from Feb- 
ruary 9, until September 9, the operation of certain schedules 
published on 9th, revised page 228 to tariff MF-I. C. C. No. 9 
of the Pacific Inland Tariff Bureau, Inc., Agent, Portland, Ore. 
The suspended schedules proposed to restrict the application 
of 10,000- and 20,000-pound commodity rates on cannel goods 
from Portland, Ore., and Seattle, Tacoma, and Vancouver, 
Wash., to Walla Walla, Wash., so as not to apply over the line 
of the Consolidated Freightways, Inc. -° : 

In I. and S. M-2501, the Commission suspended from Feb- 
ruary 10 until September 10, the operation of certain schedules 
published in tariff MF-I. C. C. No. 2 (issued January 9, 1945) 
of Matthew Mahon, doing business as Mahon’s Express, New- 
ark, N. J. The suspended schedules propose to establish re- 
duced less-truckload distribution commodity rates on various 
commodities from Newark, N. J., to 145 New Jersey and eight 
New York destinations. 


In I. and S. No. 5335, the Commission on its own motion 
suspended from February 14 until September 14 the operation 
of certain schedules as set forth in Southern Pacific Company’s 
tariff I. C. C. No. 4958, and Western Pacific Railroad Com- 
pany’s tariff I. C. C. No. 248. The suspended schedules provide 
for an allowance of $2.70 per car on all freight except logs, 
and $1.50 per car on logs, to the Fruit Growers Supply Co. 
(formerly Red River Lumber Co.), for switching between its 
hold, loading and unloading tracks and the main lines of the 
eee Co. and the Western Pacific Railroad at West- 
wood, Calif. 


Salt from Kan. by Rail, Motor 


The rail carrier defendants in No. 28716, Morton Salt Co., 
vs. Alton, et al., have petitioned the Commission to modify 
its order in this proceeding (see Traffic World, Dec. 23, 1944, 
p. 1623, and Dec. 30, p. 1678), to include description of a new 
lumber curing salt developed subsequent to the closing of the 
record in this proceeding. The description proposed to be in- 
cluded follows: 


Salt, (sodium chloride), containing chemical ingredients, viz.: Borax, 
disodium phosphate and sodium sulphate, not to exceed eight per cent 
of the total weight, suitable only for curing or drying lumber, and 
not as a wood preservative, in packages. 


Compliance with finding No. 4 of the Commission’s deci- 
sion, said the petitioners, would require cancellation of rail 
rates on the description covered by their petition effective 
March 20, in so far as the rates on such article applied from 
Hutchinson, Kanopolis, and Lyons, Kan., to destinations in 
Arkansas, Oklahoma, Missouri, Iowa, Nebraska, Wyoming, 
Colorado, and New Mexico. Continuing, the petitioners said: 


This procedure would have the effect of placing shippers at Hutch- 
inson, Kanopolis, and Lyons, Kan., at a disadvantage with shippers 
at producing points in Louisiana and Texas from which rates on the 
article are not required to be cancelled by the order. Receivers at 
destinations covered by the order would be at a like disadvantage as 
compared with receivers at destinations to which rates on the article 
can be continued. For example, compliance with the order would 
require cancellation of the rate on the description referred to in this 
petition from Kansas producing points to destinations in Arkansas, 
Missouri and Oklahoma whereas the rates to border states of Louisiana, 
Mississippi, Tennessee and Texas can be retained. 


: The petitioners averred that in order to avoid any dis- 
crimination against shippers or receivers of the article in ques- 
tion, it was their desire to continue the present rates from all 
producing points to all destinations covered by the present 
adjustment. This could not be accomplished, they said, without 


& modification of the Commission’s order in the instant pro- 
ceeding, 


Morton Salt Co., the complainant in No. 28716 and related 
tases, has asked the entire Commission to reconsider in part the 
€cision of division 2 in those cases. The complainant said it 
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might be well for the Commission to set the case down for oral 
argument at some time in the future if the Commission thought 
such argument would.be helpful. 

The petition was directed to relief that the complainant 
said had been denied in the decision: that the Commission pre- 
scribe minimum motor rates from the origins to the destinations 
embraced in the complaints and bring about the raising of cer- 
tain rail rates from those points of origin to Colorado and else- 
where. As to the relief granted in the decision, the complainant 
said it was asking for no reconsideration or modification of the 
findings or the order, but that the order be carried out without 
postponement or delay in those respects. It observed that the 
order directed the carriers to comply with it on or before 
March 20. 

It said that the examiner’s proposed report was so satisfac- 
tory to the major parties that neither the railroads, the motor 
carriers nor itself had filed any exceptions. It said that “the 
whole proceedings seemed to be a harmonious effort on the part 
of all concerned to do a much needed piece of constructive work 
on the salt rates for the benefit of everyone.” 

The complainant said it seemed to it that it would be neces- 
sary in the future to prescribe such minimum rates for the 
motors and to raise the depressed rail rates in order to prevent 
further deterioration in the salt rates and a further undue re- 
duction of the carrier revenues. After the war, it said, there 
would again be intense competition between the motors and the 
rails for this salt traffic, “resulting in further rate wars and a 
further lowering of the revenues of the carriers.” If the Com- 
mission denied the instant request, it said, the parties would 
in all probability be obliged to resort some time to new proceed- 
ings “to stave off the disaster abové mentioned.” In such event, 
it said, they would be forced again to prepare extensive evi- 
dence and exhibits now a part of what the complainant called 
“the voluminous record.” 


Staley Switching Case 


A. E. Staley Manufacturing Co. has filed a motion with the 
Commission in I. and S. No. 4736, Switching Charges at De- 
catur, Ill., and Ex Parte No. 104, Part II, Terminal Services— 
A. E. Staley Manufacturing Co., asking that the further hear- 
ing assigned for April 19, at Chicago, befofe Commissioner 
Patterson, be broadened so as not to be restricted merely to 
—” in practice at the Staley plant since the record was 
closed. 


The company quoted from the Commission’s order reopen- 
ing the proceedings for further hearing, and the notice assign- 
ing the proceedings for hearing at Chicago “for the purpose of 
receiving evidence as to changes in conditions affecting switch- 
ing and spotting operations at the plant of the A. E. Staley 
Manufacturing Co. at Decatur, IlJ., since the record was closed.” 

The language of the notice, it said, attracted the attention 
of counsel for the petitioner to the limitation of the reopening, 
adding that “counsel presumes that any evidence tendered re- 
garding matters which do not represent changes at the plant 
since the record was closed will be rejected.” 


The motion referred to the denial by the Supreme Court of 
the United States of a petition by Staley for rehearing, after 
that court had upheld the Commission’s order in the proceed- 
ings eliminating tariffs cancelling spotting charges at the com- 
pany’s plant. It quoted the court as saying that its decision 
was without prejudice to presentation in any appropriate pro- 
ceeding before the Commission and the courts of the contention 
that changed conditions at the plant made the spotting service 
not in excess of the carriers’ obligation. 

“The particular matter presented to the Supreme Court in 
the petition for rehearing was the error inherent in the Com- 
mission’s disregard of the requirements of the federal and state 
grain inspection laws whereby the railroad obligation extends 
to final delivery of grain at all elevators wherever located, the 
result of the Commission’s order being that Staley is denied 
such deliveries whereas every other elevator in Decatur and 
every other elevator in Illinois (and other grain states) is af- 
forded delivery on its tracks, wherever located, at the compen- 
pensation afforded by the established grain rates,” said the 
motion. 

It added that, this point being pressed to its attention, “the 
Supreme Court was led to believe that it was a new point not 
urged before the Commission and represented a change in con- 
ditions. As a matter of fact, however, while there are other 
substantial changed conditions, this important phase of the mat- 
ter does not relate to changed conditions but was equally true 
before and after the record closed.” 

As to matters heretofore presented to the Commission and 
passed on in the report and order of the Commission, and ap- 
proved by the Supreme Court, the Staley Company said it con- 
ceded that there should be no reopening save for the changed 
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conditions that might affect the Commission’s conclusion. It 
continued: 


The specific feature of the handling of grain traffic to and from the 
Staley elevators and to and from all otherselevators was not considered 
and passed on by the Commission. The Supreme Court said with respect 
to that question that its decision is without prejudice to appellees’ 
presentation in any appropriate proceedings before the Commission and 
the courts. If petitioner thereupon had presented this matter to the 
district court, presumably counsel for the Commission as defendant 
would have renewed his prior contention that the Commission has exclu- 
sive jurisdiction over the administrative question thus presented. 


The hearing should not be limited so as to exclude evidence 
on the handling of grain traffic to and from the Staley elevator 
and to and from all other elevators, said the motion, adding 
that the latter constituted a custom required by statute so that 
it could not be said that Staley was receiving a service not 
accorded shippers generally. 


FINANCE APPLICATIONS 

MC F-2754, Mercury Motors, Inc., Fort Smith, Ark., asks authority 
to purchase, and temporarily to operate, a portion of the operating 
rights of C. Herbert Taylor, dba Taylor Motor Freight, Memphis, Tenn. 

MC F-2755, Midnite Express, Inc., of Fargo, N. D., asks authority 
to consolidate and merge the operating rights and property of Shafer 
Transport, Inc., also of Fargo, and temporarily to operate. 

Finance No. 14842, The Baltimore & Ohio Railroad Co. asks author- 
ity to assume obligation and liability as guarantor in respect of B. & O. 
equipment trust certificates, series ‘‘N,’’ $4,575,000 principal amount, 
to be issued and sold for the purpose of acquiring five freight locomo- 
tives, 1,000 all-steel hopper cars, and 500 all-steel box cars. The appli- 
eant said the estimated net cost of the equipment would be $5,731,766, 
the difference between the estimated cost and the amount of the trust 
certificates to be paid by the applicant as advanced rental. The divi- 
dends on the trust certificates will be at a rate to be named by the 
successful bidder, according to the application. 

MC F-2757, Arthur D. Paxton, dba Paxton Truck Co., of Los An- 
geles, Calif., asks authority to purchase certain operating rights of 
Murray Dean Moore, dba Moore Transportation Co., also of Los Angeles. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 14778, Rahway Valley Line Bonds, 
granting authority to issue a mortgage bond in the principal amount 
of $8,026.82 to be sold at par and accrued interest and the proceeds 
used to retire a bond originally for $35,000 on which $8,026.82 remains 
unpaid, due December 1, 1944, and to extend from December 1, 1944, 
to December 1, 1952, the date of maturity of a mortgage bond in the 
principal amount of $14,000. Approved. 

Report and order in F. D. No. 14779, Rahway Valley Line Lease, 
authorizing extension of lease agreement under which the Rahway 
Valley Co., Lessee, operates the properties of the Rahway Valley Line. 
Approved. 

Report and order in F. D. 14826, New York Central Railroad Co. 
Notes, and F. D. No. 14828, New York Central Railroad Co. Notes, grant- 
ing authority to issue at par not exceeding $1,142,080 of promissory 
notes, series A, and $212,160 of promissory notes, series B, in evidence 
but not in payment, of the unpaid portion of the purchase price of cer- 
tain equipment to be acquired under conditional-sale agreements. Ap- 
proved. 4 

Report and order in F, D. No. 14726, Wabash Railroad Co. Bonds, 
granting authority to issue not exceeding $47,000,000 of first-mortgage 
3% per cent bonds, series B, to be sold at 98.38 and accrued interest to 
date of delivery, and the proceeds, with other funds, used to redeem 
$47,354,300 of first-mortgage 4 per cent bonds, series A. Approved. 

Report and order in F. D. No. 14815, Maine Central Railroad Co. 
Notes, granting authority to issue at par not exceeding $258,413 of 
promissory notes in further evidence, but not in payment, of the 


unpaid purchase price of certain equipment to be acquired under condi- 
tional-sale agreements. 


COMMISSION ORDERS 

MC 21479, Sub. 1, Sarah Edelstein, Benjamin Edelstein, and A. Irv- 
ing Edelstein, extension, Ohio. Reopened for reconsideration. 

MC-F 2630, C. W. Murchison et al. control; American Liberty Pipe 
Line Co., control and merger, Dixie Motor Coach Corp. and Sunshine 
Bus Lines, Inc. Petition filed by C. W. Murchison, Toddie L. Wynne, 
Clint W. Murchison, Jr., John Dabney Murchison, American Liberty 
Oil Co., and American Liberty Pipe Line Co. for further hearing, 
granted, and proceeding assigned for further hearing at a time and 
place to be fixed. 

MC-F 1807, Dollar Lines, purchase, United Stages System, Inc., and 
MC-F 1808, Greyhound Corp., control; Pacific Greyhound Lines, control, 
Dollar Lines. Petition for reconsideration and other relief filed by West 
Coast Bus Lines, Ltd., including request for leave to file said petition 
as provided in Rule 101(e), filed as of February 1, and replies to said 
petition shall be due February 20. 

MC-F 2436, Greyhound Corp., control, Florida Motor Lines Corp., 
and MC-F 2437, Greyhound Corp., issuance of securities. Petition filed 
by applicant to extent it requests a further hearing, granted, and pro- 
ceedings assigned for further hearing at a time and place to be fixed. 

MC 41880, Sub. 1, Harry Dull, extension, Ohio. Reopened for fur- 
ther hearing. 

MC-F 2427, P. A. Kelly, Jr., et al., lease, M. D. Hicklin Motor 
Trucker. Application dismissed. 

Finance 14358, Chicago, Attica & Southern et al., abandonment. Pe- 
tition filed by applicants for rehearing and reconsideration, denied. 

Finance 14447, Washington & Old Dominion, purchase, and Finance 
14479, Washington & Old Dominion, notes. Petition filed by Nellie O. 
Fletcher and W. A. Fletcher, interveners, for extension of effective date 


of orders, denied; and part of said petition for further reconsideration, 
dismissed. 
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MC 79913, Consolidated Companies, Inc. Reopened for further heap. 
ing on March 10, at 9:30 o’clock a. m., at Jung Hotel, New Orleans, La 
before Joint Board 164. 

Finance 14447 (supplemental), Washington & Old Dominion, py. 
chase, and Finance 14479 (supplemental), Washington & Old Dominion 
notes. Effective date of orders of November 20, 1944, further extendgy 
to March 1. 


Ex Parte 159, Freight forwarder insurance for protection of public 
Time within which petitions for reconsideration, rehearing, or reap. 
gument may be filed, extended to March 10. 

1. & S. M-2298, Boots, shoes, paints, in New England, and |. @5 
M-2303, Boots and shoes, New England points to New York. Petition 
of respondents seeking vacation of order of Division 2 and reconsider. 
tion or further hearing, denied. 


MC-55000 and Sub. 1, Bernard F. Rauch, registration application, 
and MC-C 376, Bernard F. Rauch motor carrier operations within Pepp. 
sylvania. Petition of applicant and respondent for reconsideration, org 


argument, and postponement of effective date of order of November 4 
1944, denied. 


Santa Fe Motor Operations 


The applicants in MC F-2289, Atchison, Topeka & Santa 
Fe Railway Co.—Control; Santa Fe Trail Transportation Co— 
Purchase—Hall Motor Freight Co., have petitioned the Com. 
mission for rehearing, reargument, and reconsideration of de. 
nial of authority to consummate the purchase, by division 4 
The division had concluded that operation under any reasonable 
restriction would be economically impracticable and of no ma- 
terial benefit to the railroad or Santa Fe Trail, and would de. 
prive the shipping public of the kind of service it was receiving 
from Hall (see Traffic World, Nov. 4, 1944, p. 1155). 

The applicants said that they had made a recent study of 
the traffic handled by Hall and the railroad between Denver, 
Colo., and Wichita, Kan., in the light of the principles applied 
in the division’s report. On the basis of that study, they said, 
they believed they could show that, under reasonable key-point 
restrictions, Santa Fe Trail would be able to conduct a truck 
operation that would be economically practicable and of mate. 
rial benefit to that company, to the railroad, and to the public, 

As a result of the study, they said, it was now clear that 
coordination of rail and truck service in the territory between 
Pueblo and Dodge City would be of substantial benefit to ship- 
pers and receivers of merchandise by rail. They said the han- 
dling of merchandising by truck in that sparsely populated 
area would also result in direct and appreciable saving to the 
railroad. Continuing, they said: 


On the basis of present rail operations, and assuming a truck opera- 
tion under the key points suggested, Pueblo and Dodge City, it appears 
that approximately 12,000 car-miles could be saved per month by the 
railway company through the discontinuance of merchandise cars now 
handling freight in the territory served by the Hall route. The full cost 
to Atchison of handling a loaded car one mile in that district is approx- 
imately 18 cents, and if it is assumed for the purposes of this discussion 
that only one-third of that cost is out-of-pocket, there would be a 
saving in rail cost of $720 a month as the result of handling the rail 
traffic by truck. Computation of the net result of such handling would 
probably require tests based on actual operation in the territory. 


Saying that no conclusion could safely be reached by com- 
parison of rail and truck operating costs alone, the applicants 
added that it was clear that the estimated saving was consider- 
able and that it would be considerably greater in normal times. 

“In the absence of loading regulations,’ continued the ap- 
plicants, “the railroad in order to give faster service would 
undoubtedly, as in the past, operate set-out cars to points be- 
tween Pueblo and Dodge City. These cars would be loaded 
with whatever tonnage was on hand for movement, and although 
delivery might be expedited, it would be at the expense of haul- 
ing twenty-odd tons of merchandise car. If that freight could 
be handled from a key point by truck not only would delivery 
be even more prompt but the unit of transportation equipment 
would be more efficiently employed and the cost of its opera- 
tions would be less in relation to the service performed.” 

Continuing, the applicants averred: 


Thus, although truck-mile cost is generally greater than rail cat- 
mile cost, performance of the distribution service by truck would very 
likely result in a net saving. But even if the performance of coordinated 
rail-truck service produced no net saving, the increased efficiency of the 
operation and the improvement in service to the public would amply 
justify the operation. 


STANDARD-BATES MOTOR MERGER 


By a supplemental order in MC F-2655, Harry F. Chaddick 
Control; Standard Freight Lines, Inc.—Merger—Bates Motor 
Transport, Inc., in which the Commission, division 4, condi- 
tionally granted authority for merger of the operating rights 
of the two motor carriers, of Chicago (see Traffic World, Jan. 
13, p. 80), the division has supplemented its order of January 8 
so as to embrace authority to include in the merger and ac 
quisition of control the operating authority granted to Bates m 
MC 212199, Sub. 1 TA, and MC 22199, Sub. 6 TA, as extended 
to December 31. 
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february 17, 1945 


Coal, Tll. and Ky. te Chicago 


Defendants and railroad interveners, alleging 17 errors in 


the Commission’s decision in No. 28629, Commonwealth of Ken- 
tucky et al. vs. Illinois Central Railroad Co. et al. and No. 
99689, Illinois Coal Traffic Bureau vs. Ahnapee & Western Rail- 
way Co. et al., affirming a prior finding that a differential of 
% cents a ton bituminous coal, western Kentucky over southern 


Illinois, to Chicago, should be established in lieu of the present 
differential of 35 cents, have petitioned the Commission for 
reargument, reconsideration, vacation, modification, and post- 
ponement of the effective date (March 22) of the Commission’s 
order in those proceedings (see Traffic World, Dec. 30, 1944, 
. 1679). 

: The petitioners allege that the Commission erred in dis- 
carding “by inference” undisputed testimony and exhibits of 
defendants and railroad interveners’ witnesses regarding differ- 
ences in operating conditions in western Kentucky; in failing 
to find that the existing differential and the present rate on 
coal had not been shown unreasonably high, unduly preferential 
to southern Illinois or unduly prejudicial to western Kentucky; 
in failing to find that the aforementioned rate and differential 
were prescribed as minima, to remove undue preference and 
prejudice in view of established differences in transportation 
conditions, Illinois Indiana Coal Cases, 128 I. C. C. 265; in fail- 
ing to find that the differential was approved in West Kentucky 
Coal Bureau vs. Illinois Central Railroad Co., 172 I. C. C. 279, 
on findings that it was justified by differences in transportation 
conditions and that changes in relative costs of production could 
not lawfully be offset or equalized by regulation of rates. 

The petitioners also charged that the Commission erred in 
overruling, in effect, the decisions in the aforementioned pro- 
ceedings, without proof or finding that they had resulted from 
a misconception or misapprehension of the facts, and without 
proof or finding that reversal of those decisions was justified 
by changed conditions; in finding unreasonable a differential 
previously prescribed as, and found to be, a minimum reason- 
able differential without proof or finding that such action was 
justified by changed conditions; in failing to find that specified 
unfavorable transportation conditions in western Kentucky 
justified the differential of 35 cents “or more”; in failing to 
find that the differential had not been shown to result in undue 
preference to southern Illinois and undue prejudice to western 
Kentucky. 

Other allegations of error had to do with alleged failure 
on the Commission’s part to find that costs of production were 
matters not properly to be considered in the determination of 
the rate or differential between western Kentucky and southern 
Illinois; its failure to find that the rate from western Kentucky 
to Chicago did not exceed the level of the rates from the Illinois 
and Indiana groups and was below the standard of reasonable- 
ness prevailing in the midwestern coal field; in failing to find 
that the western Kentucky complainants had abandoned the 
allegation in their complainant that the rate of $2.40 a ton 
from the western Kentucky group to Chicago, and intermediate 
destinations taking the same rate, was unjust and unreasonable. 

The report and order of the Commission were illegal, arbi- 
trary, unreasonable, and beyond the power of the Commission 
because, in so far as certain matters set forth, such as weighing 
service in western Kentucky, and other circumstances, might 
be considered as findings of fact or conclusions of law, they 
were unsupported by any substantial evidence and were con- 
trary to the undisputed evidence of record, said the petitioners. 

“The report and order of the Commission are illegal, arbi- 
trary, unreasonable, beyond the power of the Commission, and 
therefore void, because ’this is purely a section-3 relationship 
case’ and because the Commission notwithstanding that admit- 
ted fact has undertaken to act under section 1 of the statute 
and has thus deprived defendants and intervening railroads of 
the alternative to which they are entitled, under the issued as 
tendered under section 3 of the act,” the petitioners said. 


ALTON REORGANIZATION 


Asserting that the plans of reorganization filed by the 
debtor and its trustees and by the holders of 3 per cent re- 
funding mortgage bonds of the debtor, in Finance No. 14030, 
Alton Railroad Co. Reorganization (see Traffic World, Jan. 13, 
p. 157, and Jan. 20, p. 157) failed to accord proper recognition 
to the rights of the Joliet & Chicago Railroad and its stock- 
hilders and the Kansas City, St. Louis & Chicago Railroad 
guaranteed preferred stockholders, committees representing 

se interests have jointly asked the Commission to defer 
eating on the plans. 

They said that the formula filed with the plan, covering 
the segregating of the earnings of the leased and mortgaged 
ines of the Alton, was “inadequate and unfair for the purpose 
Intended and used.-. . .” They observed that the two lessor 
companies owned in fee simple, without bonded indebtedness, 
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two essential parts of the Alton system, and that the Alton 
could not live or operate without the leased lines “which con- 
stitute the main element of value in the system; that the 
rentals are operating charges and should be currently paid, and 
that those facts, rights and circumstances are recognized in 
the mortgage indenture which secures the Chicago & Alton 
3 per cent bonds.” 

The committees had employed a thoroughly experienced 
firm of railroad experts to prepare a proper formula and as- 
semble information concerning traffic and revenues pertinent 
to the two lessor lines, they said, and that it was expected 
that this work would be of assistance to the Commission in the 
determination of a fair and equitable plan. Their studies would 
be compiled and put in shape for presentation in a “fraction” 
of the time consumed by the trustee and those selected by him 
in completing the data they considered necessary, said the 
committees. They said they wanted hearing deferred “to afford 
an opportunity for development of a proper formula and its 
application to revenue and expenses, and for the adjudication 
of the unsettled legal questions now pending before the dis- 
trict court herein... .” 

Holders of 710 shares of the 7 per cent guaranteed preferred 
stock of the Louisiana & Missouri River Railroad Co. have peti- 
tioned the Commission in Finance No. 14030 to grant them a 
prompt hearing relative to the development and application of 
a proper formula for allocating operating expenses to the L. & 
M., and have asked that the amount they say is in default as 
rental, $55,656, be paid to them in cash. They also asked that 
the plan of reorganization filed by the trustee of the debtor be 
modified so as to provide for the payment of rent as operating 
expense. 

The L. & M. was not an operating road, owned no equip- 
ment, employed no labor, and was merely “a conduit for the 
Alton equipment,” said the petitioners. Referring to an appen- 
dix to the trustee’s plan, the petitioners said it appeared that 
the total. operating revenue derived from the L. & M. was 
$816,535 for the year 1939, adding that ‘“‘that revenue is more 
than 35 times the rental of $23,030.” It said that it was only 
by “surcharging” that $816,535 of revenue with the same per- 
centage of the operating. expense of the whole system that the 
trustee was able. to allocate to the L. & M. the “meager earn- 
ings” of $23,469 for 1939. No-such arbitrary formula was fair 
or just, they said, and that “any lessee who can derive 35 times 
rent from a piece of property should be required to pay that 
rent as operating expense.” 





Pacifie Freight Assn. Application 


Acme Fast Freight, Inc., a freight forwarder, has asked 
the Commission, in exceptions to the report proposed by the 
Commission’s Bureau of Water Carriers and Freight For- 
warders in FF-18, Pacific Freight Association Freight Forwarder 
Application, to find that the evidence of record is insufficient 
to warrant a conclusion that the proposed service will be con- 
sistent with the public interest. 

The bureau had recommended that the Commission author- 
ize P. F. A. to operate as a freight forwarder of commodities 
generally from points in 20 eastern and midwestern states and 
the District of Columbia to points in Arizona, California and 
New Mexico (see Traffic World, Jan. 20, p. 153). 

Acme said the proposed report erred in concluding that the 
applicant’s status as a partnership exempted it from the pro- 
hibition against the issuance of a freight forwarder permit to a 
motor carrier, contained in section 410(c) of the interstate com- 
merce act. George C. Lebeck, one of the partners, it said, 
was a common carrier by motor vehicle subject to part II of 
the act. It said that, while there was some division of author- 
ities, the weight of opinion seemed to be that a partnership 
was not a legal entity separate and distinct from its members. 
The only Commission decision Acme said it could discover in 
which that question was presented was Poe and Wolter, Com- 
mon Carrier Application, 32 M. C. C. 353. It said that divi- 
sion 5, in that proceeding, had held that the control exercised 
by one of the partners, who held a permit as a contract carrier 
in his own individual right, with respect to the two operations 
would be “under such a privity of interest as to bring into 
operation the provisions of section 210 of the act which pertain 
to dual operations.” 

Under those principles, Acme said, it seemed clear that the 
applicant in the instant proceeding might not properly be re- 
garded as a legal entity separate and distinct from the indi- 
viduals comprising the partnership and that it followed that 
the incapacity of one of those individuals to receive a freight 
forwarder permit should operate as a bar to the issuance of a 
permit to the partnership. 

Acme also said that the proposed report erred in finding 
that the applicant or its predecessor in interest conducted a 
freight forwarder operation in the past. It said the applicant 
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was successor in interest to George A. Olson, doing usiness as 
Albuquerque Freight Association and Pacific Freight Associa- 
tion: Mr. Olson was, and for some time had been, the general 
manager of the Pacific Coast Wholesalers Association, Acme 
said. That association purted to be an association of shippers 
exempt from the provisions of the act, engaged in consolidat- 
ing pool cars from origins in the East to the Pacific Coast, Acme 
said. It added that Mr. Olson was conducting the last-described 
operation at the time he filed application for a permit under the 
freight forwarder act in the name of the Albuquerque Freight 
Association and the Pacific Freight Association. It said that the 
activities of Pacific Coast Wholesalers Association were de- 
scribed in Definition of Freight Consolidators, embracing 
Freight Forwarders’ Institute vs. Trans-American Freight Line, 
Inc., 43 M. C. C, 527. 

Acme also said that no hearing had been held on the instant 
application and that the proposed report was based on informa- 
tion contained in the application as supplemented by corre- 
spondence. Based on this record, it said that “it is impossible 
to determine with any certainty whether, and/or to what extent 
the operations allegedly conducted by applicant’s predecessor 
in interest were those of a freight forwarder or of a shippers’ 
association exempt from regulation.” Confirmation of this 
statement, Acme said, was found in applicant’s operating state- 
ment which, it said, merely showed the net difference between 
applicant’s transportation revenue and transportation pur- 
chased with an explanatory note to the effect that applicant’s 
“forwarding” operation was so intermingled with “other busi- 
ness” conducted by applicant that it was not possible to segre- 
gate its net forwarder operating income. 

Acme said that, in support of the proposition that it as- 
sumed responsibility for shipments from origin to destination, 
applicant had appended to its application a standard motor 
carrier bill of lading form. However, said Acme, the applica- 
tion contained no evidence, same applicant’s self-serving state- 
ment, of the extent to which the standard bill of lading had 
been employed by applicant, nor did it indicate the extent of 
applicant’s liability and responsibility under a motor carrier 
bill of lading. 

“These considerations raise grave doubts concerning the 
weight, if any, to be accorded to the evidence of past operations 
on the part of applicant’s predecessor and certainly in view of 
the particular circumstances surrounding the origin of this 
company should not be accorded conclusive weight,” said Acme. 
“As the record presents no other evidence of consistency with 
the public interest and the national transportation policy, it is 
insufficient to support the findings recommended by the bureau.” 


C. OF N. J. BOND ISSUE 


The bondholders’ committee for general mortgage bonds of 
the Central of New Jersey, in Finance No. 12620, Central Rail- 
road Co. of New Jersey, Debtor, has petitioned the Commission 
to extend for five years the agreement to act as a bondholders’ 
committee to represent holders of general mortgage 4 per cent 
and 5 per cent bonds of that railroad due July 1, 1987, in pro- 
ceedings for reorganization under section 77 of the bankruptcy 
act. Unless extended, the committee said, the agreement would 
terminate February 15. 

The committee recited that it had prepared several tenta- 
tive reorganization plans, but had never filed or requested to 
file them with the Commission because it seemed impossible to 
produce a plan in final form until a decision had been reached 
with respect to tax liabilities of the railroad that had been sub- 
ject to litigation. It was apparent, said the committee, that no 
final decision could be reached for possibly several years. 


NEW FREIGHTWAYS TERMINAL 


Consolidated Freightways, Inc., of Portland, Ore., has filed 
with the Commission an application, docketed as MC F-2756, 
for authority to issue an unsecured promissory note in an 
amount not to exceed $369,500, of which $100,000 would be used 
to purchase 1,000 shares of preferred stock of Freightways Ter- 
minal Co., wholly owned subsidiary of the applicant, $50,000 
would be used for purchase of terminal, shop and office fixtures, 
and the remainder would represent the balance due, after 
May 1 of this year, on an unsecured promissory note issued by 
the applicant to the First National Bank of Portland, Ore., 
under authority granted in MC F-1497. 

“The purpose of purchasing $100,000 stock of Freightways 
Terminal Co.,” the applicant says, “is to enable this wholly- 
owned subsidiary to construct for the use of the applicant a 
new terminal at Portland, Ore., and remodel the present ter- 
minal so that it will be suitable for use by applicant as a shoo 
and general office building.” 

The applicant said that it obtained, in MC F-1497, authority 
to issue a promissory note of $600,000 to the First National 
Bank of Portland and that, under terms of the repayment plan, 
the balance due on that loan would be $219,500 on May 10, 
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$211,000 on June 10 and progressively $11,000 less in each y 
the next three months. 

According to the application, the new terminal would 
about $200,000 and remodeling of the present terminal woy 
cost about $30,000. Applicant says the $130,000 remaining afte 
sale of the terminal company’s stock will be financed by by, 
rowing on the new terminal and other property owned by tiy 
terminal company. 

The note proposed to be issued, according to the applicant 
would bear interest of 5 per cent and would be retired } 
monthly payments varying from $6,000 to $11,000, annual p,. 
quirements totaling $100,000. 


RICE WATER CARRIER PERMIT 


The Commission, division 4, has issued an amended perni 
and order, and a report on reconsideration, in W-105, Jag 
Rice & Sons Contract Carrier Application, modifying the fing. 
ings in the prior report, 250 I. C. C. 727, to authorize applicay 
to continue operations at New York, N. Y., as a contract cq. 
rier in furnishing, under charter, lease, or other agreement 
non-self-propelled deck scows to persons other than carriex 
subject to the interstate commerce act, to be used by them jp 
the transportation of their own property. 

The report observed that the prior report had limited th 
authority to furnish deck scows to be used by non-carrier 
in the transportation of their own property between ports anj 
points along the Hudson River, those in New York, Connecticyt 
and New Jersey on Long Island Sound and its tributaries, anj 
within the area of the New York harbor and harbors contiguoy 
thereto. It said that the applicant had petitioned to have th 
territorial limitation removed. 

The report said that, following C. F. Harms Co. Contrae 
Carrier Application, 260 I. C. C. 171, in which it said the appl 
cant was granted a permit without territorial limitation, but 
with the permit restricted as to the location of the applicant’ 
business and the type of vessels furnished on and since Jan. 
ary 1, 1940, the instant application should be granted. It said 
that the Rice operations were similar to those of Harms, 


PENNSYLVANIA EQUIPMENT TRUST 

_ The Pennsylvania Railroad Co. has filed an amended ap 
plication in Finance No. 14836, asking the Commission to at- 
thorize it to assume, as guarantor, obligation and liability in 
respect of $6,000,000 series P equipment trust certificates (se 
Traffic World, Feb. 10), under a successful bid by Harris, Hall 
& Co., Inc., to pay for the entire amount of the certificates at 
$100.1799 per cent of the principal amount and accrued divi- 
dends, “approximately a 1.976 per cent basis,” according to the 
amended application. The certificates, it said, would bear divi- 
dends at 2 per cent a year. 

The amended application showed that Salomon Bros, é 
Hutzler and associates had bid 100.679 per cent for 2% per cent 
certificates, and that Halsey, Stuart & Co., Inc., and associates 
had bid 100.632 per cent for 2% per cent certificates. 


GARFORD TRUCKING AUTHORITY 

_ By an order in MC 1091, Garford Trucking, Inc., South 
Rievr, N. J.. Common Carrier Application, the Commission, by 
Commissioner Porter, has postponed from January 31 to March 
1 the effective date of its order of November 26, 1943, as sub 
sequently modified to become effective January 31, 1945, by 
which operating authority smaller in scope than that requested 
by the applicant was granted. Commissioner Porter said post- 
ponement of the effective date had been requested by the fed- 
eral court for the New Jersey district, in which there was now 
pending a suit filed by Garford Trucking, Inc., for setting aside 
of the Commission’s order of November 26, 1943 (see Traffic 
World, Dec. 2, p. 1439). The order postponing the effective date 
contained a condition that in the period until March 1 counsel 
for the plaintiff in the court proceeding make a “reasonable 
effort” to assemble a statutory three-judge court. 


WISCONSIN CENTRAL REORGANIZATION 

A plan of reorganization filed by the protective committee 
for holders of the Wisconsin Central Railway Co. first general 
mortgage bonds in Finance No. 14720, Wisconsin Central Rail 
way Co. Reorganization, has been assigned for hearing at 4 
time and place to be determined, by an order of the Commis 
sion, division 4, in that proceeding. 

The order said that the plan was not prima facie imprat- 
ticable. It added that the federal court for the district of Minne 
sota, fourth division, had directed the trustees of the debtor 
railroad to file a proposed plan of reorganization on or before 
June 30, or to file their suggested modifications of, or amend- 
ments to, any plan filed by others. It said that the trustees 
desired to have an opportunity to study the plan filed by the 
a," and had requested that a hearing on the plan b 

eferred. 
















eostrnrte ss 


—- oe ee TR os PS 





oan 2h at 2h Oe 










nnual re. 


ed perm 
05, Jaco) 
’ the fing. 
applicant 
‘tract cap. 
greement 
1 Carriers 
y them jy 


imited the 
N-Carriers 
ports anj 
onnecticut, 
aries, anj 
contiguous 
) have the 


. Contract 
the appli. 
ation, but 
applicant's 
ince Janu. 
d. It said 
rms, 


ended ap- 
ion to al- 
iability in 
cates (see 
arris, Hall 
tificates at 
rued divi- 
ling to the 
bear divi- 


1 Bros, & 
/, per cent 
associates 


ne., South 
nission, by 
| to March 
13, as sub- 
, 1945, by 
- requested 
said post- 
yy the fed- 
e was now 
tting aside 
see Traffic 
ective date 
. 1 counsel 
reasonable 


yN 

committee 
st general 
intral Rail. 
pring at 4 
p Commis 









ie imprac- 
of Minne- 
he debtor 
or before 
pr amend- 
le trustees 
ed by the 
e plan be 























February 17, 1945 


Coal Field Rail Extension 








A contest over the right to construct rail extensions into 
Virginia coal fields is foreshadowed by permission granted the 
Chesapeake & Ohio by the Commission, division 4, to inter- 
yene in Finance No. 14820. The proceeding involves an ap- 
plication of the Carolina, Clinchfield & Ohio Railway, lessor, 
Atlantic Coast Line Railrord Co., and Louisville & Nashville 
Railroad Co., lessees of the properties known as the Clinchfield 
Railroad, for authority to construct, and for leases to operate, 
a line of railroad in Dickenson county, Va., beginning at Fre- 
mont, on the Clinchfield main line, and extending up the waters 
of Cranes Nest and Lick Fork creeks for about 14% miles. 
The order permitting intervention was issued as the result 
of a petition filed by the C. & O. 

The applicants said that the Clinchfield had been con- 
structed to develop southwestern Virginia coal traffic. A num- 
per of mines in the region tributary to the Clinchfield had be- 
come exhausted, they said, and that it was “essential that ap- 
plicants take steps to secure a continuance of the traffic on 
which the continued successful operation of the railroad de- 

nds.” 

- The C. & O. said that it would “forthwith” file with the 
Commission an application for a certificate authorizing it to 
construct an extension of its Sandy Valley and Elkhorn sub- 
division from a point near Jenkins, Letcher county, Ky., south- 
easterly, to the end thereof on Meade Fork, in Wise county, 
Va., a distance of approximately 13 miles. This proposed ex- 
tension, it said, would provide adequate railroad service for 
the development of the territory west of the divide between 
the tributaries of Pound River in Wise county and Lick Fork 
and George’s Fork in Dickenson county. That territory, it 
said, was tributary to its Sandy Valley and Elkhorn sub-divi- 
sion and was now without railroad service. 

“Your petitioner is not fully advised of the grounds upon 
which Carolina, Clinchfield and Ohio Railway, lessor, and At- 
lantic Coast Line Railroad Co. and Louisville & Nashville 
Railroad Co., lessees, will undertake to justify the construction 
of the proposed new branch line of railroad . . . and partic- 
ularly, whether such justification will be sought on the ground 
that the proposed new branch line will serve the territory 
lying west of the divide mentioned above. Your petitioner is, 
therefore, interested in the said proceeding.” 


I. C. Motor Applications 


The Illinois Central, replying to petitions for reconsidera- 
tion filed by motor carrier protestants and by the Regular 
Common Carrier Conference of the American Trucking Associa- 
tion in MC 86779, Sub. 6, Illinois Central Railroad Co. Exten- 
sion—Iowa—Minnesota—South Dakota, contends that division 5 
of the Commission followed the principles that the Commis- 
sion has consistently applied to the type of proceeding involving 
coordination of rail and truck service (see Traffic World, 
Jan. 13, p. 87). 

In that proceeding, the I. C. was granted authority to 
transport general commodities, with exceptions, between cer- 
tain points on its lines in Iowa, Minnesota, and South Dakota, 
subject to conditions (see Traffic World, Oct. 21, 1944, p. 1025). 

In its reply, the I. C. dealt at some length with what it 
said was the assertion of the protestants that the Commission 
followed “railroad-made policy” in granting certificates to rail- 
roads. The I. C. said that they had “completely lost sight 
of the fact that it was the Commission that urged the use of 
trucks by railroads in this type of operations long before the 
motor carrier of act of 1935 and ever since.” 

Not only was there no intent expressed by Congress in 
that act, or elsewhere, to prevent railroads from engaging 
i motor carrier operations, said the I. C., but that, on the 
contrary, it was clear from the legislative history of the act 
that one of the purposes of the act was to encourage railroads 


to improve their services by utilizing motor vehicles. The I. C. 
continued 


The annual reports of the Commission, its decisions in Motor Bus 
and Motor Truck Operations, 140 I. C. C. 685, and Coordination of Mo- 
tor Transportation, 182 I. C. C. 263, three Federal Coordinator’s reports, 
8. Doc. 119, 73rd Congress, 2d Session; S. Doc. 152, 73rd Congress, 2nd 
Session; H. Doc. 89, 74th Congress, 1st Session, and the report of Leo 
J.Flynn, S. Doc. 43, 72nd Congress, 1st Session, all formed the back- 
stound of the motor carrier act of 1935. In all of these documents the 
type of service offered here by applicant was encouraged, and Congress 
followed these recommendations. 


The I. C. said that the reports from both the Senate and 
committees on interstate and foreign commerce had 
stated specifically that the documents aforementioned consti- 
the foundation of the motor carrier act (House of Repre- 
sentatives report No. 1645, 74th Congress, 1st Session; Senate 
Teport No. 482, 74th Congress, 1st Session). 
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It said that the Federal Coordinator’s report had recognized 
the existence of and had encouraged the further use by rail- 
roads of motor vehicles in a coordinated service under one 
management, referring to House Doc. No. 89, pp. 116-117. The 
I. C. also referred to the annual reports of the Commission for 
1928 and 1932, quoting from the latter, to the effect that a 
statement “to the American public” given out in behalf of the 
railroads, had contained the “surprising statement” that the 
“raiiroads are forbidden to engage in any other form of trans- 
portation.” The report was quoted further as saying that there 
was no federal prohibition of this character, except so far as 
the antitrust or other statutes forbade acquisitions that resulted 
in lessening of competition or restraint of trade, and that there 
were no extensive state prohibitions. The I. C. quoted further, 
in part, from the €ommission’s report as follows: 


In our judgment there is great opportunity for the advantageous use 
of motor trucks and busses to supplement or in substitution for railroad 
service, and we welcome the numerous experiments which are being 
made in this direction. It appears, also, that the Railway Express 
Agency, which is owned and controlled by many of the railroads collec- 
tively, has ample charter powers to use motor trucks in its operation 
not only in local pick-up and delivery. service but also for certain line 
hauls, and that it is experimenting in such use. It is quite possible 
that this agency can be made to serve the railroads in less-than-carload 
freight service as well as in express package service, utilizing motor 
trucks to facilitate and improve such operations. 





B. & 0. REFUNDING PLAN 

The Commission, in Finance No. 14775, Baltimore & Ohio 
Railroad Co. Debt Adjustment, has denied the petition of Ran- 
dolph Phillips, of New York City, intervenor, for an order di- 
recting the B. & O. to file a list of all owners and holders of its 
presently outstanding 4% per cent convertible bonds, due Feb- 
ruary 1, 1960, giving the amount or number of the bonds owned 
and held and the post office address of each owner and holder, 
and to serve him with a copy thereof. Mr. Phillips had_ said 
that he and Amy P. Phillips, and Lt. Com. Darius V. Phillips, 
U. S. N. R., owned $100,000 principal amount of the aforemen- 
tioned bonds, and that the new plan offered by the B. & O. 
under an adjustment plan was not feasible and would not be 
accepted by a sufficient number of the holders of convertible 
bonds to make it valid under chapter XV of the bankruptcy act 
(see Traffic World, Jan. 20, p. 156). 


LIQUEFIED PETROLEUM GAS RATES 


By an order in I. and S. No. 5271, Liquefied Petroleum 
Gas in South and Southwest, the Commission, by Commis- 
sioner Aitchison, has postponed’ the effective date of its order 
of October 11, 1944, as modified, to March 19, on not less than 
one day’s notice. In that proceeding, embracing also Fourth 
Section Application No. 20563, Liquefied Petroleum Gas From 
Southwest, the Commission, division 2, found proposed rates on 
liquefied petroleum gas, in tank-car lots, from producing points 
in the southwest, including Kansas City, Mo., and Norco, La., 
to destinations in the southeast, including the Ohio and lower 
Mississippi River crossings, and to Blytheville, Forrest City, 
and West Memphis, Ark., not shown to be just and reasonable 
and ordered the suspended schedules cancelled (see Traffic 
World, Oct. 12, 1944, p. 1027). 

Postponement of the effective date of the order was 
granted on request of the respondents. 


MINNESOTA TRANSFER ALLOWANCE 


The Brotherhood of Railroad Trainmen has filed a brief 
with the Commission in I. and S. No. 5319, Terminal Allowance 
at Minnesota Transfer, in which the Commission, division 2, 
suspended from September 21, 1944, to April 21, schedules filed 
by the Minnesota Transfer Railway Co., proposing to pay to 
the Central Warehouse Co., of Minneapolis, an allowance of 
$1.60 a car for switching from an interchange track to the 
warehouses operated by Central. Bis ’ 

The brotherhood, asking the Commission to deny approval 
of the arrangement, took the position that the arrangernent 
would enable the Central Warehouse Co. to become a common 
carrier without assuming any obligations or responsibilities of 
common carriers, and that it would result in the deprivation of 
work that rightfully belonged to common carriers. The brother- 
hood said the arrangement would also deprive men employed 
in interstate traffic of protection under the federal employers’ 
liability act, the safety appliance act and the Railroad Retire- 
ment act. 

It said that the record showed that Minnesota Transfer 
coulii perform the required switching without interruption and 
quoted section 15(13) of the interstate commerce act to the 
effect that if the owner of property transported directly or in- 
directly rendered any service connected with the transporta- 
tion, a reasonable allowance might be made, but contended 
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that Central Warehouse was not the owner of the goods trans- 
ported. : 

The brotherhood said if the arrangement was approved “it 
would be but an entering wedge, under, a guise of saving money 
in switching cars, to enter into contracts of this nature all over 
the country thereby depriving engineers, firemen and switch- 
men from work which they are entitled to in the handling of 
interstate and intrastate business from the point of origin to 
the point of delivery.” 


FRISCO MOTOR COMPLAINT 

By an order in MC C-293, Campbell Sixty-Six Express, Inc., 
et al. vs. Frisco Transportation Co., in which division 5 ruled 
that Frisco, wholly-owned subsidiary of the St. Louis-San 
Francisco Railway Co. had conducted unauthorized direct mo- 
tor common carrier service (see Traffic World, Aug. 26, 1944, 
p. 489), the Commission has reopened the proceéding for re- 
consideration and oral argument at a time and place to be fixed. 
The order said the proceeding was reoponed on consideration 
of the defendants’ petition filed in September (see Traffic World, 
Sept. 30, 1944, p. 833). 

Examiner David Walters, pursuant to the decision in MC 
C-293, recommended that the Commission should impose spe- 
cific conditions in certain authorizations, in a proposed report 
in MC 89913, Sub. 1, Frisco Transportation Co. Extension— 
Joplin-Miami, embracing five other extension applications and 
five purchase proceedings (see Traffic World, Feb. 10, p. 329). 


STICKELL ROUTING CASE 


The Commission, by Commissioner Aitchison, by an order 
in No. 28647, D. A. Stickell & Sons, Inc., vs. Alton Railroad 
Co. et al., has further modified its order entered in that pro- 
ceeding, as modified, to become effective on March 15 on 15 
days’ notice. 

The order was issued, by its terms “upon further consid- 
eration of the record in the above-entitled proceeding, and of 
the termination of a suit to set aside the order herein by deci- 
a oe Supreme Court of the United States dated January 
29, 1945.” 

The Supreme Court upheld an order of the Commission, 
requiring establishment by the railroads of two through routes 
for shipments of grain and grain products from points in cen- 
tral territory to Hagerstown, Md., there accorded transit privi- 
leges for mixing into feeds and shipped thence to destinations 
in the Delaware-Maryland-Virginia peninsula (see Traffic 
World, Feb. 3, p. 265). 


SERVICE ORDER 68 COMPLAINT 


The Southern Pacific has filed a motion to dismiss the com- 
plaint without formal hearing in No. 29247, Clyde W. Wood, 
Inc., vs. Southern Pacific Co., in which the complainant alleged 
that a rate, based on a weight of 48,000 pounds, on one carload 
of contractors’ used equipment, actual weight 25,880 pounds, 
was in violation of section 6, asked for a cease and desist order 
and reparation. 

The Southern Pacific said that the complaint showed on its 
face that the charges complained of resulted from a proper ap- 
plication of service order No. 68. That order, issued January 


30, 1942, suspended rule 24 of the Consolidated Freight Classifi- 


cation and those provisions of rule 34 that permitted application 
of minimum weights lower than those provided for the car used, 
suspended similar provisions of other tariffs, and prohibited fur- 
nishing two small cars for larger car ordered. 

The defendant said that, in No. 29072, Burton vs. Penn. R. 
Co., 259 I. C. C. 64, decided September 28, 1944, the Commission 
had found that freight charges based on carload minimum 
weight for the size of car actually furnished and used by ship- 
per, in lieu of carload minimum provided by rule 34 for size of 
= ordered, had not been unreasonable, and dismissed the com- 
plaint. 

“This motion is based upon the complaint on file herein, 
upon Service Order No. 68, and upon the report and order in 
Docket No. 29072,” said the Southern Pacific. 

The service order had the force of law, it said, and that if 
damage resulted to the plaintiff it was what was known in law 
as damnum absque injuria. In Burton vs. Penn. R. Co., supra, 
said the defendant, it had been held that the shipper, having 
accepted and used larger cars than those ordered, was bound 
by the terms of the service order. 


I. C. C. ACCIDENT REPORTS 
A broken rail, as the result of the presence of transverse 
fissures, was assigned as the cause of an accident on the Ghi- 
cago & North Western, December 24, 1944, near Poplar Grove, 
Ill., according to a report of the Commission, written by Com- 
missioner Patterson, in Investigation No. 2853. The report said 
the accident resulted in the death of two passengers, and the 
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injury of 35 passengers, one dining-car employe and two traip. 
service employes. 

The report said that track involved had been last inspecteg 
by the section foreman about 32 hours prior to the accident, 
but that no defective condition had been observed. It said that 
a rail-detector car had been last operated over “this territory’ 
in December, 1941, at which time, it said, there had been no 
indication of a defective rail. It said that the division engineer 
said that the spacing of tests with a rail-detector car was de. 
termined by the record of rail failures and by the amount of 
tonnage operated over the track, adding that he had said that 
the next test would be made in 1945. 

The report said that, at the time the accident occurred, the 
train was travelling at 45 miles an hour in territory in which 
the maximum authorized speed was 60 miles an hour. 


DENVER TERMINAL BOND AGREEMENT 


By an order in Finance No. 14827, Denver Union Terminal] 
Co. Operation, involving an application of the railroad owners 
of the stock of the Denver Union Terminal Co. for approval of 
an agreement providing for the immediate retirement of all 
outstanding mortgage bonds of the terminal company, the Com. 
mission, division 4, has dismissed the application for want of 
jurisdiction. 

In their application, the railroads—the Santa Fe, the Colo. 
rado & Southern, the Burlington, the Union Pacific, and the 
trustees of the Rock Island and of the Denver & Rio Grande 
Western, contended that, under their interpretation of the oper. 
ating agreement between them as the proprietary railroads and 
the terminal company, the Commission had no jurisdiction with 
— to the bond agreement (see Traffic World, Jan. 27, 
p. 212). 





ALLIED VAN LINES ANTITRUST SUIT 


Trial in the suit of the United States vs. National Furniture 
Warehousemen’s Association, Allied Van Lines, et al., set for 
February 13 in the federal district court at Chicago, has been 
postponed by Judge Michael L. Igoe to April 30. In the suit, 
the antitrust division of the Department of Justice seeks an 
injunction to restrain Allied Van Lines and individual van 
lines and warehousemen from continuing an alleged combina- 
tion and conspiracy in restraint of trade in the transportation 
of household goods by motor carriers (see Traffic World, Sep- 
tember 23, 1944, p. 768). 


Cole Motor Rights Case 


In a per curiam decision in No. 850, Jack Cole Co., Ine, 
Appellant, vs. United States of America and Interstate Com- 
merce Commission, the Supreme Court of the United States has 
affirmed the judgment of the federal district court for the 
northern Alabama district, by which the complainant, seeking 
review of an order of the Commission granting motor carrier 
operating rights less extensive than those sought by the appli- 
cant, was dismissed. 

The Jack Cole Co., according to a “motion to affirm’ filed 
by Solicitor General Fahy and counsel for the Commission, had 
obtained from the Commission “grandfather” rights as a motor 
common carrier of general commodities between Birmingham, 
Ala., and points within 15 miles thereof, on the one hand, and, 
on the other, Detroit, Mich., specified cities and areas in IIli- 
nois, points in a specified part of Georgia, and all points in 
Indiana, Ohio and Tennessee, but had been denied such author- 
ity with respect to points in Mississippi, a part of Louisiana, 
Louisville, Ky., two cities in North Carolina and points within 
a radius of 90 miles from Birmingham. The applicant contended, 
in its complaint, that the Commission acted arbitrarily and 
capriciously and contrary to the evidence presented by the 
applicant, and that it misapplied the law in holding that the 
applicant had forfeited grandfather rights with respect to the 
territory denied it because of a lack of continuity of operations. 
The applicant contended that it had submitted proof it had not 
abandoned service in the areas as to which the Commission 
denied it operating authority. 

The government, in its motion to affirm, cited the Supreme 
Court’s decision in United States vs. Carolina Carriers Corpo 
ration that the act provided the test of “‘bona fide operation” 
and that this connoted “substantial as distinguished from in- 
cidental, sporadic or infrequent service” on and after the grand- 
father date. 

The decision of the Supreme Court was as follows: 


Per curiam: The motion to affirm is granted and the judgment Is 
affirmed. (1) U. S.. vs. Carolina Carriers Corporation, 315 U. S. 4% 
480-82; Howard Hall Co. vs. U. S., 315 U. S. 495, 498-99; (2) U. S. vs 
Pan American Corporation, 304 U. S. 156, 158. 
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Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1945, by West Publishing Company.) 





REGULATION OF COMMON CARRIERS 


(Circuit Court of Appeals, Tenth Circuit.) Circuit Court 
of Appeals, in interpreting definitions given by rate making and 
regulating authorities in establishing tariff rate for railroads, 
must remember that tariffs and rates are promulgated for use 
of laymen in course of their business affairs, and the interpre- 
tation must be susceptible of practcial and ready application. 

The nature and character of shipment at time tendered 
determines its status for rate purposes, and the use which may 
be subsequently made of material does not control question 
whether the shipment has a recognized commercial value save 
for remelting purposes, as regards whether scrap iron or steel 
plate rates are applicable. 

Nature of general mass of material, to which particular 
shipment of metal may be related, does not control question of 
its recognized commercial value for purposes other than re- 
melting, as regards to issue whether scrap or steel plate rates 
are applicable. 

Tariff rates cannot be applied retrospectively, neither can 
character of material be made to depend upon an independent 
investigation concerning its use after it has passed from con- 
signee of shipper. 

Where shipments of metal were accepted by carrier as 
scrap iron, and freight rates were assessed and collected ac- 
cordingly, burden was upon carrier of showing that at times 
material was shipped it had recognized commercial value for 
purposes other than remelting, so that rate applicable to steel 
plates should have been assessed. 


Findings of fact by District Court, if supported by substan- 
tial evidence, are conclusive on appeal and its judgment thereon 
is binding unless clearly erroneous. 


The ultimate question of whether shipments were properly 
classified as scrap iron instead of steel plates for tariff purposes 
involved application of the facts to definition established by the 
rate making and regulating authorities, and the conclusion to 
be drawn therefrom was essentially a legal concept on which 
Circuit Court of Appeals was required to exercise its inde- 
pendent judgment, and not rely on judgment of district court. 

Pitted and corroded bottoms of tanks, which were used for 
remelting purposes, except a small percentage which were used 
in manufacture of sub-standard road culverts, were properly 
classified as “scrap iron,” and not as “steel plates” for tariff 
rate purposes. (Sonken-Galamba Corporation vs. Union Pac. 
R. Co., 145 Fed. Rep. 2d. 808). 





a « ee 
Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1945, by West Publishing Company.) 





(Circuit Court of Appeals, Second Circuit.) Intervention is 
permissible in admiralty suit only if the suit is in rem or the 
intervener has an interest in proceeds in registry of. court. 
Admiralty Rules 34, 36, 42, 28 U. S. C. A. following section 723. 

_ Where suit in admiralty was in personam for charter hire 
with a claim for foreign attachment, the garnishment did not 
convert the suit into one in rem, and did not authorize inter- 
vention. Admiralty Rules 34, 36, 42, 28 U. S. C. A. following 
section 723. 

_Where admiralty suit in personam for charter hire with a 
claim for foreign attachment resulted in decree for libelant, 
and thereafter garnishee instituted interpleader suit, deposited 
amount involvéd in court, and obtained order enjoining libelant 
tom enforcing the admiralty decree, parties seeking to estab- 

h a maritime lien were not entitled to intervene in the ad- 
miralty suit, even though both suits were in the same District 
Court. Admiralty Rules 34, 36, 42, 28 U. S. C. A. following sec- 
tion 723; Jud. Code Sec. 24(26), 28 U. S. C. A. Sec. 41(26).. 

Admiralty court has wide discretion as to time of interven- 
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tion, and mere fact that a final decree has been entered does 
not necessarily bar intervention on ground of tardiness. 

Where admiralty court denied intervention for specified 
reasons and also stated that ‘“‘there are additional reasons for 
refusing the relief sought,” such statement would be construed 
as meaning that the district judge exercised his discretion. 

Where admiralty suit in personam for charter hire with a 
claim for foreign attachment resulted in decree for libelant, and 
thereafter garnishee instituted an interpleader suit in same 
District Court but as an equity court, and made deposit in 
regsitry of court, district judge’s refusal to permit parties 
asserting a maritime lien to intervene in the admiralty suit 
was not an abuse of discretion and his decision could not be 
reviewed. Admiralty Rules 34, 36, 42, 28 U. S. C. A. following 
section 723; Jud. Code Sec. 24(26), 28 U. S. C. A. Sec. 41(26). 
(Defense Plant Corporation vs. United States Barge Lines, 145 
Fed. Rep. 2d, 766). 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commis- 
sion concerning prosecutions, in federal couris, for violations. of 
motor carrier provisions of the interstate commerce act or of Com- 
mission rules and regulations thereunder, appear below.) 


South Dakota district, northern division, at Sioux Falls. 
The defendant, R-B Freight Lines, Inc., of Aberdeen, S. D., 
was fined $300 following the entry of its plea of guilty to an 
information charging it with violations of part II of the inter- 
state commerce act. The fine was paid. The defendant was 
charged with operating as a common carrier of property by 
motor vehicle in interstate commerce for compensation, with- 
out there having been issued to it by the Commission a certifi- 
cate authorizing the particular operations that were described 
in the information. 

Northern Texas district, Dallas division, at Dallas. The 
defendants, Homer Gardner, Victor C. Bilbo, and Robert E. 
Shutt, all of Dallas, were fined a total of $2,300 following 
entries of their separate pleas of guilty to informations charg- 
ing them with violations of part II of the interstate commerce 
act. The defendants, Gardner and Bilbo, were each fined $1,000, 
of which $300 was required to be paid, and payment of the. 
remaining $700 of the fines was suspended as to each of the 
defendants for a probationary period of one day. The defend- 
ant, Robert E. Shutt, was fined $300, all of which was required 
to be paid. Each of the defendants, Homer Gardner and 
Victor C. Bilbo, was charged separately with operating as a 
common carrier of property by motor vehicle in interstate com- 
merce, for compensation, without a certificate having been 
issued by the Commission authorizing such operations, without 
having on file with the Commission and without having pub- 
lished any rates or charges applicable to such transportation, 
and without having on file with the Commission and in effect 
evidence of approved security for the protection of the public, 
as required by: the insurance rules and regulations of the Com- 
mission. The defendant, Robert E. Shutt, was charged with 
aiding and abetting each of these carriers in the commission of 
such offenses. 

Western Missouri district, western division, at Kansas City. 
Perry’ A. Brooks, dba Brooks Truck Co., of Marshall, Mo., was 
fined $375-and costs, February 7, following his entry of a plea 
of guilty to an information charging him with failing to remit 
Cc. O. D. funds of shippers within the time specified in his 
tariffs, with permitting or requiring drivers to drive and remain 
on duty in excess of the maximum number of hours permitted 
by the motor carrier. safety regulations, and with failing to 
have in his files certificates of medical examination for new 
drivers employed. The fine and costs were required to be paid 
in full. 


District of New Jersey, at Newark. Fines totaling $2,100 
were required to be paid, February 8, by Joseph Visceglia, of 
New York City, following a hearing on petition of the federal 
probation officer. The court found that the defendant had vio- 
lated the terms of his probation in that he had continued during 
a period of probation to violate provisions of part II of the inter- 
state commerce act. On February 8, 1943, the defendant was 
fined $2,800 following entry of his pleas of guilty to separate 
informations charging him with aiding and abetting United 
Security Associated Warehouses, Inc., a corporation of which 
he was the secretary and general manager, and certain indi- 
vidual operators in violations arising from motor carrier opera- 
tions in interstate commerce performed without requisite au- 
thority from the Commission and without having on file with 
the Commission rates and charges therefor and security for the 
protection of the public. The court then ordered that $700 of. 
such fine be paid and that payment of the remaining $2,100 of 
the fine be suspended during a probationary period of two years 
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on condition that the defendant, during the period of probation, 
would comply with the rules and regulations of the Commission. 
The court, on February 8, 1945, vacated and set aside the order 
of suspension and directed the defendant to pay the fines of 
$2,100 as stated. The petition filed by the probation officer 
charged the defendant with participating in the receipt of rate 
concessions by United Security Associated Warehouses, Inc., 
from Ansonia Van & Storage Co., Inc., a motor carrier of house- 
hold goods of New York City. Attorney Ellis V. Gregory of the 
Bureau of Motor Carriers assisted Richard J. Hughes, assistant 
United States attorney, in the hearing before the court. 


Land Grant Divisions Suit 


In his opinion in No. 2456, Guy A. Thompson, trustee, Mis- 
souri Pacific, et al. vs. Baltimore & Ohio et al., Judge Rubey 
M. Hulen, of the federal district court for the eastern division 
of the eastern district of Missouri, involving division of rates 
or revenue resulting from land grant shipments, sustained the 
position of the eastern carriers that they were required to bear 
only such land grant deductions as were applicable within 
C. F. A. Territory whereas the complaining southwestern lines 
had contended that the eastern lines were required to partici- 
pate in land grant deductions applicable in southwestern terri- 
tory (see Traffic World, Feb. 10, p. 335). 

In this suit the Missouri Pacific, the Frisco and the Cotton 
Belt sought a declaratory judgment, said Judge Hulen, holding 
that by virtue of a certain written instrument known as “Joint 
Division Sheet No. 200-A,” the railroads parties to the action 
were required to make a division of rates or revenue resulting 
from land grant shipments on the basis of the percentages set 
out in “Joint Division Sheet No. 200-A.” The defendants—the 
B. & O., the Pennsylvania, and the N. Y. C.—asked for a de- 
claratory judgment to the contrary. 

Judge Hulen explained that plaintiffs were western lines, 
operating in Southwest Freight Bureau territory,and that de- 
fendants were eastern lines, operating in C. F. A. territory, 
with the Mississippi River as the approximate dividing line. He 
said the complaint referred to the execution by all parties to 
the case of land grant or equalization agreements and alleged 
that the land grant rates over non-land grant, competing or 
equalizing routes constituted joint rates. The complaint alleged, 
continued he, that Joint Division Sheet No. 200-A was a con- 
tract entered into on April 1, 1940, by the parties plaintiff and 
defendant (with other roads) “to avoid and prevent future con- 
troversies as to the apportionment of the revenue derived from 
all traffic moving under joint rates between the territories afore- 
said, including those in effect between points on the lines of 
plaintiffs and defendants herein .. . fixing and determining the 
percentages to be thereafter used in dividing the revenue re- 
ceived for the transportation of all traffic moving under joint 
—_— aw rates between points in the two territories 
aforesaid.” 


The defendants denied such allegations and charged that 
they had strictly limited their participation in reduced rates 
granted to the government and the measure of such rates, by 
the existing freight land grant equalization agreement with the 
government of the United States. This agreement, they averred, 
restricted their participation to deductions applicable within 
C. F. A. Territory. 


Judge Hulen wrote a long opinion in which he reviewed 
the issues raised by the complaint, the making of land grant 
rates and related matters. 


“There is no provision in defendants’ land grant agreement 
which, on their face, can be construed as a contractual obliga- 
tion by the defendants to absorb land grant deductions in the 
territory of the plaintiffs or by which land grant rates are con- 
verted into joint rates,’ said he in the course of his opinion. 

At another point he said no evidence appeared in the rec- 
ord that the defendants at any time had ever made a settlement 
of a land grant rate in cases where they were the collecting 
carriers in which they assumed any land grant deductions ac- 
cruing on account of land grant mileage in the southwest or 
plaintiffs’ territory. 

“That there was never any intention on the part of the 
defendants at any time, by entering into any land grant con- 
tract with the government, to agree to absorb land grant de- 
ductions accruing on account of land grant mileage in the 
southwestern territory is shown by the record,’ said he. 

“Land grant agreements are contracts between the indi- 
vidual carrier and the government,” said he, at another point. 
“They are purely voluntary and subject to such terms only as 
the contracting parties agree upon. Plaintiffs have no lawful 
right to control in any manner defendants’ land grant agree- 
ments with the government. Defendants have no lawful right 
to control in any manner plaintiffs’ land grant agreements with 
the government. They are subject to cancellation by the parties 
to them without interference from any other carrier.” 
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Judge Hulen said land grant rates were determined by the 
destination carrier “and this carrier divides the revenue co}. 
lected for the total carriage between the participating carriers,” 

“Land grant rates,” he continued, “are not only a matter 
of dispute as to division, but their calculation is so intricate ag 
to lead to frequent disputes and errors as to their calculation, 
These errors are frankly confessed by all parties concerned, 
Because the governing routes are subject to change whenever 
the government can figure out a cheaper route by inclusion of 
more land grant mileage, it frequently happens that the net 
land grant rate is never in fact known until the government 
makes its computations, and this may happen long after the 
shipment moves. Of necessity the destination or collecting car. 
rier, on receipt of the revenue derived from a land grant ship. 
ment (competitive or controlling) must divide, allocate, or se 
arate the total amount of revenue received into parts due the 
carriers over whose line the movement passed.” 

Judge Hulen said that, effective January 1, 1944, each of 
the defendants filed a revised freight land grant equalization 
agreement with the War Department, “each of which agree. 
ments includes an exception which specifically restricts the 
equalization thereunder to certain clearly specified land grant 
mileage, such designated land grant is all of the land grant 
mileage in Central Freight Association Territory and does not 
include any land grant mileage outside of that territory.” 

“From the time of their first freight land grant equaliza- 
tion agreements, filed in 1903 and 1904, to the present time, the 
defendants have, uniformly and without exception, never equal- 
ized any land grant mileage outside of Central Freight Asso- 
ciation Territory when making settlements within their con- 
trol,’ said he. : 

Plaintiff carriers had required at specified times the de- 
fendants to bear the burden of land grant deductions accruing 
outside of C. F. A. territory, said Judge Hulen. 

The court’s decree follows: 


The above entitled cause coming on to be heard on December ll 
through 15, 1944, and the court having heard the evidence therein, and 
having heretofore made its findings of fact and conclusions of law, upon 
such findings and conclusions, it is hereby ordered, adjudged, decreed, 
and declared pursuant to Section 274d of the Judicial Code, 28 U. S. C.,, 
Section 400 as follows: 

That Southwestern Lines Division Sheet No. 200-A is not a contract 
between the parties hereto governing the allocation or division between 
them of land grant deductions, either those imposed by statute or 
assumed through equalization agreements with the United States gov- 
ernment, and said division sheet does not authorize or permit plaintiffs 
to impose on defendants any part of the land grant deductions arising 
through operation of the land grant statutes or through equalization 
agreements, account of land grant mileage within Southwestern Ter- 
ritory; 

That under the present land grant equalization agreements of the 
individual defendants, which became effective on January 1, 1944, the 
participation of each such carrier in rates derived through land grant 
deductions is conditioned upon and subject to the limitation that on 
all government traffic involved in this cause the defendants will partici- 
pate only in deductions for land grant mileage within Central Freight 
Association Territory and not in any land grant deductions accruing 
outside that territory; 

That on all land grant traffic involved in this cause defendants are 
obligated to bear only the land grant deductions arising out of the land 
grant mileage in Central Freight Association Territory and described in 
their respective equalization agreements, and defendants are not re 
quired to bear land grant deductions arising out of land grant mileage 
lying outside of Official Classification Territory; 

That plaintiffs are hereby perpetually enjoined from deducting from 
the sums payable to defendants any land grant deductions other than 
those specifically assumed by defendants in their respective equalization 
agreements. 

On all shipments of government traffic, subject to land grant deduc- 
tions, involved in this cause where the plaintiffs are the terminating 
and settling lines they shall settle with and remit to defendants in pay- 
ment for defendants’ services in the transportation of such traffic on 
the following basis: 

(1) Ascertain the amount which the defendant handling the ship- 
ment would receive for like transportation performed for the public at 
large by dividing the through rate according to the commercial division 
basis, then (2) reduce the separate commercial proportion thus ascer- 
tained, by the land-grant deductions accruing in Central Freight Asso- 
ciation Territory and assumed by such defendant in its equalization 
agreement with the government, and (3) remit such reduced sum to the 
defendant concerned. 


At the Association of American Railroads the view was ex- 
pressed that the opinion had no bearing on the relationship be- 
tween the railroads and the government with respect to land 
grant rates but involved only the question of divisions between 
carriers as set forth in the court’s opinion. 


NATIONAL TRUCKING & STORAGE SUIT 


National Trucking & Storage Co., Inc., Washington, D. C, 
was acquitted by a jury in municipal court for the District 
of Columbia, before Judge Ellen K. Raedy, on charges con 
tained in a 24-count information that it had granted rate con- 
cessions to Valley Forge Brewing Co., Norristown, Pa., and 
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American Preserve Co., Philadelphia, on shipments of merchan- 
dise from Norristown and Philadelphia to Washington. The 
government’s case was presented by the federal district attor- 
ney’s Office, District of Columbia. It was said at the Commis- 
sion’s Bureau of Motor Carriers, legal and enforcement section, 
that the defendant was scheduled to be tried on 16 additional 
counts in the same court on February 15. 

It was said to have been the second time that a decision 
had been rendered in favor of a defendant charged with grant- 
ing rate concessions, and that the defendant had won a favor- 
able decision in the first case of this kind two years ago. 

In the instant case one of the 24 counts was dismissed, it 
was explained at the bureau’s offices. The defendant, it was 
said, had charged less than the applicable tariff specified on 
shipments of beer from Norristown and on preserves from 
Philadelphia. Of the 16 counts that remained to be tried, it 
was explained, there were two general types of charges: (1) 
operation without a certificate, and (2) charging a transporta- 
tion rate on the number of units of beer cases shipped when 
the rate specified was a charge on each 100 pounds. The 16 
counts, it was said, involved shipments of beer from Norristown 
to Alexandria, Va., and of bottles from Washington and Alex- 
andria to Norristown. 


Georgia Rate Complaint 


“The conspiracy of which the state of Georgia complains is 
a conspiracy the effects of which take place outside of and prior 
to the realm of functioning of the Interstate Commerce Com- 
mission,” says the state of Georgia in a reply, prepared on its 
behalf by Governor Arnall and the state attorney general and 
assistant attorneys general, to the “memorandum concerning 
certain relevant provisions of the interstate commerce act” filed 
in the Supreme Court of the United States by counsel for the 
Chesapeake & Ohio and the’ Nickel Plate, in the proceeding in 
which the state of Georgia is asking the Supreme Court to as- 
sume original jurisdiction over the state’s complaint alleging 
that the railroads named as defendants have engaged in a rate- 
fixing conspiracy in violation of the anti-trust laws and in exact- 
ing of unlawful rates of the state and its citizens (see Traffic 
World, Feb. 3, p. 265). 


The state referred to the C. & O. document as a “supple- 
mental brief” and asserted that the fact that this “brief” had 
been filed by the C. & O. had first come to the attention of the 
state on February 3, “purely fortuitously and by chance,” that 
no copy of the document had been served on the state of 
Georgia, and that the C. & O. had not notified the state that it 
+ ee leave of the court to file or that it had filed such 
a brief. 

Georgia said it believed that “the filing of such a document, 
without notice to or service on the parties, constitutes a failure 
to observe the orderly standards of procedure and professional 
decorum which should be expected of litigants in this court.” 


Cc. & O. Argument Called “Flimsy” 


“The manifest discourtesy and unfairness of this conduct 
on the part of the railroad,” the state asserted, “is of a piece 
with the flimsy character of the arguments advanced in the rail- 
road’s supplemental brief.” 

The state said examination of the text of the national decla- 
ration of policy set forth in the transportation act of 1940 and 
of sections 1(6) and 15(1) of the interstate commerce act, cited 
in the C. & O. memorandum, disclosed that “they do not support 
the verbal sophistry upon which the Chesapeake & Ohio Rail- 
way Co. has undertaken to base its argument. 

Continuing, it said, in part: 


The argument by the Chesapeake & Ohio is that a conspiracy by 
carriers in restraint of trade is a practice affecting rates, and hence 
falls within the Commission’s jurisdiction. . . . The unsoundness of this 
argument is obvious. It is simply one more manifestation of the desire 
of the defendant carriers to construe the state of Georgia’s case as a 
Tate litigation within the Commission’s jurisdiction, rather than what it 
Teally is, an original proceeding in this court, authorized by the Con- 
stitution itself, seeking the interposition of this court as a court of 
equity to prevent the continuance of un unlawful conspiracy in restraint 
of trade injuring the public economy of the state... . 

It is plain that a railroad ‘‘practice’’ within the meaning of the 
Provisions of the interstate commerce act to which the Chesapeake & 
Ohio refers is something quite different from the type of wrongful con- 
duct which constitutes the conspiracy of which the state of Georgia 
complains. . ., 

A “‘practice’’ within the meaning of the provisions of the interstate 
Commerce act referred to embraces elements which affect the amount 
of the service furnished by a carrier under a particular rate. The privi- 
lege of transit for milling, or of stopping cars for partial loading or 
unloading, are good illustrations of the meaning of this term. 

In any event it is clear that the Commission’s jurisdiction over im- 
Proper ‘‘practices’’ extends only to action by carriers which violates the 
interstate commerce act. Obviously it does not include action by car- 
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riers which violates the anti-trust laws or other prohibitions against 
restraint of trade. ... 

The controversy before this court is not a rate discrimination case 
falling within the Commission’s jurisdiction. The carrier’s belated ref- 
erence to ‘‘practices affecting rates’’ is merely a subsidiary ingredient 
of such a rate controversy, and since the greater includes the less, our 
previous demonstration that the case before this court is not a rate 
litigation is controlling, notwithstanding this last minute effort of the 
Chesapeake & Ohio Railway to grasp at a straw. 

The conspiracy of which the state of Georgia complains is a con- 
spiracy the effects of which take place outside of and prior to the realm 
of functioning of the Interstate Commerce Commission. The complaint 
charges that the conspirators deter and prevent individual railroads 
from initiating rates. A railroad is required to obtain the consent of its 
competitors before establishing a rate. Under the circumstances it is 
clear that the conspiracy becomes operative before there is anything 
before the Commission on which it may act. In many instances the 
success of the conspiracy will consist in the very fact that a carrier 
has been prevented from filing a new lower rate with the Commission. 
In such a case there is nothing which puts in play the Commission’s 
machinery. 

But that in such a case there has been a violation of the laws pro- 
hibiting restraint of trade is evident. Such-a violation is a matter over 
which the Commission has no jurisdiction and claims none. ... 

Injunctive relief, obtainable through exercise of the judicial power, 
affords the appropriate remedy, and the Constitution provides that this 
court is the appointed form wherein the state of Georgia may obtain 
that remedy. 


Referring to the declaration of policy in the transportation 
act of 1940, the state said that the conspiracy here assailed did 
not fall within the category of “unfair or destructive competi- 
tive practices” condemned by that declaration. 

“These words,” it said, “apply to ‘ruinous’ competition, and 
seek to mitigate the ferocity of the competitive struggle, rather 
than to intensify it... . It is astonishing, as well as absurd, to 
see them now relied upon as a prohibition against conspiracies 
to restrict competition. . . . The words obviously refer to prac- 
tices engaged in by individual carriers, rather than a wholesale 
conspiracy, such as is involved in this case.” 


Bituminous Coal to Va. 


The federal district court, eastern Virginia district, Rich- 
mond division, has dismissed the complaint in Ashland Coal & 
Ice Co., Inc., et al., vs. the Commission, et al., holding that 
the case was “not within the jurisdiction of our specially organ- 
ized three-judge district court,” and that even if it were con- 
ceded that the court had jurisdiction to set aside that part of 
the Commission’s order denying reparations, as to the past, 
for Ashland, et al., “we still think that on the merits, the com- 
plaint must be dismissed.” The court said it did not think that 
Ashland et al., had made a convincing showing that the order 
of the Commission denying reparations was invalid. 


In No. 27648, Ashland Coal & Ice Co., Inc., et al., vs. 
Atlantic Coast Line Railroad Co., et al., and 18 embraced cases, 
the Commission had concluded, among other things, that the 
rates assailed were not unreasonable in the past, and to points 
in the so-called $2.65 destination group, east of a described 
north and south line, were not then unreasonable (see Traffic 
World, Nov. 20, 1943, p. 1252). The rates involved had covered 
bituminous coal from mines in Virginia, West Virginia, and 
Kentucky, to the so-called $2.65 destination group. 


The instant suit in civil action No. 337, the court recited, 
was to set aside that part of the Commission’s order denying 
reparation to the coal companies for the past. It said that 
a part of the Commission’s order not attacked in the instant 
suit, had reduced freight rates on shipments of ‘coal to points 
in the western portion of the designated shipping area. It said 
that the railroads that had been made defendants in the pro- 
ceedings before the Commission had been permitted, by order 
of the district court, to intervene as parties defendant in the 
instant suit. 

With respect to the jurisdictional question, the court said: 

“Can a party who has sought reparation before the Com- 
mission and has been denied such reparation by the Commis- 
sion, bring a civil action (under the Urgent Deficiencies Act) in 
a specially organized three-judge district court for the purpose 
of setting aside the Commission’s order? Section 9 of the 
Interstate Commerce Act (49 U. S. C. A., Sec. 9), we think, 
as interpreted by the federal courts, is an effective bar to such 
a civil action.” 

Citing the opinion of Mr. Justice Sutherland in Standard 
Oil Co. vs. United States, 283 U. S. 235, 240-241, and also 
Rochester Telephone Corporation vs. United States, 307 U. S. 
125, Atlantic Lumber Corporation vs. Southern Pacific Co., 47 
F. Supp. 511, 513, Brady vs. Interstate Commerce Commission, 


. 43 F. (2d) 847, 850-851, and Brady vs. United States, 283 U. S. 


804, the court said: 
“We are not impressed by the attempt of the plaintiffs to 
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distinguish these cases and to minimize their authority. To 
us they seem controlling. 

“Nor can we find any merit in the contention of plaintiffs 
that this is not a suit to set aside an order of the Commission 
denying reparation. .. .” 

In its discussion of the merits of the case the court quoted 
Mr. Justice Cardoza, in Mississippi Valley Barge Co. vs. United 
States, 292 U. S. 282, 286, as saying: 


The settled rule is that the findings of the Commission may not be 
assailed upon appeal in the absence of the evidence upon which they 
were made. ... The findings in the report being thus accepted as 
true, there is left only the inquiry whether they give support to the 
conclusion. ... The judicial function is exhausted when there is found 
to be a rational basis for the conclusions approved by the administrative 
body. 


Continuing, the court said: 

“The scope of our review is thus very narrow. And we 
think that the findings of the Commission (though not as clear 
and as complete as the importance of the instant case would 
justify) do afford ample support and a rational basis for the 
— decision, which denied reparations to the plain- 
tiffs.” 

Saying that the Commission’s order denying reparations 
was supported by the Commission’s findings, the court added: 

“The process of rate making cannot be solved by the rigid 
application of algebraic formulae or reduced to the monoto- 
nous regularities of mechanical instrumentalities. .. .” 

Discussing the findings on which the denial of reparations 
was grounded by the Commission, the court quoted the Com- 
mission as saying: 


The assailed rate of $2.65 to the destination group as a whole com- 
pares favorably with rates from both the southern and northern fields 
to many destinations throughout the east and to the Carolinas. 


Certainly, continued the court, that was an important factor 
to be both valued and weighed. It said that the instant case 
was grounded heavily on a basis of cost and that the Com- 
mission indicated clearly that this element in rate making had 
been duly appraised and was “entitled to considerable weight” 
though not in itself alone conclusive. 

“Very dynamic and exceedingly influential,” said the court, 
“was the Commission’s finding that the instant rates had 
become unreasonable ‘as the result of changes so gradual that 
no date can be pointed out upon which they became unreason- 
able.’ It would have been extremely helpful had the Commis- 
sion been more specific as to the nature, the approximate dates 
and even the probable force, of these changes. Yet, standing 
alone and quite apart from any omissional imperfections, we 
must give it due consideration and proper heed.” 


SILVER-PLATED BEARINGS RATES 


Following the action of the rail respondents in I. and S. 
5297, Silver Plated Iron or Steel Bearings, in the filing of a 
petition for reconsideration by the entire Commission for re- 
consideration of the report of division 3 in that proceeding, the 
respondent motor carriers in the joined proceeding, I. & S. 
M-2418, Silver Plated Iron or Steel Bearings, have made the 
same request. 

In their petition, the motor carriers said they concurred in 
the position of the railroads (see Traffic World, Feb. 10, p. 
334), and that, for the reasons advanced in the rail petition, 
they were asking the entire Commission to reconsider the 
record, find the proposed schedules justified and vacate the 
suspension. 

The proceeding involved a rejection, by the division, of 
contentions of the rail and motor carriers that silver-plated 
bearings, primarily because of their high value as compared 
with ordinary bearings, should be accorded higher ratings than 
at present provided (see Traffic World, Jan. 13, p. 76). The 
disputed schedules were ordered cancelled by February 9, but 
the Commission has postponed the effective date of the order 
until April 20. 


MOLAND PURCHASE SUIT 

A three-judge statutory court sitting in the federal court 
for the western Wisconsin district has upheld the decision of 
the Commission in MC F-1813, Clarence Moland et al.—Pur- 
chase—J. W. Saunders and J. R. Welty, 39 M. C. C. 321, author- 
izing the purchase of operating rights between Duluth and Min- 
neapolis and St. Paul, Minn. 

The court observed that the proposed purchase had been 
denied by division 4 of the Commission, in a two to one decision, 
38 M. C. C. 625. Following that decision, it said, a hearing was 
held at which proof was offered as to the improved financial 
condition of Moland. This, said the court, was due in some part 
to the profits accruing to Moland by operating the Flambeau 
rights under a temporary authority. Before the examiner’s re- 
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port was made, it said, a petition was filed under the Commis. 
sion’s rule 102 (providing for the filing of petitions involvyj 

subject matter of desired relief not specifically covered by the 
Commission’s other rules of practice). On consideration, the 
entire Commission decided, with four commissioners dissentin 
that the proposed transfer was consistent with the public inter. 
est, the court said. (See Traffic World, Sept. 25, 1943, p. 705) 

The motor carriers seeking to have the order set aside 
protestants in the proceedings before the Commission, ¢op. 
tended, said the court, that the Commission had adopted the 
findings of division 4 and that, therefore, evidence was lacking 
to support the Commission’s conclusion. 

It was unfortunate, said the court, that the Commission hag 
not made specific findings on which it based its conclusions, byt 
added that it was not the court’s function to determine the mat. 
ter as though this was “a trial de novo.” The court said it had 
examined the evidence taken before the Commission and con. 
cluded that it was sufficiently substantial to support the findings, 
The only close question, it said, was whether the findings them. 
selves were adequate, adding that “we have concluded that they 
are, and that this action must therefore be dismissed.” 


“SPECIAL EQUIPMENT” QUESTION 


The Commission, on petition of the Regular Common Car. 
rier Conference of the American Trucking Associations, Inc, 
has permitted the conference to intervene in MC C-441, Ehriich 
Newmark Trucking Co., Inc. vs. Friedman’s Express, Inc. 

The proceeding involves a complaint filed with the Com. 
mission alleging that the transportation by Friedman’s of gar. 
ments on hangers in special equipment, between New York 
New Jersey, and Pennsylvania, since about September, 1944 
under a certificate granting authority to carry commodities, 
with exceptions, such exceptions including commodities requir. 
ing special equipment, is in violation of the certificate issued 
to the defendant and of the interstate commerce act. 

In its petition for leave to intervene, the conference said 
that the exceptions contained in the commodity description in 
the certificate as to the commodities that the carrier might not 
transport were similar to those contained in numerous cer- 
tificates. The conference and its members in all sections of the 
country had a decided interest in the interpretation by the 
Commission of the meaning to be afforded the exception “com. 
modities requiring special equipment,” the petitioner said. 


GORDONS TRANSPORTS MINIMUM RATE 


The Commission has entered an order in I. and S. M-2376, 
Restrictions in Rates Over Gordons Transports, Inc., denying 
the respondent’s petition for reconsideration and for postpone- 
ment of the effective date of the order of division 2 in that 
proceeding, requiring it to cancel schedules, on or before Feb- 
ruary 15, proposing a minimum restriction on southbound traf- 
fic. The Commission’s order denying the petition was dated 
February 12. 

Made public at the same time by the Commission was an 
order in the proceeding, dated February 13, by division 2, modi- 
fying its order to become effective February 19 instead of Feb- 
ruary 15. 

Division 2 had found unlawful a proposed minimum re- 
striction for application to southbound. traffic from points in 
western trunk-line, central, Illinois and trunk-line territories 
and the southwest to points in southern territory, and from and 
to points in southern territory, as being discriminatory against 
such southbound traffic. In its petition for reconsideration, Gor- 
dons Transports denied that the record could support such 4 
finding (see Traffic World, Feb. 10, p. 333). 


Regular-Irregular Route Connection 


Briefs have been filed on behalf of the purchasing carrier, 
and of Brooks Transportation Co., Inc., a protestant, in MC 
F-2600, C. W. Falwell, Jr.—Control; Falwell Fast Freight, Inc. 
—Purchase—W. B. Draper and Evans Line, Inc., involving an 
application by Falwell to purchase the operations of W. B. 
Draper, over irregular routes between Roanoke and Lynchburg, 
Va., and the rights of the Evans Line over regular routes be- 
tween Roanoke and Charleston, W. Va. 

Quoting from the record in the proceeding, the Falwell 
brief said the grounds of the protest were stated to be that “if 
it is a change of operation from irregular route to regular route, 
then I am protestant, and I will take the position that two 
regular routes cannot be tied together by an irregular route and 
still maintain its identity as such.” 

The Falwell brief said that Falwell operated a regular 
route between New York and Lynchburg and that it had tem 
porary authority to operate under the Draper rights, over I 
regular routes between Roanoke and Lynchburg, and temporary 
authority to operate under the Evans rights over regular routes 
between Roanoke and Charleston. 
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It said that the position of the protestants that such opera- 
tions could not be performed under the motor carrier act was 
not sound as a matter of law and principle. It said that both 
regular and irregular route carriers owed a duty to transport 
property and that, in the furtherance of that duty they should 
interchange traffic with each other. It said that, while the 
Commission could not order an interchange of traffic, it was 
in the public interest that traffic move freely between all points. 
Here, it said, it was providing through service between Charles- 
ton and New York by the use of a regular route carrier, an 
jrregular route carrier, and a regular route carrier. Such 
though service was definitely encouraged and sanctioned by the 
motor carrier act, it said. It added that the Commission had 
sanctioned exactly the kind of operation here proposed in 
George F. Alger Co.—Purchase—Kirk Transportation Co., 38 
M. C. C. 342, and quoted from that decision as follows: 


Applicants are not seeking enlargement of their respective operating 
rights by reason of the unification, and Alger Co. does not desire to 
perform any service not presently authorized to be performed by it 
and Kirk, singly or in combination. Our findings contemplate that the 
separate regular and irregular-route nature of the respective operations 
shall be maintained and that through service under a combination of 
such authorities may be rendered only by using as a gateway a point 
authorized to be served under each authority. 


Falwell contended that nothing was said in the Draper or 
Evans certificates about frequency of service, plan of opera- 
tion, kind of traffic, solicitation, terminal facilities, periodicity 
of service, fixed termini or of schedules. It said the authority 
granted in each certificate allowed them to do the same thing, 
except as to the routes over which they must operate. Both were 
allowed to operate daily scheduled service, it said, among other 
things, in rendering common carrier service, except as to 
routes over which to operate. The only difference between 
regular and irregular route common carriers was the route 
over which they were to operate, it said, and that, in law, both 
carriers were common carriers, neither being restricted in the 
kind of service they might render, as distinguished from the 
routes over which they might operate. The only limitation im- 
posed was as to routes and not as to service, it said, and that 
since there was a legal difference between “routes” and “serv- 
ice,” the word “route” could not be used in limiting the kind 
of service each carrier was required to render. 


Brooks said the proceeding presented five questions: 
Whether it was consistent to permit conversion of irregular 
routes into regular routes; whether it was consistent to au- 
thorize Falwell to acquire the Evans rights “under the facts 
and circumstances of this case, which indicate illegal control 
of Evans by Draper and inefficiency of operations of Evans by 
Falwell; whether it was consistent to approve an application 
under section 5 when the vendor (Evans) failed to present wit- 
nesses familiar with the operations who could be examined 
with respect to its business, cause of its failure, and the effect 
on competitors that changes in control might involve; whether 
it was consistent that a radial irregular route operator (Draper) 
be authorized to split his certificate; and whether it was con- 
sistent with the public interest that an apparent mistake in 
drafting a certificate (Draper) be confirmed and perpetuated 
through a sale. 


Brooks said the case might be distinguished from others 
wherein the joining of regular and irregular routes had been 
authorized in that: 


(a) It involves the purchase by a regular route carrier of a ‘‘bridge 
right” via irregular routes for the sole purpose of connecting two 
regular route operations, and no such purchase has ever been approved; 

(b) The irregular route rights sought to be acquired cannot possibly 
be operated by Falwell as an irregular route between Roanoke and 
Lynchburg, because there are no certificated rights to serve inter- 
mediate points and transportation between Roanoke and Lynchburg 
would be intrastate commerce, therefore the only possible operation 
would be as a ‘‘regular route’’ bridge for a regular route carrier; 


(c) The vendor, Draper, is under no necessity or desire to dis- 

continue operations nor does the application or record disclose any 

or circumstances where temporary authority could legally have 
been granted to Falwell to operator Draper, in the first instance; 

(d) The vendee has, under temporary authority, operated the Draper 
Lines several months and has stated...his intentions, and has given 
a full and complete demonstration of illegal operations and an illegal 
service by means of tariff publication; 

(3) The rights which Draper seeks to sell are physically intrastate 
and can only be legally interstate by reason of interchange for over- 
head transportation of interstate commerce, which is both originated 
and terminated by regular route carriers. 


CHICAGO STATIONS OPEN FEBRUARY 22 


The Chicago General Managers’ Association has notified 
shippers in the area that railroad freight stations will be open 
on February 22, Washington’s Birthday. 


Oil Field Carrier Certificates 


Six motor carriers, operating in the oil fields, have filed 
identical petitions with the Commission, asking the Commission 
to amend their certificates to include pipe line “stringing” and 
to waive rule 101 (e) of the Commission’s rules of practice, 
limiting the time for filing such petitions to 30 days after the 
date of service of a decision or order granting an application 
in whole or in part. 


Each petition asked the Commission to issue an order 
“nunc pro tunc” amending the petitioner’s certificate or cer- 
tificates (more than one petition was filed by two of the car- 
riers) to the extent set forth in an appendix attached to the 
petitions. In the alternative, the petitioners asked the Commis- 
sion to review the evidence in the respective proceedings as 
well as information now in the Commission’s own files “rela- 
tive to the instant subject matter,” and on reconsideration 
grant the relief. 


The appendix, setting forth the desired amendment to the 
certificates, read as follows: 


Machinery and parts thereof, materials, equipment, supplies and 
facilities used in, incidental to, or in connection with: 

(a) the discovery, development, production and preservation of 
natural gas and petroleum, and 

(b) the construction, operation, repair, servicing, dismantling and 
maintenance of lateral and gathering pipe lines, trunk lines, water, oil, 
gas, liquefied gas, disposal pipe lines, petroleum and petroleum products 
pipe lines, transmission, telephone and telegraph lines, restricted only 
to the stringing, repairing, or dismantling of main or trunk pipe lines 
(unless otherwise authorized specifically) the actual stringing, repairing 
or dismantling of which does not exceed twenty-five (25) miles on any 
one particular project, and 

(c) The construction, operation, repair, servicing, dismantling and 
maintenance of storage tanks including facilities for the storage of 
natural gas, gasoline, liquefied petroleum gases, petroleum and petro- 
leum products, and 

(d) the construction, operation, repair, servicing, dismantling and 
maintenance of plants and facilities for refining, recycling, processing 
or repressuring of gasoline, natural gas and petroleum. 


This authority the petitioners asked to be issued in place 
of the authority now granted in outstanding certificates reading: 


Machinery, materials, supplies and equipment incidental to or used 
in the construction, development, operation and maintenance of facili- 
ties for the discovery, development or production of natural gas or 
petroleum. 


Each of the petitioners argued that he was not permitted, 
under informal rulings of the Commission, “to string or take 
up gathering and lateral pipe lines, operate to and from re- 
fineries, tank farms, gasoline plants, storage plants of petroleum 
and petroleum products.” They said they did not contend they 
were entitled to string, dismantle, or repair main or trunk pipe 
lines when one project exceeded 25 miles in length and said 
they readily admitted that long, large diameter crosscountry 
pipe line projects entailed the use of additional facilities and 
specialized personnel not ordinarily furnished except by pipe 
line stringers. 

However, they said, they were required to, and always had, 
strung gathering systems, lateral systems, water lines, salt 
water disposal lines and other pipe lines of similar nature as 
well as short segments of main line under their oil field author- 
ity. To be confined strictly to the production end of the petro- 
leum business, in so far as transportation by motor vehicle was 
concerned, would have a “catastrophic result,” they said, not 


only to themselves, but to the oil industry generally. 

The informal rulings of the Commission to which the 
petitioners referred to were identified as those of H. M. Roberts, 
chief of the Commission’s Section of Certificates, C-532, of 
February 27, 1943, and O-576, of August 25, 1941, and a letter 
written by W. Y. Blanning, director of the Commission’s Bureau 
of Motor Carriers, dated November 15, 1943, reference O-550- 
274441 (see Traffic World, Dec. 4, 1943, p. 1386). In that letter, 
Mr. Blanning said that the Commission did not construe the 
authority of the so-called oil-field carrier to include pipe line 
stringing work on the part of a motor carrier holding authority 
only to transport oil field equipment, machinery, material, and 
supplies incidental to the construction, development, operation 
and maintenance of facilities for the discovery, development, 
and production of natural gas and petroleum. 

The petitioners said that the questions involved arose ‘quite 
some time” after the certificates were issued, and that it was 
apparent that they, the industry, district supervisors, as well as 
district directors, and in many instances, the examiners, had 
always construed the customary oil field phraseology to include 
transportation of each and every phase in connection with the 
transportation need for the oil industry generally. They said 
it was only of recent date that the phraseology used by the 
Commission in the granting clauses of their certificates had been 
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construed as “not all inclusive, as to the transportation services 
being rendered to the oil and gas industry. ...’ 


The petitions were filed by the following carriers: 


MC 19564, L. C. Jones Common Garrier Application; MC 
19564, Sub. 2, Same, Extension; MC 19564, Sub. 8, Same, Ex- 
tension; MC 103066, Sub. 1, Spicers, Inc., Extension; MC 103066, 
Sub. 2, Same, Extension; MC 14743, Sub. 1, E. L. Powell, et al. 
Extension; MC 59823, Sub. 3, E. L. Hickerson, et al., Extension; 
MC 94916, W. M. Coplin, et al., Common Carrier Application; 


and MC 68100, D. P. Bonham et al., Common Carrier Applica- 
tion. 





Freedom of the Air 


Chairman Pogue, of the Civil Aeronautics Board, speaking 
to a meeting of the Council on World Affairs at Kansas City, 
Mo., February 10, said that the international air conference at 
Chicago had given the key “with which the world can open the 
door to freedom,” and called on his hearers to support what he 
called the three great achievements for aviation of the Chicago 
conference: the world organization, the transit agreement, and 
the air transport agreement (see Traffic World, Dec. 9, 1944, 
p. 1499). 


After a review of the work of the Chicago conference, Mr. 
Pogue said he was not one of those who felt sad because all of 
the problems had not been settled. He said that “the failure 
to decide them erroneously was a much greater success than 
would have been agreement on any unsound basis.” He said 
that, as the world was becoming really air-minded, and now 
that international air transportation held such promise of de- 
veloping rich trade and travel routes, any “dog-in-the-manger” 
attitude with respect to the reservation of air space that might 
have existed ten years ago seemed to have disappeared. He 
observed that, when it had become clear at the Chicago con- 
ference that agreement on economic regulatory controls could 
not be reached, the United States, in line with the “very marked 
desire on the part of smaller nations of the world to secure 
adequate service, and a distinct lack of interest on their part 
in rigid economic controls over this service,” had proposed to 
the conference the transport agreement. 


“In the case of the sea,” said Mr. Pogue, “history proved 
the folly of the attempts of some nations, powerful though they 
were at the time, to get and keep possession of the water high- 
ways of the world. Time tests all men and their schemes. Only 
sound principles endure.” 


So it was, he continued, that over a substantial period of 
time the principle of the freedom of the seas became well estab- 
lished. After touching on the freedom of the seas and ports 
to ships, subject only to the customs, immigration, public health 
and other regulations applying generally, Mr. Pogue continued: 


Is the air space above the sea equally free? All admit that it is. 
Why then are not airports adjacent to the oceans open to the service 
of international air transportation as ports of call are to shipping? 
There seems to be no good answer. There never has been. You then 
ask, ‘‘Is history to repeat itself? Are we to go through the bloody 
business of opening up the air to international air services as our 
ancestors did for the sea? Can we not learn a lesson from history? 
Can we not here, with a few strokes of the pen, save centuries of strug- 
gle?’’ The Chicago conference said we can. 


Like the sea, said Mr. Pogue, the air started as ‘a closed 
sky, blind to history’s lessons.” For 25 years, he said, it fretted 
under restrictions and barriers, adding that “the Chicago con- 
ference gave the key with which the world can open the door 
to freedom.” 


“America was opened up by men seeking freedom and on 
open opportunity in a fair field,” said Mr. Pogue. “We are 
the sons and daughters of those men. As we open up the air, 
let us emulate their illustrious example.” 


Mr. Pogue said that, up to January 31, the agreement for 
the creation of a world-wide aviation organization had been 
signed by 39 of the 54 nations represented at Chicago; that the 
international air services transit agreement, embodying ‘“free- 
dom” to fly in transit through the air space of the signing 
nations and to make non-traffic stops in order to take on gaso- 
line and oil, to make repairs, to take refuge from story or to 
meet an emergency, had been signed by 32 of the 54 nations; 
and that the international air transport agreement, involving 
the right of commercial air transit and of non-traffic stops and 
including the right to conduct international ariline service on 
any route constituting a reasonably direct line out from and 
back to the homeland and to discharge and take on passengers, 
mail and cargo in any of the conrtacting states over whose 
territory such route passes, had been signed by 21 of the 54 
nations. 








TRAFFIC WORLD 





Air Transportation 





Post-War Air Freight Outlook 


Harllee Branch, member of the Civil Aeronautics Board; ip 
an address the night of February 13 at the annual dinner meet. 
ing of the Atlanta (Ga.) Freight Bureau, said he anticipated 
that air transportation, “in building a new industry and sus- 
taining a large volume of aircraft manufacturing,” would add 
more freight to the railroads, trucks and water carriers than 
was diverted from them. 

He said no one could speak with authority as to the pro. 
spective volume of air cargo, and that studies of what commodj- 
ties might seem to offer a favorable market for air transport 
had been based largely on an analysis of the relation of the 
value of the commodity to its weight and were not capable of 
giving definitive answers. 


“They only indicate a potential which may never be real. 
ized because marketing procedures, buying practices, the lower 
cost of competing forms of transportation, or a dozen other 
factors enter the picture,” he said. “Goods of high value and 
of low weight or small size may be the starting point of the 
analysis. Goods which are perishable—style goods or perish- 
able produce, such as sun-ripened fruits and vegetables, that 
have a higher value to the consumer in consequence of air 
transportation—appear to offer the first markets. In short, a 
substantial spread between origin cost and destination value, 
with that value enhanced by rapid delivery, is the character. 
istic which best identifies potential air cargo.” 

Mr. Branch said that so far there had been no complaint 
that the rates for air transportation favored one section of the 
country over another. This was particularly important, said he, 
because the airlines were planning extensive post-war passenger 
and freight transportation services. 


Air Mail Revenues 


“One of the most satisfying accomplishments of the air 
transport industry has been its progress toward financial self- 
sufficiency,” said he, adding 


In 1938, the domestic carriers derived about 37 per cent of their 
revenues from mail payments. For the year ending June 30, 1944, 
only 21 per cent of their revenues came from mail payments. In 1938 
the international carriers received about 52 per cent of their revenues 
from rrail puyments, but for the year ending June 30, 1944, only 21 
per cent of revenues eame from mail payments, and about half of this 
amount was payment for the carriage of foreign mails. Insofar as 
direct costs are involved, the domestic carriers since 1940 and the 
international carriers since 1941 have received less for the carriage 
of air mail than the Post Office Department has received in air mail 
revenues. For the fiscal year 1943 the Post Office Department’s reve- 
nue from domestic air mail was approximately $63,000,000 and the 
payments to the domestic carriers about $23,000,000. In the same year 
the Post Office Department’s revenue from international air mail serv- 
ice was about $16.000.000 and the payments to the international air 
carriers about $5,000,000. Estimates for the fiscal year 1944 anticipate 
an even larger excess of air mail revenues over payments to air car- 
riers. The excess of revenues over payments is estimated at more 
than $71,000,000 for the domestic carriers and at about $14,000,000 for 
the international carriers. Indeed, the excess of revenues from air 
mail postage over the mail payments to carriers during the fiscal year 
1943 and 1944 was more than sufficient to offset the excess of all pay- 
ments to the carriers from the beginning of the transportation of 
air mail by the airlines. 


Cargo Experience 


He referred to the development of air cargo transportation 
by the armed services and made the point the airlines would 
have the benefit of that experience. As to cargo transporta- 
tion by air he said, in part 


A new and relatively unexplored area for air transportation is the 
cargo or freight field. Thus far, the commercial air carriers have 
not made an impressive showing in the carriage of cargo. In 1938 
the domestic air carriers reported 2,182,000 ton miles for their express 
service and 16,629,000 ton miles in 1943, more than a seven-fold increase 
in five years. But even in 1943 the ton miles of cargo carried by the 
airlines was only two-hundredths of one per cent of that handled by 
the railroads. In no year have the ton miles of cargo carried by aif 
approached the volume of air mail. In 1938 the airlines averaged 8 
pound miles of cargo per revenue plane mile flown and in 1943, 297 
pound miles per revenue plane mile flown. 

The most serious obstacle limiting performance of the airlines in 
the cargo field has been, and still is, the relatively high cost of air 
transportation. From 1938 through 1942 the industry average for oP 
erating expenses ranged from 63 to 73 cents per plane mile. Costs 
have, of course, been higher during the war. Other factors which 
have tended to retard the development of air cargo are the general 
excellence of surface transportation, the lack of low cost cargo planes, 
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the attractions of the passenger market for the airlines, and the fail- 
ure of the airlines to vigorously solicit air cargo. An optimistic view 
of the potential air cargo traffic is leading to a very active interest 
in the development of suitable cargo aircraft. 

The present stature of air cargo transportation only foreshadows 
its future development. Until a few months ago, cargo was handled 
on regular mail and passenger flights as an express business. Some 
of the airlines are now experimenting with all-cargo flights. Although 
it might be expected that virtually all air cargo would consist of 
small packaged shipments, the fact is that a very substantial propor- 
tion of the airlines’ cargo earnings have come from the handling of 


large and heavy machine parts that are urgently required to prevent 
plant shutdowns. ** * 


Type of Cargo Aircraft 


It is not possible at this time to be very specific in de- 
scribing the types of aircraft that will carry air freight after the 
war. The largest plane yet put in service—the Martin Mars—a flying 
boat with a gross weight of 140,000 pounds, has been widely employed 
py the navy in overseas service. A few weeks ago I went through 
the new Boeing C-97, the cargo counterpart of the Superfortress, which 
had crossed the country from Seattle to Washington—a distance of 
about 2,400 miles—in just over six hours. It flew at an altitude of 
30,000 feet and average 383 miles an hour. The C-97 has a gross weight 
of 130,000 pounds and carries a pay load of 42,000 pounds. It will carry 
134 troops or 83 litter patients. It has two cargo compartments. The 
jong upper compartment is equipped with an overhead trolley arrange- 
ment which permits the hositing of heavy cargo from a truck and 
its movement directly to any point in the interior of the ship. This 
compartment is equipped with ramps up which trucks can move into 
the interior of the ship. 


Rates 


Until recently substantially all of the cargo carried by the do- 
mestic air carriers moved under the tariffs of the Railway Express 
Agency. These tariffs quote air express rates on all acceptable com- 
modities between all certificated air points in the United States and 
between nearby noncertificated points. The rates inc'ude collection 
and delivery services within the commercial zones of the cities to 
which the rates are quoted. The present tariff charges—0.35 of a 
mill per pound mile—are equivalent to 70 cents per ton mile, but prior 
to July 15, 1943, the rates were 0.4 mill per pound mile or 80 cents 
per ton mile. 

Our largest carrier of international express has a two-part rate: 
a weight factor plus a valuation factor. Between points in the United 
States end Latin America the present level of express rates ranges 
from 48 cents to $2.15 per ton mile, approximating 68 cents per ton 
mile on shipments averaging 40 pounds and valued at $50. Recently 
this carrier announced reductions of 5 to 15 per cent in its ‘‘valuation 
factor’’ charges. 

The first air freight tariff—as distinguished from express tariffs 
—was filed a few weeks ago by one of our domestic carriers. The 
classification lists some 300 commodities divided into four classes. 
The class rates range from 31.5 cents to 65.1 cents per ton mile, averag- 
ing about 45.8 cents, a very substantial reduction in comparison with 
the express rates previously in effect. In addition, this carrier has 
established a series of commodity rates. Those on fresh fruits and 
vegetables average 26.6 cents per ton mile and newspapers are given 
a rate averaging 36.5 cents per ton mile. These rates include collec- 
tion and delivery services. 

Several domestic carriers are experimenting with lower cargo 
rates on particular commodities, granting reductions averaging 30 to 
30 per cent. Some of the commodities benefitting by such specitic 
commodity rates are fish, shell fish, fruits, vegetables, cut flowers, 
newspapers, magazines, gold bullion, etc. Similar special commodity 
rates have been quoted for international operations. * * * 


Air Freight Service 


The first airline to inaugurate a strictly air freight service has 
now had several months of experience in soliciting new cargo. As the 
available capacity is limited the airline has not sought to penetrate 
existing markets but has concentrated on the development of new 
traffic, emphasizing new markets, new products and new merchan- 
dising methods. Spinach, without sand or stems, has been flown from 
California to Cincinnati and Detroit in plane-load lots and has found 
a ready market, as has cauliflower, stripped of its heavy stems and 
leaves, and peas, shelled and boxed. Fresh mission figs, vine-ripened 
tomatoes, pineapple, guavas, dates, fish fillets, strawberries, hatching 
eggs—these are among the commodities that have been successfully 
handled by air. In the manufactured field, style goods, dresses and 
other such commodities, have found air transportation well worth the 
cost, * * * 

The pre-war experience of the carriers with DC-3 equipment would 
indicate ton-mile costs for conventional passenger-mail-cargo services 
of approximately 43 cents assuming a 65 per cent load factor. Such 
Studies as we have indicate that the larger planes, such as the DC-4, 
the DC-6 and the Constellation, will operate at about the same cost 
per ton mile, assuming a pay load of 65 per cent. These figures 
would be somewhat reduced for an all-cargo operation. In a study of 
early postwar air transportation the Curtiss-Wright Corporation esti- 
Mates that a small trunk-line carrier operating with all-cargo planes 


rod be able to carry cargo at rates approximating 17.41 cents per 
on mile, : 


1944 EXPRESS RECORD _ 


_ The Railway Express Agency handled a total of 200,000,000 
shipments in 1944, not 200,000, as erroneously reported at p. 340 
of the Traffic World, February 10. 


Air Certificate Applications 


Applications for airline pees a omg authority filed with 


the Civil Aeronautics Board include those of a Chicago depart- 
ment store seeking non-scheduled operation between that city, 
nearby Illinois, Indiana, and Wisconsin points, and New York 
City, and a western motor vehicle common carrier of freight 
that desires to augment its trucking operations by providing a 
fast air-freight service between Seattle, Wash., and El Paso, 
Tex. Details of the applications follow: 


No. 1746, Maryland Airlines, Inc., Easton, Md., non-scheduled air 
transportation of persons and property from Easton and return. to 
Easton via: (1) Annapolis, Md., and Washington, D. C.; (2) Chester- 
town and Baltimore, Md.; (3) Chestertown, Md., and Wilmington, Del.; 
(4) Salisbury and Ocean City, Md.; and (5) via Rehobeth Beach, Del. 

No. 1748, Mandel Bros, Inc., Chicago, Ill., non-scheduled air trans- 
portation of persons and property between: (1) Chicago and Milwaukee, 
Wis., with pick-up and discharge in Waukegan, Ill., and Kenosha’ and 
Racine, Wis.; (2) Chicago and Elkhorn, Wis., with pick-up and dis- 
charge in Barrington, Crystal Lake, Woodstock, and Harvard, Ill., and 
Lake Geneva, Wis.; (3) Chicago and Rockford, Ill., with pick-up and 
discharge in Aurora, Geneva, St. Charles, Elgin, and Belvidere, IIL; 
(4) Chicago and LaSalle, Ill., with pick-up and discharge in Joliet, Mor- 
ris and Ottawa, Ill.; (5) Chicago and Watseka, Ill., with pick-up and 
discharge in Chicago Heights and Kankakee, Ill.; (6) Chicago and Elk- 
hart, Ind., with pick-up and discharge in Gary, Michigan City, and 
South Bend, Ind.; and (7) Chicago and New York, N. Y. The applicant 
said it proposed to operate conventional types of aircraft or helicopters 
or other similar equipment. 


No. 1749, United Air Lines, Inc., scheduled air transportation of 


“ persons, property, and mail, between the terminal points of Cleveland, 


O., and’'Omaha, Neb., via Indianapolis, Ind., and St. Louis, Mo., or, in 
the alternate, extension of its route No. 1 from the intermediate point, 


Cleveland, to the intermediate point, Omaha, via Indianapolis and St. 
Louis. 


No. 1750, System Freight Service, Los Angeles, Calif., scheduled air 
transportation of property and mail between the terminal points of 
El Paso, Tex., and Seattle, Wash., via the intermediate points of Tucson, 
Phoenix, and Yuma, Ariz., San Diego, Los Angeles, Fresno, Sacramento, 
and San Francisco, Calif., Medford, Roseburg, and Portland, Ore., and 
Vancouver and Tacoma, Wash. The applicant said that under a certifi- 
cate granted by the Interstate Commerce Commission in MC 59074, it 
operated as a motor vehicle common carrier of property between El 
Paso and Seattle via 861 intermediate points, and that it proposed to 
augment its service by utilizing its personnel, facilities and equipment 
so as to render a complete door-to-door service under one management. 
It said it had received requests for faster service than was now avail- 


able, and was convinced that there was a present public need for such 
service. 


ALASKAN AVIATION INQUIRY 


An investigation of air services now operating in Alaska 
has been ordered by the Civil Aeronautics Board in No. 1747, 
In the Matter of the Investigation of Classification of Air Serv- 
ices in Alaska. 

The board said that Alaskan air transportation conditions 
had changed materially;. that many persons had undertaken 
for-hire transportation by air of passengers and freight in that 
territory without authorization from the board; and that, from 
information presently available, the board could not ascertain 
to what extent failure of existing air carriers to comply with 
their certificates, or inauguration of unauthorized operations 
by others, might have been attributable to wartime conditions 
or to changes in the requirements of public convenience and 
necessity. 

The board pointed out that as a result of hearings in a 
previous investigation certificates and an implementing regula- 
tion had been issued under which the public could receive air 
transportation between any Alaskan points. It said that pres- 
ently available information indicated that it might be feasible 
to establish classifications of the operations performed by 
Alaskan air carriers, and to differentiate between such classi- 
fications in the degree of economic and safety regulation re- 


quired to protect the public interest and assure sound develop- 
ment. 


Air Transport to Orient 


Hearings on applications for certificates to perform air 
transportation service to the Orient via north Pacific and cen- 
tral Pacific areas, to Australia, and between the United States 
and Alaska, were begun before examiners of the Civil Aero- 
nautics Board on February 13. The proceedings, “No. 547 et 
al.,” involved applications of Alaska Airlines, Inc., Hawaiian 
Airlines, Ltd., Northwest Airlines, Inc., Pan American Airways, 
Inc., Pennsylvania Central Airlines Corporation, Prairie Air- 
ways, Inc., Transcontinental & Western Air, Inc., U. N. Air- 
ships, Inc., United Air Lines, Inc., and Olson Steamship and 
Navigation Corporation. 

James C. Buckley, principal economist, department of port 
development, in charge of planning division, Port of New York 
Authority, one of the first witnesses called, asked the board to 








414 


consider effect on the over-all development of U. S. flag air 
service to Alaska and East Asia of the failure to establish, along 
with other routes, a direct connection between those areas and 
the eastern seaboard at the port of New York. Referring to 
certain lines the starting terminals of “which would be in the 
interior of the United States, he described the possibility of 
inconveniences resulting from customs, immigration, and plant 
quarantine inspections at these points as compared with the 
same services on the seaboard. 

John W. Moore, of the Port of New York Authority, pre- 
sented charts showing estimated future traffic potentials. He 
testified it had been estimated there would be 103 passengers, 
a million dollars of trade with Australia and great reductions 
in traveling time between the United States and oriental coun- 
tries. 

On redirect questioning by Wilbur LaRoe, Jr., attorney for 
the port authority, Mr. Moore said the average value of com- 
modities worth more than $3, that would be susceptible to trans- 
portation by air, would be around $7. 

Representative Michael J. Mansfield, of Montana, appear- 
ing on behalf of the Great Falls, Mont., Chamber of Commerce, 
related the advantages of Great Falls as a starting point for 
airborne trade with Alaska, Siberia, and the Orient, adding 
that the Great Falls-Alaska route was the one “universally 
used by the War Department.” 

Other witnesses were Glen B. Eastburn, for the Los An- 
geles, Calif., Chamber of Commerce; John W. Clark, for the 
city of Fairbanks, Alaska; W. A. Bates, managing director, 
Miners & Merchants Bank of Ketchikan and the First Bank of 
Sitka, Alaska; Cecil Jones, for the Anchorage, Alaska, Chamber 
of Commerce; Donald H. Goodman, vice president in charge of 
operations, T. N. Law, president, and E. P. Odenwalder, secre- 
tary, Alaska Airlines, Inc.; John A. Herlihy, vice president in 
charge of operations, United Airlines; and L. F. Hampel, United 
Airlines. 


FEDERAL TRANSPORTATION TAXES 

Collections of federal tax on the amounts paid for trans- 
portation of property amounted to almost $300,000,000 in the 
period between December 1, 1942, effective date of the tax, and 
June 30, 1944, according to the annual report of the Commis- 
sioner of Internal Revenue for the fiscal year ended June 30, 
1944. Such collections in the fiscal year amounted to $215,- 
487,852, the report said, and from December 1, 1942, to June 
30, 1943, the collections were $82,556,148. 

Tax collections on the amount paid for the transportation 
of persons, and seating and sleeping accommodations furnished 
in connection therewith, amounted to $153,682,608 in the fiscal 
year closed last June 30, compared with $87,131,734 for the 
preceding year, said the report. 

On transportation of oil by pipe line, the collections of tax 
in the fiscal year amounted to $15,850,857, compared with $13,- 
672,087 for the preceding year, said the report, and the collec- 
tions of tax on the use of motor vehicles amounted to $134,- 
325,538, and $351,663 on the use of boats, compared with $146,- 
289,284 on the use of motor vehicles and $377,917 on the use 
of boats for the preceding year. 

Collections of employers’ tax and employes’ tax under 
chapter 9, subchapter B, of the internal revenue code (employ- 
ment by carriers) aggregated $264,997,305, as compared with 
$211,103,522 for the previous year, an increase of $53,893,783, 
said the report. 

The federal tax on gasoline yielded $271,216,501.79 for the 
fiscal year ended June 30, 1944, as against $288,785,826 for the 
preceding fiscal year. 


OVERCHARGES ON U. S. FREIGHT 

Comptroller General Warren, in testimony before a sub- 
committee of the House appropriations committee considering, 
among other things, an estimate of funds required by the General 
Accounting Office for the fiscal year ending June 30, 1946, said 
that “the freight bill for the army alone in the last fiscal year 
was over $1,000,000,000 and the overcharges are running around 
25 to 30 million dollars a year, which we are collecting back.” 

He said that no audit was made of passenger and freight 
transportation charges (billed to federal government depart- 
ments and agencies) except by the General Accounting Office. 


TRUCK PRODUCTION DATA 

The automotive division of the War Production Board in 

its monthly statement on truck production showed that total 
production of trucks in 1944 was 743,750 of which 119,081 were 
civilian and 624,669 military trucks. The total production in 
December, 1944, was 71,030, made up of 16,001 civilian and 
55,029 military trucks. Of the total production in 1944, light 
military trucks totaled 247,113; medium civilian trucks totaled 
87,990; medium military trucks totaled 87,380; heavy civilian 
trucks totaled 31,091, and heavy military trucks totaled 290,176. 
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Proposed Legislation 


The Senate interstate commerce committee, February 13 
ordered favorably reported S. 46, a bill to amend the locomotive 
inspection act of February 17, 1911, to provide for the appoint. 
ment of five additional inspectors and to provide for adjust. 
ments in salaries; and S. 47, the bill amending the interstate 
commerce act. The latter measure, a revision of S. 1473 as 
passed by the Senate at the last session of Congress, amends 
paragraph 2 of section 3, paragraph 5 of section 16, paragraph 
6 of section 20, subparagraph c of paragraph 7 of section 20 
subsection a of section 221 and subsection a of section 315. 
Provisions of S. 1473, as passed by the Senate, were set forth 
in The Traffic World of July 1, 1944, p. 48. That bill contained 
section 6 designed to give the Commission the same authority 
with respect to the service, equipment, and facilities of water 
carriers aS it possesses with respect to other carriers under sec. 
tion 1(15), (16) and (17) of part I of the act. Objection to this 
part of S. 1473 resulted in it being omitted from S. 47. The 
amendments proposed in S. 47 are desired by the Comm’ssion 
in the interest of improving procedure, accord:ng to the ex. 
planation made in support of the amendments. The Senate 
committee made only one change in S. 47 as introduced. The 
amendment to paragraph 2, section 3, relating to express cuin- 
panies, was made effective June 1, 1945, in the bill as intro. 
duced. The committee changed the effective date of this part 
of the bill to six months after the approval of the act. 

Senator McCarran, of Nevada, has introduced S. 492, a 
bill to amend the law relating to larceny in interstate or foreign 
commerce. Referred to the Senate judiciary committee, the bill 
would amend the act of January 21, 1933 (47 Stat. 773, 18 
U. S. C. 409 to 411), applying to thefts from railroad cars, etc, 
to make the act apply also to larcenies in bus and airport ter- 
minals and airplanes in flight. 

Representative Hoch, of Pennsylvania, has introduced H. R. 
2142, a bill to amend the federal-aid highway act of 1944 to 
authorize the construction of a national system of foot trails, 
not to exceed 10,000 miles in length, to be devoted selely for 
foot travel and camping. 

Representative Norrell, of Arkansas, has introduced H. R. 
2151, a bill to repeal the act establishing daylight saving time. 

Representative Burgin, of North Carolina, has introduced 
H. R. 2175, a bill to exclude certain publicly controlled carriers 
from the definition of “employer” in the railroad retirement act 
of 1937, the railroad unemployment insurance act, and section 
1532(a) of the internal revenue code. 

Representative Whittington, of Mississippi, has introduced 
H. R. 2177, to provide for financial control of government cor- 
porations, including the Inland Waterways Corporation, the 
Warrior River Terminal Co., and the Inter-American Naviga- 
tion Corporation. The bill is a companion bill to S. 469, intro- 
duced by Senator Byrd, of Virginia (see Traffic World, Feb. 
10, p. 342). 

Representative Herter, of Massachusetts, has introduced 
H. R. 2180, to provide federal government a‘d for the readjust- 
ment in civilian life of merchant marine veterans of World 
War I and World War II. 

Senator Murray, of Montana, has reintroduced the Mis- 
souri Valley Authority bill introduced by him in the 78th Con- 
gress. 

1. C. C. Appropriation 


The initials of R. A. Lacey, director of the Bureau of 
Valuation of the Commission were incorrectly stated as E. F. 
in The Traffic World, Feb. 10, p. 355. 

The House has passed and sent to the Senate H. R. 1984, 
the independent offices appropriation bill for the fiscal year 
ending June 30, 1946, providing money for various government 
agencies, including $7,890,529 for the Commission (see Traffic 
World, Feb. 10). The item for the Commission was approved 
without debate or discussion in the House. 


Stolen Motor Vehicles or Aircraft 


The Senate has passed and sent to the House S. 374, amend- 
ing the national motor vehicle theft act to punish the trans- 
portation of stolen aircraft in interstate or foreign commerce 
as well as transportation of stolen motor vehicles. 


Air Commerce Regulation 


Chairman Lea, of the House committee on interstate and 
foreign commerce, has submitted to the House a letter’ Chair- 
man Pogue, of the Civil Aeronautics Board, sent to Frederick 
G. Hamley, general solicitor of the Nat‘onal Assoc‘ation of Rail- 
road and Utilities Commissioners, setting forth the objections 
of the air board to the association’s proposed uniform state air 
commerce bill. 

“There is a proper field for the states by legislation and 
administration to cooperate with the federal government in the 
regulation of air navigation,” said Mr. Lea. “The prospect, how- 
ever, of 48 states attempting by legislation and regulations to 
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cover the broad field of aviation must be looked upon with 
apprehension by all true friends of air commerce. A multiplicity 
ot regulations, confi.cting laws, and inconsistent regulations will 
almost inev.tably follow a widespread scale of state legislation. 
However well intended may be the aggressive effort to secure 
state leg:slation of air navigation in the alleged interest of our 
commerce, it carries the probabilities of many varied and great 
hand.caps to the progress of aviation. All such efforts should 
be measured by the probable results that would follow as the 
result of such proposed legislation.” 

Chairman Pogue said the board was of the opinion that no 
urgent necessity existed for the proposed economic regulation 
of air commerce by the states. Air transportation had been, and 
was, essentially interstate in character, said he, and it was the 
poard’s belief that it would continue to be predominantly inter- 
state for some years. Air transportation was still in its develop- 
ment stage, and no public interest would suffer from postponing 
the inauguration of state economic regulation, said he. On the 
contrary, the development of air transportation “could be seri- 
mei prejudiced by the regulatory program you propose,” he 
said. 

Government Ship Sale Bill 


Chairman Bland, of the House committee on merchant ma- 
rine and fisheries, announced that hearings on H. R. 1425, the 
Bland bill prescribing procedures for postwar disposal of "gov- 
ernment-owned merchant ships, would begin March 1 instead 
of February 15, the hearing date previously announced. He 
said that request for further postponement of the hearings 
would not be considered. 


Pan American Highway System 


Senator Connally, of Texas, for himself and Senator An- 
drews, of Florida, has introduced S. Res. 74, authorizing and 
directing the Senate committee on foreign relations to study 
questions relating to proposed connection of the highway sys- 
tems of the United States, Puerto Rico and the Panama Canal 
Zone with existing or propesed highways of other American 
republics by means of oceangoing ferries, and to report its find- 
a oe to the Senate on or before Decem- 

r 31, ’ 


Under terms of the resolution, the study would include 
the following: 


(1) Development of a comprehensive plan, including location of road 
and ferry routes and termini needful or desirable to effectuate an over- 
all, connected, inter-American highway system; (2) the respective views 
of the interested governments with regard to such a plan, and the ex- 
tent to which of such governments would cooperate in its execution and 
operation; (3) estimates of the cost of surveys, construction, mainte- 
nance and operation of roads, ferries, and ferry termini, and estimates 
of revenues reasonably to be anticipated from operation of the ferries 
proposed; (4) design, construction, financing, ownership, control and 
operation of ferries and ferry termini; (5) contributions of the plan to 
the peace and security of the western hemisphere, the growth of amity 
between the American republics, and development of hemispherical soli- 
darity; (6) benefits that would accrue to trade and industry from the 
-ooel and (7) cultural and educational benefits reasonably to be antici- 

ed. 


Rivers and Harbors Bill 


Speedy enactment of S. 35, the rivers and harbors bill 

passed by the Senate, was advocated by the House rivers and 
harbors committee in its printed report on the bill, issued sev- 
eral days after it had ordered the bill reported (see Traffic 
World, Feb. 10). 
_ “It is very important that the pending bill, relieved of 
items and provisions of dispute and prolonged debate, should 
enjoy a speedy passage through the House,” it said, “in order 
that the army engineers may proceed with their accustomed 
task of preparing detailed plans and specifications and blue- 
prints for those projects to be constructed after the termina- 
tion of the war with the view of having projects advertised 
for letting, and otherwise proceeded with, as rapidly as the 
termination of hostilities will admit.” 

_ The committee added that the House appropriations com- 
mittee’s subcommittee on War Department civil functions was 
now considering appropriations for river and harbor works 
and that Chairman Snyder of that subcommittee had advised 
that “prompt and favorable action” on the bill, authorizing 
such appropriations, would be necessary so as to make available 
the money required for those projects in the bill that were 
recommended for immediate execution necessary in the war 
effort. The report included the following: 


Ten projects in the bill, involving an expenditure of $13,259,600, 
are recommended by the army or naval authorities as being urgent in 
the war. Twelve other projects in the bill were considered of such 
urgency that they have already been completed out of the war funds 
appropriated for the army or the navy. Some of these projects are now 
n need of repairs, and the President has recommended that they be 
approved by Congress in order to be eligible for maintenance expendi- 
tures. Projects in the bill other than those necessary in the war effort 
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are not to be eligible for appropriation until peace is established, when 
their construction will afford at least partial relief from an acute em- 
ployment situation. ... 

It is recommended that the bill be passed without amendment, as 
any amendment may lead to controversial matters that will cause delay 
and possibly jeopardize the passage of the bill. It has now been seven 
years since a general river and harbor bill has been enacted, though 
during that time several bills have been reported by this committee. 
It is the hope that the House will take the same patriotic view that 
actuated the Senate, and let these meritorious and uncontroversial 
measures become law without further delay. 


The committee did not identify, in the report, the 10 
projects recommended as “urgent in the war’ or the 12 projects 
that had already been completed with the use of army or navy 
war funds. 

The House appropriations committee reported a bill con- 
taining appropriations for civil functions of the War Depart- 
ments for the fiscal year ending June 30, 1946, including an 
appropriation of $41,358,000 for rivers and harbors work of the 
army corps of engineers. The committee noted in its report that 
this was the amount of the budget estimate for such work and 
that it would be augmented by about $10,000,000 from the 1945 
appropriations, representing miscellaneous items where man- 
power, materials, or some other item of expense could not be 
obtained in the current fiscal year. 

Embodied in the total for river and harbor work, the com- 
mittee said, was $3,970,000 for new construction, comprising the 
following: 


New York and New Jersey channels, $1,600,000; Caloosahatchee 
River and Lake Okeechobee drainage areas, Florida, $165,000; Missis- 
sippi River between Ohio and Missouri Rivers, $1,000,000; Ohio River 
open-channel work, $507,000; Kanawha River, W. Va., $198,000, and IIli- 
nois Waterway, Illinois, $500,000. 


“Approximately $25,000,000 will be required to complete 
these projects after the expenditure of the above amount,” the 
committee said. 

In hearings on the bill, Major General Reybold, chief of 
army engineers, submitted data showing that construction of 19 
projects had been deferred or curtailed in the war period, but 
that they were being maintained to preserve the partially com- 
pleted structure, and that their completion would cost $76,563,- 
000. Principal projects in that list were the following: 


New York and New Jersey channels, $17,722,000; Great Lakes to 
Hudson River waterway, $6,020,000; Mississippi River between the Mis- 
souri River and Minneapolis, Minn., $12,709,000; Missourl River, mouth 
to Kansas City, $6,150,000; Missouri River, Kansas City, Mo., to Sioux 
City, Ia., $12,900,000, and Los Angeles and Long Beach Harbors, Calif., 
$7,100,000. 


“Other projects numbering some 190,” the committee said, 
“are in a standby or inactive status and will require an expendi- 
ture of some $72,000,000 to complete them.” 

The committee’s discussion of river and harbor work con- 
tinued as follows: 


In addition, there are nearly 1,000 authorized active river and 
harbor projects scattered throughout the continental United States, 
Puerto Rico, Alaska and the Hawaiian Islands which either have been 
completed or substantially improved, and they are serving useful pur- 
poses to general navigation and wartime shipping. They are now 
carrying a tonnage approximately 40 per cent greater than during the 
past 3 years. The ports of the country also have been put to greater 
use during the past 3 years. It has been necessary to establish in the 
Engineer Department decentralized district organizations with a con- 
siderable amount of floating and land plant, and shop and yard facili- 
ties to operate and maintain efficiently and economically the large 
number of varied projects. Continuing examinations and surveys must 
be made. The backlog of deferred maintenance appears to be increasing. 

The prdéjects fully completed and in use and those partially com- 
pleted and in limited use must be maintained, and there is proposed 
to be allowed in the present bill $40,384,000 for maintenance items. 
The sum of $6,315,000 is for replacement of two hopper dredges neces- 
sary in maintenance work. This amount plus the amounts provided 
during the current fiscal year allow for the construction of five hopper 
dredges to replace the same number which are more than 35 years of 
age, at which age it is economical to replace them. 

The amounts proposed to be allowed in this estimate appear to be 
minimum amounts necessary at this time, and many of the items must 
be increased as soon as conditions will permit. 


The House has passed and sent to the Senate H. R. 2126, 
the appropriation bill for War Department civil functions. 


House Passes Hobbs Bill 


With 351 of its 435 members having just responded to a 
quorum call, the House, February 14, without objection, passed 
and sent to the Senate H. R. 37, the Hobhs bill amending sec- 
tion 77 of the federal bankruptcy act to provide for an inde- 
pendent judicial review of each railroad reorganization plan 
and for capitalization and valuation standards to be followed 
by the Commission in determining permissible capitalization of 
the reorganized company (see Traffic World, Feb. 10, p. 343). 

The bill, if passed by the Senate and finally approved, 
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would not apply to reorganization cases that had been finally 
approved by the Commission and also finally approved by the 
courts at the time the bill became effective, Representative 
Hobbs, of Alabama, explained in answer to an inquiry on that 
point made by Representative Gifford, of Massachusetts. 

Movement for enactment of such legislation originated with 
railroad stockholders whose holdings were declared in railroad 
reorganization cases to have no value. 

Representative Reed, of Illinois, explaining the purposes of 
the measure, said it never was intended that “depression earn- 
ings” of the railroads involved should be used as a measure of 
earning power and a measure of value but that the Commission 
had so interpreted the act, as amended in 1935, “that its esti- 
mates of earning power are the basis upon which it fixes future 
capitalization, and the Supreme Court has held that the Com- 
mission’s action in this respect is final and not subject to re- 
view by the courts.” 

In considering past, present, and prospective earnings, said 
he, the Commission had put the accent, not on past earnings, 
but on depression earnings, and had failed to temper its judg- 
ment by any fair conception of prospective earnings. 

“Prospective earnings, as Mr, Eastman has said, constitute 
a mere guess,” continued Mr. Reed, “and that is obvious to any 
thinking man. The records in these cases before the Commis- 
sion were made in the late thirties when earnings were at their 
worst; the Commission announced its plans along in 1938, 1939, 
and 1940, without reference to the fact that, even before Pearl 
Harbor, the earnings had begun to improve, and without giving 
consideration to the other fact that all during the depression 
these reorganized railroads were improving their properties, at 
a cost of hundreds of millions of dollars, with the sure and 
certain result that operating efficiency would be substantially 
increased thereby and future earnings correspondingly im- 
proved. Without the improvement program which I have just 
mentioned, the roads would have been unable to render the 
magnificent public service which they have rendered throughout 
the emergency. 

“But, as construed by the Supreme Court, section 77 makes 
the judgment of the Commission, for all practical purposes, 
final. The courts will not touch it unless it is clearly arbitrary. 
In case after case they have refused to disturb these findings. 

“The effect has been the destruction of hundreds of mil- 
lions of dollars of railroad securities, all representing actual 
investment in the property—all made, to some extent—in re- 
liance upon the belief that they could not be confiscated by the 
mere act of the Commission, and that a stockholder, before he 
was deprived of his property, would have his dav in court to 
determine the value of his property by the judicial process. 


“Little Fellows” Hurt 


“These stockholders are not Wall Street bankers; they are 
little fellows, scattered from one end of the land to the other, 
and their investment in these railroad stocks represent their 
savings. ...I hold in my hand a list of the stockholders of two 
of the large railway companies now undergoing reorganization, 
classified accordingly to the amount of shares thev hold. I will 
take the first one: Out of 13,119 shareholders, 5525 hold ten 
shares or less. Another 2.413 hold from 11 to 25 shares: an- 
other 1,500 own from 26 to 50 shares. Those who own 51 shares 
or over are only 3,650. Ten thousand out of the 13,000 are the 
little fellows.” 

Out of 12.201 shareholders of another road, he said, 5,398 
owned ten shares or less; 2.000 owned 25 shares and down to 11 
shares, and 1.400 owned up to 50 shares. 

“T mention these figures to show that the neonle who are 
being hurt in this situation are not the grest financial institu- 
tions of our metronolitan centers— it is the little fellow scattered 
throughout the countrv who is siffering,” he continued. ‘The 
larre bondholding institutions which are able to get together 
and nrotect their interests throurhout these proceedings. have 
reaned a rich reward, for they will own the reorranized com- 
panies. They have anpeared in every c»se—sometimes sep- 
arately, more generally as a group consisting of a dozen to a 
score—never more than 25. The result has been victory for 
them—for the property is beme turned over to them, while 
little stockholders—more than a hundred thousand in number— 
have been left out in the cold.” 


Comment On I. C. C. 


Adontion of the standard nrovided in the b‘ll did not mean, 
he continued. that the Commission could not reduce the cani- 
talization if there was water in the stock. Continuing, he said: 


It is strange to me that the Commission, in its handling of these 
reorganizations, has not recognized the importance to the public of 
protecting the existing investment. and it is even stranger that the 
courts have permitted the Commission to get away with it.’’ he said. 
‘“‘We cannot have a transportation system in these United States unless 
we show some willingness to protect the man who puts his money into 
it, not merely the banker who lends money on the bonds, but the 
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little fellow who buys the stock. We must keep railway investments 
attractive for stockholders. It is folly to expect them to finance new 
railroad capital by wiping out the investments they have alreag 
made. It is particularly difficult for me to understand the inconsisten- 
cies of the Interstate Commerce Commission which in all its pronounce. 
ments has laid such emphasis on the necessity for a proper balance 
between stock and bonds in rail capital structures. The Commission 
has very properly pointed out that the great risk for repeated bank. 
ruptcies is the high ratio of debt, as compared with the investments 
represented by stock or equity. It was because the railroads were 
temporarily unable to meet their obligations as they matured that go 
many railroads were forced to avail themselves of the provisions of 
section 77 during the early days of the recent depression. The Commis. 
sion is very rightly undertaking to safeguard future solvency by re. 
ducing the fixed charges, yet in nearly every plan which it has brought 
out, it has defeated its purpose by wiping out the stocks, and thereby 
forever destroying the market for railroad stocks as investments, 

There has been a great deal of misunderstanding, and even some 
misrepresentation, of the purposes and the effect of this bill. I empha- 
size again that this bill does not disturb the present duty of the 
Commission with respect to fixed charges. The Commission, if in its 
judgment the situation demands it, can convert the entire capitalization 
into securities which bear no fixed charges whatever—income bonds 
preferred stock, or even common stock. Nor does this bill require 
that the new capitalization should consist entirely of common stock 
exchanged for old common stock. We give a leeway whereby the excess 
over the Commission’s estimate of capitalized earning power up to the 
point of the present capitalization can be converted into no-par stock. 
If the earnings are there, the new no-par stock will get it. It cannot 
harm the bondholder, who is secure in his earnings and who is paid 
in full before the stockholder participates. 

One more reason why the Commission’s interpretation of the exist- 
ing statute must be corrected is that the earning power of the carriers 
generally is within the control of the Commission itself. It is the Com- 
mission’s duty so to regulate the rate structure that there will be a 
fair return on the value of the property as determined by the Commis- 
sion under section 19a. The law requires it; the Constitution requires 
it. It is that provision which justifies an investor in investing his 
funds in railroad securities. To say that, because the Commission has 
failed for any reason whatever to obtain this result, it should be allowed 
to correct its failure by destroying the investor, is certainly not due 
process of law and cannot conceivably benefit railway credit. 


Wall Street vs. Main Street 


Representative Hobbs saw in the situation the battle of 
Wall Street against Main Street and the slaughter of small 
bona fide investors. Wall Street, said he, owned high-priority 
railroad bonds secured by mortgages. None questioned the 
absolute necessity of insuring full payment on these bonds, both 
principal and interest, he continued. Preservation of railway 
service, he said, would require credit of the kind extended by 
both Wall Street and Main Street and the restoration of what 
was supposed to be the true connotation of the word “secu- 
rities.” Security must mean complete assurance for the high- 
priority mortgage-bond investors and at least reasonable as- 
surance for the investors in common stock and bonds of lower 
priorities, said he. 

“The passage of this bill is necessary now in order to save 
the equities owned by thousands of bona fide owners of rail- 
road stock and junior bonds,” said Mr. Hobbs. “It is also 
necessary now if we would save railroad credit, without which 
oe service in the post-war period will be seriously im- 
paired.” 


Representative Kefauver, of Tennessee, said the funda- 
mental purpose of the bill “is to try to give a little something 
that may be left over, if anything is left over, to the holders 
of preferred and common stock in reorganized railroad com- 
panies; and, secondly, to give the court a right of independent 
judicial review.” 


Representative Gorski, of Illinois, said the railroads were 
going to do pretty well in this country for several years to 
come “and if a stockholder who has common stock can hold 
it, he has a good chance of getting back some part of his 
money at least.” 


RAIL EMPLOYMENT 


Employes of Class I steam railways, excluding switching 
and terminal companies, totaled 1,390,718 at the middle of Jan- 
uary, an increase of 2.47 per cent over January of last year 
and a decrease of .67 per cent under December, 1944, according 
to a rail employment compilation based on preliminary re- 
ports, prepared by the Commission’s Bureau of Transport 
Economics and Statistics. The January, 1945, employment 
was reported as follows: 


Executives, officials, and staff assistants, 14,761; profes- 
sional, clerical. and general, 229,607; maintenance of way and 
structures, 277,797; maintenance of equipment and _ stores, 
386.720; transportation (other than train, engine, and yard), 
165,926; transportation (yardmasters, switchtenders, and hos- 
py Rees and transportation (train and engine service), 
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Rail Employe Benefit Bill 


A spokesman for the Brotherhood of Locomotive Engi- 
neers, testifying before the House interstate commerce com- 
mittee February 14 in hearings held by that committee on 
H. R. 1362, the Crosser bill to amend the railroad retirement, 
railroad unemployment and carrier taxing acts (see Traffic 
World, Feb. 10, p. 345), opposed the bill as a proposal to “gam- 
ple’ with the safety of railroad retirement funds, censured 
Chairman Latimer, of the Railroad Retirement Board, and 
President David B. Robertson, of the Brotherhood of Locomo- 
tive Firemen and Enginemen, for certain tactics he said they 
had used in drafting of the bill, and contended that changes 
in provisions of existing rail employe benefit legislation should 
be the subject of collective bargaining procedure between rep- 
resentatives of the carriers and representatives of the employe 
and should not be attempted by legislation as to which some 
of the interested parties had not been consulted. 

The witness who presented those points of view was John 
T. Corbett, assistant grand chief engineer and legislative repre- 
sentative of the Brotherhood of Locomotive Engineers. 

He said that “nearly a year ago” he had been informed 
that the R. R. B. chairman and one or more attorneys in the 
employ of that board were preparing legislation to change the 
acts covering rail employe benefits, and that, when he asked 
Mr. Latimer for information about this matter, Mr. Latimer 
said he would not provide the information because he consid- 
ered it as something that might be known only to those whom 
he had been assisting and with whom he had been working. 


Latimer Called Discourteous 


“We question the right or privilege of any public officer to 
take the position Dr. Latimer has taken,” said Mr. Corbett, 
“and we believe that the refusal of Dr. Latimer to extend to 
all officers of either the railroads or the railroad labor organ- 
izations the same information, the same assistance, and/or the 
same courtesies demonstrates partisanship and a most unpleas- 
ant lack of courtesy in a public official. .. . 

“As a portion of the American public, and as the oldest 
group of railroad labor organizations, we protest the discourt- 
eous, prejudicial and preferential attitude taken by the chair- 
man of the Railroad Retirement Board toward the courteous 
request made to him by an officer of a group of workers who 
are contributing much to the funds of the Railroad Retirement 
Board and the salary of the representative of the public on that 
board.” 


Authorship of Bill 


Earlier in the hearing, Lester P. Schoene, of Washington, 
an attorney who said he had been retained by the Railway 
Labor Executives’ Association, told the committee that he had 
worked with “Mr. Robertson’s committee” (of the R. L. E. A.) 
and Representative Crosser, of Ohio, in preparing the considered 
bill, H. R. 1362, and that the R. L. E. A. owed “tremendous 
indebtedness” to Mr. Latimer and wanted to express “great 
gratitude” to him for “the great generosity with which he has 
assisted us.” Another witness, Martin Miller, national legisla- 
tive representative of the Brotherhood of Railroad Trainmen, 
pointed out, in the course of questioning, that neither the 
Brotherhood of Railroad Trainmen nor the Brotherhood of 
Locomotive Engineers were represented in the Railway Labor 
Executives’ Association. 

Mr. Corbett said that the railroad retirement act, the rail- 
road unemployment compensation act and the carrier taxing 
act were prepared and were accorded approval by Congress 
“as a result of the cooperative collective bargaining procedures 
entered into between the representatives of the railroad labor 
organizations and employes of the railroads and representa- 
tives of the managements of the railroads.” He said that those 
acts “must properly be considered as the most progressive and 
beneficial social and industrial legislation ever adopted at any 
time by any nation.” However, he added, they were not all 
that might be desired, and many improvements might be made. 
Changes for improvement of the present acts, he said, might 
Properly be submitted to rail labor and management repre- 
sentatives for their consideration before arrangements could 
properly be taken to have legislation introduced without any 
effort to proceed further with collective bargaining procedure. 
_ “If collective bargaining procedure was followed,” he con- 
tinued, “and it was found that no satisfactory program could 

worked out, there would then be some really acceptable 
Teasons and necessity for either group to approach the Con- 
— for consideration of the relief which might be desired or 

essary.” 


Says Bill Not “Bargaining” Product 


Neither H. R. 1362 nor its predecessor bills in the 78th 
ngress had been-prepared as a result of collective bargaining 
Procedures, he said. 
‘There must be,” he declared, “some question as to the 
Propriety of having but a portion of one group endeavor to 
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have changes made in the original act for the purpose of pro- 
viding selfish benefits for those whom they represent ... at 
the expense of others who were refused the courtesy of consul- 
tation. . . . Because the present act was secured through col- 
lective bargaining procedures we must have the record show 
that we favor continuation of collective bargaining procedures 
until there has been proper proof established that such collec- 
tive bargaining procedures were no longer of benefit.” 

He charged that Mr. Robertson’s support of H. R. 1362 was 
an attempt by the employes in apprenticeship service to “dictate 
the handling of the affairs of the master workman who has 
served his apprenticeship and who has received the promotion 
his services have deserved.” He told of efforts he said Alvan- 
ley Johnston, grand chief engineer of the Brotherhood of Loco- 
motive Engineers, had made to persuade the sponsors of H. R. 
1362 that they should try collective bargaining before seeking 
introduction of new legislaiton; that Mr. Johnston had been 
advised by J. J. Pelley, president of the Association of Amer- 
ican Railroads, that the railroads would arrange such a con- 
ference if the employes’ representatives so desired, but that 
J. G. Luhrsen, executive secretary of the Railway Labor Execu- 
tives’ Association, had dismissed Mr. Johnston’s suggestion with 
the statement that those who opposed the bill had the same 
opportunity as those who favored it to appear before the ap- 
propriate congressional committee when hearings on it were 
held. 


Public Contribution 


Proponents of H. R. 1362 had tried to make it appear that 
the general public provided no contribution to the benefits ad- 
ministered by the R. R. B., said Mr. Corbett, adding that “we 
find it impossible to subscribe to such a position.” 

Under the present retirement act, he said, taxes paid by 
the lower paid employes (those receiving $600 a year or less) 
were “far too low” to provide the benefits provided by the act. 
He added that since the bill now before the committee would 
increase the benefits by 25 per cent, there was “no hope that 
such present or increased benefits could be continued more 
than a short time.” The present taxes were not sufficient to 
continue the present benefits, he said. 

“Provisions in H. R. 1362 to ‘broaden’ the definitions rela- 
tive to ‘employers’ or ‘employes’ in order that there may be 
some small increase in payroll from which taxes may be ex- 
pected,” he said, “is just about the worst procedure that could 
be proposed.” 


He said decisions of the R. R. B. to bring within its juris- 
diction industries outside the railroad industry had had ad- 
verse effects on the funds of the board. He asserted that, under 
H. R. 1362, “prior service” records for many thousands who 
had never been affiliated with transportation “previous to 
adoption of these proposals” and who had not been required 
to pay taxes for support of the board would be established and 
benefits for them would be provided. He warned against im- 
periling the solvency of the board by citing the slogan for rail- 
road employes that “safety is of the first consideration.” 


“We have heard statements that, apparently regardless of 
whether present or proposed taxes may continue the benefits 
of the railroad retirement act, the United States government 
will never let the employes of the railroads be without their 
annuities,” he continued. “If this committee and Congress will 
place itself on record as back of those opinions or assurances, 
we shall be most pleased to withdraw any of the questions of 
safety that appear proper under our understanding of the 
present bill.” 


Latimer’s Cost Figures Challenged 


In connection with the presentation by him of tables show- 
ing costs of rail employe benefits at present and under the 
proposed bill, he said it appeared proper to question “the as- 
sumption of the Railroad Retirement Board chairman that his 
estimate on the amount of tax increases necessary for continued 
solvency of the railroad retirement act funds are correct.” 

“Any proposal to game with the safety of the funds of the 
railroad retirement act merits thoughtful attention and con- 
sideration,” he said. “There appears a unanimous agreement 
that the funds of the railroad retirement act are a ‘somewhat 
sick patient.’ There is every indication that there would be 
continued deficits created if the recommended tax increase of 
three-fourths of one per cent were put into effect.” 

He urged that efforts be made by “the best actuarial ex- 
perts available” to determine the rate of tax that would be 
necessary for “continued solvency” of R. R. B. funds. He 
assailed a provision of the bill turning over to the R. R. B. the 
collection of taxes to finance the rail employe benefit program 
as “another attempt to have the Railroad Retirement Board 
‘spread out.’ ” 

Chairman Latimer, of the R. R. B., whose testimony pre- 
ceded that of Messrs. Schoene, Miller and Corbett, on the last 
day of his appearance before the committee, compared the 
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cost of railroad retirement benefits with the cost of similar 
benefits under an insurance company plan. For an employe 
who entered railroad service in 1937, at the age of 20, remained 
in such service until age 65, and earned $100 a month, the 
annuity would be $78.75 a month and the total insurance pre- 
mium to provide that amount would be $5,690 plus, he said. 
He added that the taxes required for that annuity under the 
railroad retirement act would total $6,750, of which the em- 
ploye would pay half and the employer the other half. 


Maternity Benefits 


Questioned about maternity benefit povisions in the bill, 
Mr. Latimer said there was no differential in cost as between 
male and female employes, and that the maternity benefits 
covered a period of 116 days, of which not more than 84 days 
could be before the birth of the child. Such protection was 
provided for women who in the base year had earned $150 
or more, he Said. He said there were 79,000 women employes 
in the railroad industry in 1942 and that census data indicated 
that there would be “only about 900 births a year for that 
group.” He estimated the annual cost of the maternity benefit 
program as $328,000. The unemployment insurance fund, he 
said, would in no event pay more than “the scheduled benefits,” 
so that if the maternity benefit totaled $175 in a given case 
and the doctor charged $1,000, the balance above $175 would 
have to be paid by the patient. He described as “correct” Chair- 
man Lea’s comment that the employes contributed nothing to 
maternity benefits. 

Chairman Lea observed that sick benefits, under the bill, 
would not be based on conditions of employment and that 
disability was not required to be connected with railroad serv- 
ice as a condition to the payment of benefits, and inquired 
what the theory was of charging the employer for illness that 
might result from ‘misconduct of the beneficiary.” 


Self-Induced Disability 


Mr. Latimer answered that the administrative cost of 
making “a rather complex determination as to whether or not 
in a particular case an individual himself, by his own conduct, 
brought on himself the disability’ would be far greater than 
any savings that might arise out of not making the payments. 


Mr. Schoene, in his testimony, said that H. R. 1362 was 
designed to put to rest “controversies that have plagued the 
functioning of the act for the past eight years. 


“No doubt,” he said, “the railroads will oppose the bill as 
they have opposed vigorously every piece of humanitarian legis- 
lation that has come before Congress, with the exception of the 
railroad retirement act of 1937, when they have acquiescence 
to a policy the Congress has had twice enacted into law, and 
did it on stipulation that they be allowed to unload their private 
pension rolls on the railroad retirement system and thus have 
the employes pay half of the accumulated pension liability. ... 
They characterize Mr. Latimer’s testimony as “speculative and 
conjectural. . . . You cannot act on this subject at all... 
without premising your conclusion to some extent upon some 
kind of assumption. . . . If that contention had prevailed in 1934 
and 1935 we would not have a railroad retirement act. . 
Don’t let it be supposed that we are indifferent to costs... . 
We have here, in the presentation Mr. Latimer has made, the 
best evidence that can possibly be obtained as to what the 
cost of these proposals will be and . .. we stand by them... . 
We have rejected many proposals because they were .. . un- 
reasonable or unreasonably expensive. We have given you only 
those proposals which we feel cannot reasonably be denied... .” 


Question of Constitutionality 


Dealing with a question that Representative Wolverton, of 
New Jersey, had raised earlier in the hearing, as to the con- 
stitutionality of converting the carriers taxing act into title I 
of the railroad retirement act, Mr. Schoene said that this was 
the “technique” employed in enactment of the social security 
act. He said the Supreme Court of the United States had held, 
in Helvering vs. Davis, 301 U. S., that the placing of tax 
provisions in a separate title of an act had the same legal 
effect as if those provisions were in a separate act, and that 
the court had held in “the Cincinnati Scrap Company case,” 
also in 301 U. S., that legislation providing benefits and pro- 
viding taxes might be embodied in the same act without affect- 
ing its constitutionality. 


Mr. Miller, appearing for the Brotherhood of Railroad 
Trainmen, suggested several revisions of H. R. 1362, including 
an increase by 10 per cent in the proposed annuities. Higher 
taxes would be needed, he said, to provide retirement benefits 
for women attaining the age of 60. He said the Railroad 
Retirement Board should be asked to furnish information as 
to the additional amount of tax required to provide the pro- 
posed 10 per cent increase in annuities, and that the formula 
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for computing annuities for widows, children and dependent 
parents of railroad employes should be simplified. He oppose 
a proposal in the bill to limit appeals to federal circuit courts 
of appeals, saying that there were only eleven such courts jp 
the country, that appeals to such courts would involve extensive 
travel and inconvenience for the employes involved, and that 
the right to appeal to federal district courts, as set forth in the 
existing law, should be preserved. He also opposed a provision 
of H. R. 1362 authorizing the R. R. B. to engage in research 
projects and studies as to the cause, care, prevention of and 
benefits for sickness and disability. 


Mr. Miller said he thought H. R. 1362 was “the result of. 
chiefly, the ideas of Mr. Latimer, more than anything else” 
and that Mr. Latimer had been “the controlling force” in prep. 
aration of the bill. He said the bill had not been submitted 
to the Brotherhood of Railroad Trainmen for approval. 


“You would not be in favor of a system that would cause 
a general agitation of discrimination in favor of railroad men 
so far as the social security program is concerned?” inquired 
Chairman Lea. 


we | would not be in favor of anything that would cause 
any unfair discrimination as between employes of one industry 
over employes of another industry,” said Mr. Miller. 


Mr. Lea observed that the major political parties in the 
1944 campaign had promised inclusion in coverage of the social 
security act of 20 to 22 million people not now covered by 
that act, such as persons employed intermittently by different 
employers, in domestic work. He suggested that the problem 
of financing social security benefits for such employes would 
be a difficult one, and said that if the tax burden for “inter. 
mittent” employes were put on the taxpayers of the country 
the question would arise as to discrimination between them and 
employes such as railroad workers, since, in the case of the 
latter, the employes and employers were contributors to the 
fund out of which the benefits were paid. 


Question of “Adverse” Subsidies 


Resuming his testimony, February 15, Mr. Corbett said 
that continued subsidies by the federal government to trans- 
portation agencies that were in direct competition with the 
railroads would continue to increase adverse effects and condi- 
tions that such subsidies had created with respect to railroads 
and their employes. He said railroad mileage had decreased 
from a total of 252,845 miles in 1920 to 233,670 miles in 1940; 
that the number of railroad employes had declined from 2,076,- 
000 in 1920 to 1,046,000 in 1940, and that in the last 20 years 
about $39,000,000,000 had been spent in highway improvements 
and more than $6,000,000,000 had been spent for waterway 
improvements. He proposed, therefore, that there be added to 
H. R. 1362 a provision that “there shall be no further proposals 
for governmental subsidies of transportation agencies in com- 
petition by the railroads given favorable consideration by the 
Congress until such proposed subsidies have received a ‘certif- 
icate of public convenience and necessity’ from the Interstate 
Commerce Commission, showing that existing transportation 
agencies or facilities can not, or will not, furnish the necessary 
services found to be immediately needed, and that there exists 
a public necessity for such government subsidies.” He recom- 
mended further provisions that, if and when such a certificate 
was to be issued, the Commission and the Railroad Retirement 
Board should submit to Congress a joint estimate of the “prob- 
able adverse effects” such subsidies would have on the rail- 
roads, their business and employment conditions of their em- 
ployes, and that, on approval of such subsidies, Congress should 
appropriate “as a part of the costs of such subsidies” such 
amounts as the Commission and the R. R. B. might consider 
necessary to reimburse railroad employes for “any adverse 
conditions which may be created upon their employment and 
wages as a result of the subsidies,” and to provide sufficient 
appropriations for the R. R. B. to cover “any adverse effects” 
on R. R. B. funds that the less desirable employment conditions 
of the railroad employes might create. 

“Again,” he continued, “if the approval of governmental 
subsidies to transportation agencies in competition with one or 
more railroads results in the unemployment of one or more of 
the employes of such a railroad or railroads, the Brotherhood 
of Locomotive Engineers recommends that there shall be 
charged against the appropriations for the costs of such a sub- 
sidized project such an additional amount as may be required 
to reimburse the railroad retirement funds for the costs of an 
annuity to be provided such an employe upon his loss of his 
position with the railroad caused by such subsidy.” 

He recommended the levying of a “flat rate’ of taxes for 
rail employe benefits, rather than a “step rate.” 

Mr. Corbett submitted many tables of statistical and actu- 
arial data designed to show that, in many cases, the amount of 
benefits a railroad employe would receive under terms of the 
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“Locomotive Too Small” 


“It has been reported,” he said, “that some years ago a 
train on the Northwestern Railroad was being delayed. Offi- 
cers of the train were on the station platform awaiting the 
delayed train. The delayed train finally arrived and a passen- 
er made the remark to one of the officers, ‘The train appears 
too heavy.’ The officer replied, ‘The train is not too large—the 
engine is too small.’ From the viewpoint of a railroad man we 
are apparently facing a somewhat similar situation at present 
because there appears evidence that the train of benefits is too 
Jarge, or the locomotive, as presented in the form of taxes, is 
far too small.” 

Under one provision of the bill, he said, an employe with 
98 years of service and with average monthly wages of $100, 
would receive at 65 an annuity of less than that provided an 
employe with average wages of $50 a month and with only 
16% years of service. He took the position that, under H. R. 
1362, men in the higher paid railroad jobs would receive bene- 
fits too small in proportion to the benefits that those in lower 
paid jobs would receive. Those earning wages slightly over 
$2,400 a year, he said, would contribute more than sufficient in 


taxes, together with those paid by the employer and the in- 


terest paid by the government, to provide funds for the costs 
of the annuities under the railroad retirement act, while none 
of the employes earning below $2,400 would provide payments 
of sufficient taxes, with the employer contributions and interest 
included, to provide for the costs of the annuities under the act. 

Because of their longer life expectancy, women at age 65, 
with 30 years of service and average monthly wages of $300, 
would receive about $5,760 more than would be provided men 
at the same age, with the same 30 years of service and the 
same average monthly wages, he said, adding that under the 
bill the retirement age for women would be 60 years, while 
that for men would remain at 65. He said the annuity benefits 
proposed for women with 30 years of service, with average 
wages of $150 a month, at age 60, would be only $354.60 less 
than would be provided men with average wages of $300 a 
month, with 30 years of service at age 65. 


Cc. OF G. EMERGENCY BOARD 

President Roosevelt has appointed an emergency board, 
under section 10 of the railway labor act, to investigate and 
report on a dispute between the Central of Georgia and mem- 
bers of the Brotherhood of Railroad Trainmen involving awards 
of the National Railroad Adjustment Board and rules. The 
members are H. Nathan Swain former justice of the Supreme 
Court of Indiana; Justice R. P. Melvin, of the Maryland Court 
of Appeals, and Russell Wolfe, lawyer of Philadelphia, Pa. 


Youths and Railroads 


“Concerned with the increasing employment of 16- and 17- 
year-old boys by the railroads as a wartime expedient, the 
Children’s Bureau of the U. S. Department of Labor is attempt- 
ing to direct those so employed into jobs where these youths 
are least likely to get hurt or to cause injury to others working 
on the job with them,” the bureau announced February 15. 

“To that end, the bureau, working with the Association of 

American Railroads, the railroad brotherhoods and other 
unions, and government agencies, concerned with transporta- 
tion, has drawn up advisory standards for employment of young 
workers in the railroad industry. These standards are set forth 
in Leaflet No. 11 of the series, Which Jobs for Young Workers? 
Copies may be had free upon request to the Children’s Bureau, 
Washington 25, D. C.” 
_ Boys under 18, says the bureau, have been found working 
in some places as firemen, trainmen and yardmen and on other 
hazardous jobs. In general, says Sheldon W. Homan, safety 
engineer for the industrial division of the bureau, these young 
persons have been kept out of jobs concerned with operation of 
trains, for such work is considered unsuitable because of the 
Possibility of danger to others as well as to themselves. 

__ “But,” he added, “with the shortage of labor what it is and 
with ‘railroading’ as glamorous as it is to the average American 
boy, some direction is needed to see that these youngsters are 
not placed in jobs where they are likely to get hurt, or to cause 
accidents that might tie up transportation.” 

Continuing the bureau says: 


The bureau in its recommendations lists jobs considered suitable 
a well as unsuitable. In general, jobs that can be performed by 
young workers with a fair degree of safety are those in the clerical 
category and those involved in the maintenance of way, in the main- 

ance of equipment and stores, and work in baggage and parcel 
tooms and in stations and warehouses. Jobs considered too hazardous 
are those involved in the actual operation of the trains, work on 


bridges and scaffolds, and work as section hands in railroad yards 
or where traffic is heavy. 

In addition to recommendations regarding the suitability of jobs, 
the bureau’s leaflet contains a digest of state laws dealing with mini- 
mum age for employment of minors on railroads. In a number of 
states the minimum age for such work is higher, usually by two years, 
than the minimum age in the state for general employment. Sug- 
gestions are also set forth relative to quartering of young employes, 
the bureau advocating separate work camps for them with provision 
for their health and recreation. 


GREAT LAKES SEAMEN 


Great Lakes merchant seamen and officers who left their 
vessels when they tied up last fall and entered the offshore fleet 
of the U. S. merchant marine were beginning to return to the 
Great Lakes for the spring movement of vessels, War Shipping 
Administration announced. 

The recruitment and manning organization of W. S. A., 
responsible for the recruitment of the Great Lakes seamen, 
estimated that several thousand men responded to urgent pleas 
to help man offshore vessels. The majority were in the lower 
ratings, and were assigned to merchant ships in November and 
December of 1944, it said. 

“As fast as these Great Lakes seamen return to the conti- 
nental United States from overseas voyages, we are reassignin;, 
or releasing them to return to their operators, unions or ves- 
sels on the Great Lakes,” R. M. O. officials said. 

Praise for the action of Great Lakes seamen in responding 
to urgent pre-holiday appeals was given by Captain Edward 
Macauley, Deputy War Shipping Administrator. 

“These men made a vita! contribution to the war in volun- 
teering to serve in offshore shipping as soon as their vessels 
tied up at Great Lakes ports. Without their valuable work and 
quick response our offshore vessels might not have sailed on 
time with their cargoes of war. We are greatly appreciative of 
the services performed by the Great Lakes seamen,” said Cap- 
tain Macauley. 


RETIREMENT BOARD FIGURES 

Retirement benefits to railroad employes certified by the 
Railroad Retirement Board in December, 1944, totaled $11,809,- 
000, according to the report of the board. The total for the 
first half of the fiscal year 1944-1945 was $70,014,000, or three 
per cent over the January-June, 1944, figure. Employe an- 
nuities accounted for $9,917,000 of the certifications for the 
month; pension payments totaled $1,147,000, and survivor bene- 
fits, $745,000. At the end of the month there were 167,752 
monthly benefit accounts in force. Of these, employe annuities 
numbered 143,908 which averaged $66.78; 19,553 were pensions, 
averaging $59.31; 3,797 were survivor annuities, averaging 
$31.81, and 494 were death benefit annuities, averaging $35.33. 

Unemployment insurance activities showed an increase in 
the month, the board said. The number of applications for cer- 
tificates received was 1518. Claims received totaled 4529, com- 
pared with 2464 in November, 1944.. The number of benefit 
accounts more than doubled, said the board; 2724 benefits were 
certified and almost $69,000 was paid in benefits, representing 
increases of 46 and 40 per cent respectively. The average initial 
benefit payment was $21.38, $1.76 higher than in November. 
About half of the 882 new accounts were in the Minneapolis 
region where there were many layoffs due to the end of the 
ore-carrying season, it said. 

The board said its job placements rose to 159,000 in De- 
cember, 1944, more than a third higher than the November 
figure. Complete placements totaled 135,000, of which 57,500 
were servicemen in temporary and short-time railroad employ- 
ment in Chicago and similar centers. Supplementary placements 
numbered 24,000. 


RAIL WAGE STATISTICS 


Class I steam railways, exclusive of switching and terminal 
companies reported total compensation paid employes in No- 
vember, 1944, of $317,044,853, and 1,407,556 employes as of 
the middle of that month, according to a compilation of wage 
statistics of those roads, statement M-300, prepared by the 
Commission’s Bureau of Transport Economics and Statistics. 

The employment was an increase of 46,409, or 3.41 per cent, 
over the number reported for November, 1943. The total num- 
ber of hours paid for was 2.70 per cent greater and the total 
compensation was 12.89 per cent greater in November, 1944, 
than in November, 1943. A comparison of the number of em- 
ployes who received pay during the month with the total hours 
paid for showed 210 hours an employe in November, 1944, and 
212 hours in November, 1943. Employes paid on an hourly 
basis in November, 1944, received pay for 31,033,486 hours 
of overtime, which was 11.82 per cent of the straight time paid 
es The corresponding percentage for November, 1943, was 
12.31. 

Compensation for “time paid for but not worked” for 
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November, 1944, was reported as follows: Executives, officials 
and staff assistants, $58,892; professional, clerical, and general, 
$1,837,567; maintenance of way and structures, $428,205; main- 
tenance of equipment and stores, $1,494,447; transportation 
(other than train, engine, and yard), $557,363; and transporta- 
tion (yardmasters, switch tenders, and hostlers), $179,054. 

In the train and engine service, compensation for Novem- 
ber, 1944, was reported as follows: Straight time actually 
worked, $61,063,086; straight time paid for, $73,253,073; over- 
time paid for, $9,948,765; constructive allowances, $7,959,216; 
total, $91,161,054. Miles actually run totaled 552,494,355 and 
miles paid for but not run totaled 64,255,978. 


EMPLOYE STATUS QUESTION 


The Railway Employe’s Department of the American Fed- 
eration of Labor has filed a brief with the Commission in Ex 
Parte No. 72, Sub. 1, In the Matter of Supervisors of Car Clean- 
ing and Repairing, Western Fruit Express Co., Fruit Growers 
Express Co., and Burlington Refrigerator Express Co.; In the 
Matter of Regulations Concerning the Class of Employes and 
Subordinate Officials that Are to be Included within the Term 
“Employe” under the Railway Labor Act. 


The brief asks that employes of the refrigerator car com- 
panies. occupying payroll classifications of supervisors of car 
cleaning and repair, and shop supervisors below the rank of 
general foreman, be classed as subordinate officials or employes 
within the meaning of the railway labor act. The A. F. L. de- 
partment said it was its position that the Commission, pursuant 
to the authority vested in it by section 1 fifth of the Railway 
Labor Act, should interpret or amend its existing orders in 
order to classify the aforementioned employes as subordinate 
employes. 

The brief said that a dispute had arisen among certain em- 
ployes of the refrigerator car companies as to who was their 
duly authorized collective bargaining representative for the 
purpose of the railway labor act. The department’s argument 
for the status of the car cleaning and repair and car, and shop, 
supervisors was based on analogy between the duties of those 
employes and those included in the class of “foremen, super- 
visors, and roadmasters” in the Commission’s order of Novem- 
ber 1, 1920, observing that subsequent orders of November 24, 
1920, and February 5, 1924, had carried no change in language, 
with reference to those employes. 


0. D. T. Operation of Track Lines 


Representatives of states in the west in which the Office 
of Defense Transportation is operating certain of the truck 
lines taken over as a result of labor trouble have brought to the 
attention of Attorney General Biddle the position taken by 
the O. D. T. that it should not pay state, privilege, use, sales 
and similar excise taxes formerly paid by these truck lines 
where there is no lawful obligation on the part of the govern- 
ment to pay them (see Traffic World, Jan. 27, p. 223). 

State officials and members of Congress from the states 
involved have held further conferences on the subject. 


“If government-operated lines do not pay taxes, competing 
lines will not only complain but will toss their operations into 
the lap of the federal government where priorities for tires and 
parts offer an attraction in addition to possible escape from 
taxes,” said Representative Case, of South Dakota, in a letter 
to Attorney General Biddle on the subject of the O. D. T.’s re- 
fusal to pay state taxes on the truck lines taken over by it for 
operation. The letter was made public at Representative Case’s 
office. 


Mr. Case stated in the letter that the congressional delega- 
tions from the western states involved in the tax controversy 
had voted unanimously to support the position taken by the 
attorneys general of those states—that the O. D. T. should pay 
the state taxes—and had directed that a committee be appointed 
to “follow through.” Members of this committee, he said, were: 
Senators Hickenlooper, of Iowa; Reed, of Kansas; Ball, of Min- 
nesota; Butler, of Nebraska; Langer, of North Dakota, and 
Bushfield, of South Dakota, and Representatives Jensen, of 
Iowa; Carlson, of Kansas; Andresen, of Minnesota; Stefan, of 
Nebraska (secretary of the committee); Lemke, of North Da- 
kota, and Case, of South Dakota (chairman of the committee). 
The committee was urging the Attorney General, he said, to 
expedite his decision on the question involved “in order that the 
chaotic condition which now exists can be relieved at the earliest 
possible date.” He said the present situation with respect to 
refusal by the O. D. T. to pay state taxes would arouse public 
fears on the exercise of governmental powers. 

“If operational taxes which are compensatory for the wear 
and tear of trucks on highways can be avoided,” he said, ‘the 
public will see a new threat to local government and private 
property in all the war powers of the government. It is not in- 
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conveivable that a demand will arise for placing limitations 
upon their exercise in fields where their need is great. 

“During the discussions of this matter, counsel and repre. 
sentatives for the Office of Defense Transportation have indj. 
cated that if the operations are profitable that then they wil] 
pay the taxes in question. 

“The federal government stepped into this situation, orig. 
inally, as the executive order No. 9462 states, to insure the pay- 
ment of a wage awarded by the National War Labor Board, 
The employment of highways is as essential to the operation as 
the employment of personnel. Both are costs of operation ang 
both should be paid. 

“Tax avoidance is not a practice that the federal goverp. 
ment can afford to condone in any form, much less sponsor.” 


TIRE INSPECTION 


Failure of commercial motor vehicle operators to comply 
with regulations requiring periodic tire inspections will ad. 
versely affect the claims of these operators for new tires, says 
the Office of Defense Transportation. 

The O. D. T. warned truck, bus and taxicab operators that 
general order O. D. T. 21A required all commercial motor 
vehicle operators to have their tires checked after each 5,000 
miles of operation, or after every six months of operation if 
operated less than 5,000 miles. 

Office of Price Administration action lifting this require. 
ment for passenger car tires in no way affected compliance of 
commercial motor vehicle operators with O. D. T. tire inspec. 
tion requirements, it was pointed out. Inspections may be made 
by any agency designated by O. P. A., the O. D. T. added. 

Truck, bus and taxicab operators were also informed that 
O. D. T. representatives on tire rationing panels were giving 
close consideration to records of regular tire inspection in mak- 
ing recommendations on applications for new tires. 


BUS PRODUCTION 


The War Production Board has announced revised quotas 
for the manufacture of integral busses in 1945 providing for 
production of 9,413 such busses, a reduction of 979 busses from 
the earlier production program of 10,392. 


TIRE PRODUCTION 

The Rubber Bureau of the War Production Board has an- 
nounced authorization by the Defense Plant Corporation of 
$2,000,000 for the Armstrong Rubber Co., at West Haven, Conn. 
for a new building and acquisition of additional machinery and 
equipment to add 6,000,000 heavy truck tires to the annual out- 
put available from existing tire plants and equipment. 

Steps to curtail carbon black consumption to the extent of 
10,000,000 pounds a month were announced by Director Clark, 
of the bureau, to offset a critical shortage of carbon black for 
the making of tires. 


TIRE PRODUCTION ORDER 


Additional steps to channel available supplies of rayon 
tire cord into production of the most critical types of heavy- 
duty tires have been announced by the Rubber Bureau of the 
War Production Board. The conservation measures would 
make available considerable quantities of rayon cord for use in 
meeting increased schedules for airplane tires and heavy truck 
and bus tires urgently needed to meet essential requirements, 
W. P. B. said, adding: 


The new diversion of rayon tire cord was put into effect by revision 
of list 32 in rubber order R-1. This order is the general regulation that 
covers production and distribution of rubber products. List 32 sets 
forth types of tires that have first call on available supplies of rayon 
tire cord... 


The revised list 32 supersedes direction 5 of R-1, which is revoked 
as of February 15. Direction 5 was issued on December 13, 1944, for 


the purpose of effecting temporary revisions in the preference pattern 
set forth in list 32. 


0. D. T. COORDINATION ORDERS 


The Office of Defense Transportation has issued additional 
supplemental orders providing for coordinated operations as 
follows: O. D. T. 3, Rev. 527, between Syracuse, Binghamton and 
Endicott, N. Y.; O. D. T. 3, Rev. 531; between Hastings and 
Grand Island, Neb.; O. D. T. 3, Rev. 532, in Wisconsin; O. D. T. 
3, Rev. 535, in North Carolina; O. D. T. 3, Rev. 539, between 
Rocky Mount and points in North Carolina; O. D. T. 3, Rev. 59, 
between Little Rock and Gateway, Ark. (revocation); O. D. T. 
3, Rev. 231A, between points in Missouri and Arkansas; 
O. D. T. 3, Rev. 534, between Nashville, Tenn., and Chicago, 
Ill.; O. D. T. 6A-90, in Spokane, Wash., area; O. D. T. 3, Rev. 
540, in Texas; O. D. T. 3, Rev. 541, in Maryland; O. D. T. 3, 
Rev. 542, between points in New York City and Long Island, 
N. Y.; O. D. T. 3, Rev. 543, between New York, N. Y., points 
and places in New Jersey and Baltimore, Md.; and O. D. T. 3, 
Rev. 546, between Dallas and Palestine, Tex.. 
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Travel Curtailment 


After Representative Rich (Republican), of Pennsylvania, 
had announced in the House that he had been reliably informed 
that the Office of Defense Transportation at Scranton, Pa., had 
“refused the Wyoming Conference of the Methodist Episcopal 
Church to have their annual meeting on April 11 without per- 
mission of the Office of Defense Transportation in Washington,” 
Representative Rankin (Democrat), of Mississippi, said he 
thought it was “an outrage to bar a church, lodge, or Legion 
meeting under the pretense of aiding the war effort.’ 

Representative Rich said it seemed to him there was no 
pody of people in the country who traveled less than the minis- 
ters, and added that “if they are not permitted to have the 
annual meeting the churches of this country are going to be 
retarded in the work they are doing.” 

“T care not whether it is a convention of Catholics or Jews 
or Protestants, religion has been one of the predominant things 
for which this country has been noted since its formation,” he 
said. “Freedom of religion. When the time comes that we pro- 
hibit these religious organizations from meeting, it is a pretty 
bad thing for the country. That is what Hitler did. I do hope 
the O. D. T. permits these religious bodies to meet in annual 
session. We can stop much more travel before we stop the 
churches from assemblage.” 


Masonic Lodge Officials’ Letter 


Representative Rankin averred that “one of these meetings 
will not injure the war effort any more than would a crowded 
picture show in Washington or a prize fight in Madison Square 
Garden, New York.” He inserted in the Congressional Record a 
letter. he had received from “Dr. J. Rice Williams, the former 
grand master of the Masonic Lodge in Mississippi,” complaining 
about the O. D. T. “ban” on conventions involving attendance 
of more than 50 persons, as follows: 


Permit me to protest the recent ban on conventions to over 50 

ersons. 
4 I also protest the manner of its interpretation. The O. D. T. seems 
to put the burden of proof on the people applying for a permit to 
meet to show that the meeting will benefit the war effort, whereas, in 
all good conscience, they should only be required to show that the 
meeting will not interfere with the war effort. 

There would not be so much interference if the ban only applied 
to national conventions. It seems strange that the Congress should 
dip down into a state and limit the size of a convention in that state, 
wholly within the state. 

Conforming to this unconstitutional ban, our Masonic grand lodge 
cannot meet as usual. Just a skeleton meeting that would just about 
as well not be held. 

Article I of the amendments to the Constitution says that Congress 
shall make no law abridging the right of the people peaceably to 
assemble. There are no exceptions to it, such as a war measure, nor 
any other kind of exception. This article guarantees to the people 
the absolute right to assemble peaceably. 

I protest against any infringement of the Constitution of the United 
States. If we lose the Constitution, we have nothing solid on which 
to rely. We shall have fought a war with the slogan ‘‘the American 
Way”’ and then adopted the way of the dictator. 

It is law and order, based on the Constitution, or it is chaos. 


Constitutionality Challenged 


ia nents on the letter, Representative Rankin said, in 
part: » 


You can haye all the picture shows you want, you can have all 
these meetings here in Washington and other large cities, but when 
it comes to the Methodist Church, the Catholic Church, the Baptist 
Church, the Presbyterian Church, or any other church, or the Masonic 
Lodge, or the American Legion, meeting in a convention, then they 
come along and forbid it, in my opinion, in utter violation of the Con- 
stitution of the United States. If they do not change that order, 
Congress ought to do something about it. 


Representative Hoffman (Republican), of Michigan, averred 
that Mr. Rankin was getting “just what he might have antici- 
pated when he voted for New Deal legislation.” He said the New 
Dealers were now “getting the typical New Deal directives over 
in to the churches.” 

“What can you expect,” he asked, “when you have Earl 
Browder, who belongs to a party that does not believe in re- 
ligion, . . . in the same political bed with your President and 
your administration?” 


Praise for Director Johnson 


__ Representative Bulwinkle (Democrat), of North Carolina, 
said that “Colonel Johnson (director of the O. D. T.) has a hard 
job and is doing it well” and that “we must support him.” 

“Something over 200,000 freight and coal cars are held up 
on account of the weather in the north, northwest and north- 
east,” he said. “It may be necessary even to take off passenger 
trains on the main lines because the time is here when we must 
make use of our entire transportation system to get supplies to 
the Atlantic and Pacific coasts and to supply civilian needs; 
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and we must not permit in the slightest our war efforts to di- 
minish. Our first endeavor, our first thought, must be to win 
complete victories in Europe and in the Pacific.” 

Representative Patman (Democrat), of Texas, referring to 
criticism of the O. D. T. for “canceling conventions,” said he did 
not know what the facts were, but that Congress had delegated 
power to run the war to other people who were supposed to get 
the facts, and that he would not dispute them until he had the 
same information they had and then had come to a different 
conclusion. He said that certainly he would be opposed to any 
discrimination against any religious organization, and that he 
did Bae know whether or not it was necessary to suspend con- 
ventions. 


“Tremendous” Transport Problem 


“I do know,” he said, “‘that if I were to state here the enor- 
mous quantity of gasoline that is being used on the fighting 
fronts today .. . it would be startling and astounding to the 
people of America. It is just an inconceivable amount. I believe 
it is more important to use gasoline there than it is over here. 
. .. So far as transportation is concerned, I know that you can- 
not get coal in certain areas. . .. There are not sufficient cars to 
ship the coal. The same applies to oil. There is a tremendous 
transportation problem involved right now. I do not know how 
serious it is. I am certainly not going to condemn, criticize and 
censure those who are trying to carry on this war effort and 
those who are trying to divide up the services and commodities 
equally among the people unless I know the facts.” 

He agreed with Representative Hoffman that when con- 
gressmen received complaints from people they knew in their 
home districts, it was the duty of the congressmen to bring the 
complaints to the attention of the government department in- 
volved, and to speak about them in Congress when the depart- 
ments paid no attention to the complaints. 

“TI would ask for an investigation; even an impeachment 
might be considered in certain extreme cases if the facts should 
warrant,” said Mr. Patman. “So you have a remedy without 
condemning something we are not fully informed about. I think 
the facts should be determined first... .” 


Johnson’s Comment 


Director Johnson, of the Office of Defense Transportation, 
said that the O. D. T. had had no application for a permit to 
hold a meeting from the church organization referred to in the 
debate, and added that the O. D. T. had permitted some re- 
ligious meetings where they were necessary for the governing 
of the religious bodies involved. He observed that some meet- 
ings, even of that type, had been voluntarily postponed. 

“We are not interfering with the right to assemble and 
petition at all,” said Director Johnson. “They may assemble, 
but they can’t have any transportation.” 

He elaborated the remark by saying that, under the permit 
system of the O. D. T., permission was not granted where the 
meeting did not contribute to the war effort. 

The war powers act, the director said, had abrogated cer- 
tain of the citizen’s rights, adding that “‘we can’t fight a war” 
without taking such action. He said, by way of example, that 
he had a right to buy steel for a building, but that the govern- 
ment had decided that steel was needed for shells. He said that 
he had a constitutional right to buy a pair of shoes, but that 
the government required him to produce a ration coupon before 
he could do so. 


Meetings Approved 


Between February 1 and February 9 the war committee 
on conventions denied 469 applications for approval of scheduled 
conventions or meetings and gave approval to 15, the Office 
of Defense Transportation announced. It was also announced 
that Frank L. McNamee, successor of the late Charles M. Hay 
as deputy chairman of the War Manpower Commission, had 
taken Hays place on the war committee on conventions. The 
O. D. T. continued: 


The organizations whose applications to hold conventions were 
denied include a wide variety, among them technical and educational 
societies; medical, banking and bar associations; chambers of com- 
merce, fraternal bodies, trade associations, women’s clubs, youth organ- 
izations, veterans associations, and agricultural, religious and labor 
groups. It also included a number of festivals, trade shows, and market 
weeks. 

Besides the previously announced Red Cross and War Fund gather- 
ings the list of approved meetings is as follows: Central Pennsylvania 
Conference of the Evangelical Church, legislative conference, York, Pa., 
March 7 to 12; General Assembly of the United Presbyterian Church, 
legislative conference, Dayton, Ohio, May 23 to 28; United Lutheran 
Synod, Concord, N. C., legislative conference, April 3 to 5; Washington- 
Virginia annual conference of the Colored Methodist Episcopal Church, 
legislative conference, Norfolk, March 21 to 25; Selective Service Sys- 
tem, conference of state selective service directors, Washington, D. C., 
May; Southern Coal Producers Association, wage conference, Washing- 
ton, D. C., March 1; United Mine Workers of America, national wage 
conference, Washington, D. C., March 1; Iowa Wing Civil Air Patrol, 
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recruiting conference, Des Moines, February 3, 4; Nebraska Civil Air 
Patrol Wing, recruiting conference, Omaha, February 3, 4; Magnaflux 
Corp., school of instruction (attendance 30 per cent to 40 per cent from 
armed services) Los Angeles; Society of Automotive Engineering, sub- 
division on aeronautics, materials and processing, New Orleans, Febru- 
ary 27 to March 2; Wartime Graduate Medical Meeting, Regional Board 
No. 19, sponsored by American Medical Association, American College 
of Surgeons, American College of Physicians, Denver, March 15, 16, 17; 
and Minneapolis-Honeywell engineering conference, B-29 instruction to 
field personnel on B-29 components, Chicago, February 18 to 23. 


At the Office of Defense Transportation it was said that 
the four religious organizations to which approval of scheduled 
meetings was granted were “legislative conferences.” These 
groups, it was explained, were drawn, not from the country at 
large, but from compact areas,” and that the meetings were 
not to be compared with meetings of ministers or instructors 
of Bible classes. These, it was said, were the legislating bodies 
of the religious groups, holding title to the property of the 
churches included in the group, and required to meet in ac- 
cordance with the charters under which they operated. It was 
also observed that, in many of the Protestant church groups, 
ministers were appointed for a term of one year, and that it 
was necessary that these groups meet in order to act on 
changes among ministers, or their continuance in their present 
churches. 

As to the number in attendance at each of the meetings of 
the four church groups, the O. D. T. gave out the following 
figures: Central Pennsylvania Conference of the Evangelical 
Church, 173; Central Assembly of the United Presbyterian 
Church, 325; United Lutheran Synod of North Carolina, 210; 
and Washington-Virginia Annual Conference of the Colored 
Methodist Episcopal Church, 100. 


Chicago Luncheon Off 


_ John S. Burchmore, chairman of the public affairs com- 
mittee of the Traffic Club of Chicago, announces that the lunch- 
eon to have been held by that club February 19, at which E. G. 
Plowman was to have spoken, has been called off because Mr. 
Plowman cannot come. Over 600 reservations had been made. 
No travel was involved, except, of course, that of Mr. Plowman 
himself, 

The story was current that Director Johnson, of the O. D. 
T., had borbidden Mr. Plowman to attend the luncheon and that 
he had taken the position that such luncheons were taboo. The 
notice canceling the luncheon said that Mr. Plowman, “for rea- 
sons beyond his control,” would be unable to be present. 

Questioned as to reports that action taken by him had re- 
sulted in Mr. Plowman, vice-president in charge of. traffic, 
United States Steel Corporation, canceling his engagement to 
address the Traffic Club of Chicago, and that such luncheon 
meetings were now taboo, Director Johnson, of the Office of 
Defense Transportation, said he had not asked Mr. Plowman 
to cancel the engagement and that there had been no change 
in O. D. T. policy with respect to the holding of local meetings. 

Director Johnson said Mr. Plowman had told him of his 
decision not to go to Chicago for the luncheon and that he 
(Director Johnson) had commended him for making that deci- 
sion because of the travel involved. Mr. Plowman is now in 
Washington as special assistant to the chairman of the War 
Production Board on transportation matters, having gone there 
February 6. Director Johnson said the O. D. T. was telling gov- 
ernment men that they should not travel to such meetings as 
that scheduled in Chicago by the Traffic Club. He said he was 
not now allowing O. D. T. men to make such trips and that this 
included himself. He said that on D-Day last June he had can- 
celed 17 scheduled speeches for himself at meetings running 
into the fall. 

As to the story that local luncheons were taboo, Director 
Johnson said that was not true but that travel to them was 
taboo if a club holding a luncheon invited a lot of outside peo- 
ple. He said, however, that clubs had been told they would not 
be criticized if they had five outside guests. 

Questioned about the matter at the War Production Board, 
Mr. Plowman said he had, of his own volition, decided to cancel 
his speech at Chicago. He said he had talked it over with Direc- 
tor Johnson and that the latter had commended him for his 
decision. He said that, while he had transportation conditions in 
mind, the basic reason for his decision was that he had found, 
on coming to Washington February 6, Chairman Krug, of the 
W. P. B., wished him sworn in at once as special assistant and 
that he had no choice but to remain in Washington. If he had 
wished to keep his speaking engagement in Chicago, he said, he 
would have had to make arrangements and to explain to Chair- 


man Krug why he wished to be out of Washington for more 
than one day. 


Oo. D. T. OFFICES 
By amendment 3 to administrative order O. D. T. 6B, 
the Office of Defense Transportation has eliminated Cadillac, 


Mich., as the location of a field office. The remaining field 
office is at Lansing. 








TRAFFIC WORLD 
Great Lakes Record 


Lawrence C. Turner, head of the waterways transport de. 
partment of the Office of Defense Transportation, in a report to 
Director Johnson, of the O. D. T., covering operations on the 
Great Lakes in 1944, said that the lake carriers had met al] 
government requirements in 1944, and had transported the 
largest tonnage in history. 

The report said that the total 1944 tonnage of the five most 
important Great Lakes commodities—iron ore, bituminous coal, 
anthracite coal, grain, and limestone—amounted to 184,155,384 
net tons, and that this was an increase of more than 8,000,000 
tons over the 1943 figure, and more than 1,125,000 tons over 
1942, hitherto the record year for Great Lakes shipping. 

According to the report, the Great Lakes carriers handled 
in 1944 90,911,003 net tons of iron ore; 58,747,203 of bituminous 
coal; 1,416,127 of anthracite coal; 16,228,880 of grain; and 
16,852,171 of limestone. 

“The 1944 shipping season was 277 days long,” said Mr, 
Turner, “and 443 American vessels as well as numerous ships 
of Canadian registry were employed in the trade. For the first 
time in history the combined Lakes movement of bituminous 
and anthracite reached the 60,000,000-ton mark. Grain ship- 
ments increased enormously, totaling 583,880,803 bushels. Of 
that total, wheat, principally from the Lake Superior region, 
totaled more than 420,000,000 bushels. 

“One gets an idea of the ability of the Great Lakes fleet 
to meet all war demands when it is considered that in each of 
the past five years, since the beginning of the nation’s defense 
program in 1940, the bulk freight movement has exceeded that 
of the largest peace-time year, 1929. In that year the Great 
Lakes carried something over 138,000,000 tons. This year’s 
achievement would have been impossible in the face of war- 
time manpower shortages without the untiring exertions of the 
crews, officers and operators of the Great Lakes fleet.” 

Mr. Turner said that the prospects were that the Great 
Lakes would be called on in 1945 to carry an even greater 
tonnage. 


Petroleum Transportation 


Because severe weather conditions east of the Mississippi 
River and north of the Ohio River continued to cripple overland 
and inland waterway movements, petroleum tank car deliveries 
to the east coast area in the week ended February 3 fell to the 
lowest point in the last three years, delivering an average of 
439,722 barrels a day, as against “the previous low point” of 
464,561 barrels a day in the week ended March 21, 1942, Deputy 
Petroleum Administrator Davies reported. 

He said that between 15,000 and 20,000 petroleum tank 
cars were “stranded by snowdrifts or tied up in yards and 
terminals” and that barge traffic was almost completely para- 
lyzed along the Atlantic coast and on the upper reaches of the 
Ohio River in the week covered by his report. His statement 
included the following: 


Stranded tank cars included not only those loaded with oil for 
eastward movement but empties that were heading back to Texas and 
the midwest for reloading and that should have been ready now for 
the return trip to the east... Through oil trains were hampered by 
heavy snows and ice interfering with interlocking switching operations, 
while some trains were halted completely by 40-foot snow drifts that 
blocked rights of way through railroad ‘‘cuts.’’ Along the Niagara 
frontier, 80 to 100 inches of snow backlogged some 4,200 oil tank cars 
from Buffalo as far west as Toledo and Detroit. About 1,000 oil tank 
cars were laid up on feeder lines from Toledo westward, waiting for 
the breakup of congested traffic east of Toledo and Pittsburgh. Cleve- 
land was snowbound for several days so that through trains could not 
move into the yards in the city. 

Pittsburgh, along with Buffalo a principal gateway to the east 
coast, was particularly hard hit by snowstorms. One petroleum tank 
car expert said, ‘‘This is the worst winter seen in the memory of the 
oldest man in this business.”’ 

Barges, which are important links between bulk terminals and 
many large cities, were particularly hard hit by ice and snow. The 
Coast Guard now has ice cutters on the Ohio River, Hudson River, 
Potomac River, Chesapeake Bay, New York Harbor, and at other 
points in an effort to keep channels open for the movement of oil 
barges to Steubenville, O., Wheeling, W. Va., Pittsburgh, Pa., Wash- 
ington, D. C., Baltimore, Md., Philadelphia, Pa., Yonkers, N. Y., and 
other areas.... - 

Deliveries to Baltimore and Washington from Philadelphia and 
other points were halted when barges and, in some instances, even 
tankers, were held up by a field of 20 miles of ice in the Chesapeake 
Bay and considerable ice in the Delaware Bay.... Some 25 tow boats 
are in New York repair yards while others are waiting to get into the 
ways. . 

Pipeline movements continued unhampered by weather conditions. 
The ‘‘Big Inch’’ (24-inch) pipeline pumped an average of 311,060 barrels 
a day for the week ended February 2, as compared with an average 
of 316,582 barrels daily for the previous week. The ‘‘Little Big Inch” 
(20-inch) pipeline pumped an average of 228,111 barrels daily for the 
week ended February 2, as compared with 228,314 barrels daily for 
the previous week. 


The Office of Defense Transportation has called on petro- 
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leum tank truck operators to put the nation’s 16,000 over-the- 
road tank trucks to work a minimum of 130 hours a week 
moving vitally needed petroleum supplies. In cases where op- 
erators were using their equipment less than the desired mini- 
mum hours per week they were urged to lease such equipment 
to any petroleum carrier or shipper who could utilize the equip- 
ment in idle periods. 

Cooperation with the request to fully use tank truck equip- 
ment was imperative, the O. D. T. said, because of the serious 
reduction in petroleum stocks brought about by the current 
transportation crisis and heavy military requirements. The 
recent severe weather conditions had seriously curtailed trans- 
portation operations, it said, adding: 


Reports indicate that many bulk plants and dealers in fuel oil 
and other petroleum products are in such short supply that only full 
use of tank truck equipment and their continued full use for some time 
to come will enable petroleum users to obtain even immediately neces- 
sary supplies. It may be months before the current set-back in distri- 
pution can be made up and the over-the-road tank truck flow of 
petroleum products more nearly in line with essential civilian and 
military needs. 

O. D. T. pointed out that the failure of a number of owners of 
tank truck equiprent to lease such equipment on a part time basis 
so as to bring its utilization to full capacity has forced the granting 
of a considerable number of O. D. T. permits for the use of rail tank 
cars on short hauls, thus depriving the armed services and the public 
from the use of these cars in long-haul overland transportation. 

The O. D. T. ‘pointed out that it is aware of the various obstacles 
which have prevented or discouraged over-the-road petroleum tank truck 
operators from freely leasing vehicles not in full use. The O. D. T. 
added that it does not wish to indirectly penalize those operators willing 
to lease available equipment and is taking appropriate steps to aid such 
operators in meeting their manpower, tire, replacement parts and new 
equipment needs. 

Tank truck operators were warned, however, that O. D. T. regula- 
tions concerning the allocation of new vehicles require that present 
equipment be fully used before permission to acquire new equipment 
is granted. 

Petroleum carriers and shippers were requested to notify the O. D. 
T. liquid transport department in Washington, D. C., of refusal of any 
concern to lease idle or partially idle over-the-road tank truck equipment. 

To emphasize its request for more full use of tank truck equipment 
through additional leasing and rental, the O. D. T. directed attention 
to a section of O. D. T. General Order No. 21A which provides that the 
0, D. T. may direct the manner in which petroleum tank trucks may be 
operated and may also order the leasing of such equipment. 


“Highway transportation, which three years ago was mov- 
ing 25,000,000 gallons of petroleum products over the road 
every day, is currently delivering 128,000,000 gallons daily,” 
says the National Highway Users Conference. “The story behind 
this five-fold increase in volume reveals one of the greatest 
business performances of the domestic war front. 

“In this operation the nation’s 14,000 over-the-road tank 
vehicles took over the short-haul business formerly handled by 
73,000 railway tank cars. Formerly it took a railway tank car 
witha 10,000-gallon capacity five days to load, travel to desti- 
nation, unload, switch around and get back to point of origin 
again on a 25-mile haul. On the other hand, a motor vehicle 
with a 4,000-gallon capacity can make six round trips daily 
over the same distance and deliver 120,000 gallons of petroleum 
products, or 12 times as much as the tank car, in five days. 

“This vast accomplishment, without which, the shortage of 
civilian gasoline and fuel oil would have been even more acute, 
was achieved through cooperation of government agencies and 
motor vehicle operators.” 

Appointment of Lucien F. Craig, formerly of the Gulf Oil 
Corporation, as assistant director of the division of supply and 
transportation of the Petroleum Administration for War, has 
been announced by Deputy Petroleum Administrator Ralph K. 
Davies. Mr. Craig formerly held this position with P. A. W. but 
resigned to return to the Gulf company. He was asked to re- 
turn to P. A. W. because the petroleum supply and distribution 
problems had become critical, said Mr. Davies, and had re- 
signed from the Gulf company in response to P. A. W.’s request 
that he return to Washington. 

A record tanker movement of 570,910 barrels of petroleum 
and petroleum products daily into east coast ports the week 
ended February 3 kept many cities and towns from running 
completely dry when overland transportation facilities to the 
Atlantic seaboard were crippled by severe snow storms and 
cold weather, Deputy Petroleum Administrator Davies reported 
February 15. 

The ocean-going tankers plowed through ice-bound east 
coast channels to deliver the highest weekly shipments by 
tanker since April, 1942, when tankers were requisitioned by 
the War Shipping Administration, Mr. Davies said, adding: 

The record tanker movement assumed greater importance when tank 
car deliveries to the east coast the week ended February 10 fell to a 
hew three-year low for the second successive week with a shipment of 


425,155 barrels daily as compared with 439,722 barrels a day the previ- 
ous week, 


The backlog of tank cars that were stranded along right-of-ways and 
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in terminals west of Detroit and Toledo has been cleared. 

However, blizzards in New England continued to retard tank car 
shipments into that area. Even local tank truck deliveries.were slowed 
down or stopped altogether. State militia and army personnel were 
called upon to help dealers move supplies to consumers who otherwise 
would not have received any fuel oil deliveries. 

Oil barge shipments still were tied up by ice last week, but during 
the last two or three days mild weather began thawing out many of 
the ice-locked ports. Oil traffic is expected to move within the next 
few days up the Ohio, Hudson and Potomac rivers. 

The ‘Big Inch’’ (24-inch) pipeline pumped an average of 317,476 
barrels daily for the week ended February 10, as compared with an 
average of 311,060 barrels daily for the previous week. 

The ‘‘Little Big Inch’’ (20-inch) pipeline pumped an average of 
203,357 barrels daily for the week ended February 10, as compared 
with 228,111 barrels daily for the previous week. 


Oo. D. T. EXPEDITING ORDERS 


The Office of Defense Transportation has issued special 
orders expediting collection and delivery of line-haul shipments 
as follows: O. D. T. E-2A, El Paso, Tex., area; O. D. T. E-9, 
Houston, Tex., area, and O. D. T. E-10, San Antonio, Tex., area. 


Oo. D. T. APPEAL DECISION 

In O. D. T. appeal decision No. 85, Dircetor Johnson, of the 
Office of Defense Transportation, has affirmed the action of the 
district manager of the Atlantic City (now Camden), N. J., 
office and of the regional director of the O. D. T. highway trans- 
port department at Philadelphia, denying an application for 
approval of inauguration of service as a private carrier of prop- 
erty by Seashore Laundry Co., Inc., of Ocean City, N. J. 


F. E. A. AUTHORITY TO O. D. T. OFFICIAL 


By amendment 14 to administrative order O. D. T. 1, the 
Office of Defense Transportation has delegated to the O. D. T. 
executive officer the authority to perform all of the functions 
and duties that the order said had been delegated by the 
Foreign Economic Administration in a letter of December 3, 
1943, to the O. D. T. The O. D. T. order designated its executive 
order as contracting officer, and authorized him, subject to the 
approval of the O. D. T. general counsel, to sign and execute 
contracts or agreements on behalf of the United States pur- 
suant to the authority and functions delegated to the O. D. T. 
by the F. E. A. Joseph White is the O. D. T.’s executive officer. 


PASSENGER TRAIN “FREEZING” ORDER 


The National Association of Railroad and Utilities Com- 
missioners has called attention to a decision of the Missouri 
public service commission by which it is held that general order 
O. D. T. No. 24, prohibiting railroads from operating any pas- 
senger train schedule in addition to those operated in the week 
ended September 26, 1942, temporarily supersedes any con- 
trary order that might be issued by a state commission. The 
case before the Missouri commission, according to the N. A. R. 
U. C., was an application of several towns to restore service 
on the Burlington’s line from Laclede, Mo., to Carrollton, Mo. 

“Passenger service, other than mixed train service,” said 
the N. A. R. U. C., “had been ordered discontinued by the 
Missouri commission on April 15, 1942, because of the meager 
traffic. In the instant proceeding the communities and shippers 
along the line sought restoration of this passenger service and 
improved freight service. The railroad company moved to 
dismiss the complaint, one ground for the motion being that 
the O. D. T. had prohibited railroad companies from increasing 
passenger transportation service except where necessary for 
the transportation of troops and material of war. No such 
necessity was shown. In granting the motion and dismissing 
the complaint, the commission cited several Supreme Court 
decisions, beginning with Tarble’s Case, 80 U. S. 397, holding 
that where federal and state jurisdiction comes into conflict, the 
federal authority is supreme. The commission, however, also 
examined the complaint on the merits, both as to passenger 
and freight service, and found that public convenience and 
necessity did not warrant an increase in the service.” 


PASSENGER TRAIN DISCONTINUANCE 


Representative Sid Simpson, of Illinois, inserted in the 
appendix of the Congressional Record of February 13 corre- 
spondence involving protests against discontinuance by the Chi- 
cago & Illinois Midland Railway Co. of certain passenger trains 
between Springfield and Pekin, Ill., effective February 28. 

Representative Simpson wrote to V. T. Corbett, assistant 
director, passenger section, railway transport department of the 
Office of Defense Transportation, setting forth a resolution of 
railroad brotherhood representatives protesting this discontinu- 
ance. He said that the reason for the discontinuance was gen- 
eral order O. D. T. 47. He also wrote a letter to Director John- 
son, of the O. D. T., and went into some detail, saying that there 
were 29 towns and communities that would be affected if the 
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discontinuance was permitted. He wrote, also, to Attorney Gen- 
eral George Barrett of Illinois, in which he said that, because of 
the O. D. T. order, the C. & I. M. had announced new schedules, 
effective March 1, eliminating four passenger trains between 
Springfield and Pekin. He suggested that the attorney general’s 
office investigate the matter and that, if warranted, injunction 
proceedings be started at once. Representative Simpson also 
called the situation to the attention of James F. Byrnes, direc- 
tor of war mobilization and reconversion. 

Mr. Corbett, questioned about the matter, pointed out that 
section 500.52 of general order O. D. T. 47 required railroads 
to eliminate passenger train schedules on which the seat and 
space occupancy had not averaged 35 per cent in November, 
1944. He said that occupancy of the four trains involved in the 
C. & I. M. schedules had fallen below that average. He also 
pointed out that the same section of the order said that “the 
provisions of this section shall not apply to mixed trains,” and 
said that the C. & I. M. would substitute a mixed train daily 
in each direction between Springfield and Pekin. He said that, 
beyond replying to Representative Simpson’s letter, no action 
on the part of O. D. T. was required, since the railroad was 
complying with the order. 





FREIGHT CLAIM CONFERENCE 


Representatives of the army and navy, rail and motor car- 
riers at a conference at the War Department have considered 
problems that have arisen with respect to government loss and 
damage claims against carriers with a view to establishing 
procedure with respect to such claims that will be mutually 
satisfactory to the government and the carriers. As the result 
of suggestions made at the conference it is expected that both 
the government and the carriers will endeavor to adopt prac- 
tices that will improve the handling of claims, according to 
carrier representatives who attended the meeting. Brig. Gen. 
W. J. Williamson, chief of the traffic control division, Office of 
Chief of Transportation, Army Service Forces, and other army 
and navy officers; C. F. Jackson and other representatives of 
the American Trucking Associations, and E. A. Reynolds, of the 
Association of American Railroads and other representatives of 
the railroads, participated in the conference. 


Tank Car Demurrage Order 


The Commission, division 3, has issued amendment No. 2 
to revised service order No. 263, effective February 22, further 
amending the provisions of the revised service order, dealing 
with demurrage charges on tank cars (see Traffic World, 
Jan. 20, p. 169). The instant amendment vacates corrected 
amendment No. 1. 

The pertinent provisions of the amendment follow: 


Revised Service Order No. 263 (10 F. R. 582) of January 12, 1945, 
as amended, be, and it is hereby, further amended by substituting the 
following paragraphs for paragraphs (a), (b), (g), (1), (h), and (n). 

(a) Each common carrier by railroad subject to the Interstate 
Commerce Act shall continue to apply the demurrage rules and charges 
in Agent B. T. Jones’ Tariff I. C. C. No. 3815, supplements thereto 
or reissues thereof, and in other demurrage tariffs with the additions 
and modifications hereinafter set forth, which modifications and addi- 
tions are applicable only to loaded tank cars suitable for interchange 
having Association of American Railroads mechanical designation pre- 
i by “Te,” OT,” “TA,” “PAL” OTP,” and “Trl,” in the 
official equipment register, when held for unloading, reconsigning, diver- 
sion or reshipment. 

(b) Tank cars with designation of ‘“‘TA,’”’ ‘‘TAI,”’ “‘TP,’’ and ‘“‘TPI’”’ 
(see exception) shall be included in and be ‘subject to all provisions 
applicable to loaded tank cars of designation ‘“TM’’ or ‘‘TMI.”’ 

Exception. This provision is not applicable to tank cars designated 
“Tp” or ‘“‘TPI’’ when loaded with Anhydrous Hydrofluoric Acid, Carbon 
Dioxide, Chlorine, Ethyl Chloride, Ethylene Oxide, Metallic Sodium, 
Methyl Chloride, Sulphur Dioxide or Motor Fuel Anti-knock Compound. 

(g) Storage charges. 

(1) The operation of all rules, regulations and charges for storage 
in lieu of demurrage on freight in tank cars at or short of ports con- 
signed or reconsigned for export, coastwise or intercoastal movement 
is hereby suspended and in lieu thereof the rules, regulations and 
charges named in this order shall apply. 

(h) Claims. (1) Except as provided in sub-paragraph (2) hereof 
when additional free time is allowed for weather conditions, bunching 
and other similar disabilities such as those set forth in Rule 8 of 
Agent B. T. Jones’ Tariff I. C. C. No. 3815, such additional time shall 
be added to the reduced free time provided in (d) above. 

(2) When lading is frozen or congealed, so as to require heating, 
thawing or loosening to unload the free time shall be extended twenty- 
four (24) hours. 

(n) Effective date. Except as provided in paragraph (0) this order 
shall become effective at 7 a. m., January 22, 1945. 


CARLOAD FREIGHT COMMODITY STATISTICS 
The Commission has issued statement M-550, prepared by 
its Bureau of Transport Economics and Statistics, of tons of 
revenue freight originated and tons terminated in carloads by 
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classes of commodities and by geographic areas—Class I steam 
railways—for July and August, 1944. 

The July statement shows a total of 131,351,578 tons of 
revenue freight originated and 115,671,764 tons terminated. As 
to forwarder traffic, tons originated totaled 261,271 and tons 
terminated totaled 260,465. By groups of commodities, July 
— originated and terminated, respectively, were reported 
as follows: 


Products of_agriculture, 13,445,207 and 14,074,523; animals and prod- 
ucts, 2,010,628 and 2,075,333; products of mines, 72,586,601 and 55,357,820; 
products of forests, 7,302,636 and 7,555,800; and manufacturers and mis. 
cellaneous, 33,329,258 and 33,690,374. 


The August statement shows a total of 138,267,377 tons of 
revenue freight originated and 123,203,321 tons terminated, 
As to forwarder traffic, tons originated total 281,802 and tons 
terminated totaled 285,596. By groups of commodities, August 
— originated and terminated, respectively, were reported 
as follows: 


Products of agriculture, 12,238,428 and 12,872,883; animals and prod- 
ucts, 2,160,062 and 2,245,018; products of mines, 77,077,908 and 59,982,770; 
products of forests, 8,122,496 and 8,464,567; and manufacturers and mis- 
cellaneous, 35,819,905 and 36,573,698. 


Freight Commodity Statistics 


The Commission has issued statement M-500, prepared by 
its Bureau of Transport Economics and Statistics, of freight 
commodity statistics of Class I steam railways for July, August 
and September, 1944, showing freight traffic originated, freight 
traffic terminated, total freight traffic carried, and freight rev- 
enue, by classes of commodities and regions. 

For July, 1944, the compilation showed, as to both carload 
and less-carload traffic, a total of 132,940,075 tons of revenue 
freight originated, 117,255,208 tons terminated, total freight 
traffic (including duplications) of 259,666,434 tons, and freight 
revenue amounting to $616,157,945. Carload traffic accounted 
for 3,173,017 carloads, or 131,351,578 tons, of revenue freight 
originated, 2,907,220 carloads, or 115,671,764 tons terminated, 
total freight (including duplications) of 6,607,076 carloads, or 
256,435,897 tons, and freight revenues amounting to $586,- 
197,936. As to forwarder traffic, included in the carload manu- 
factures and miscellaneous, n. o. s. item, the compilation showed 
a total of 13,884 carloads, or 261,271 tons, of revenue freight 
originated, 14,120 carloads, or 260,465 tons, of revenue freight 
terminated, total freight traffic (including duplications) of 
30,071 carloads, or 562,300 tons, and freight revenues amount- 
ing to $5,199,547. 

For August, 1944, the compilation showed, as to both car- 
load and less-carload traffic, a total of 140,025,156 tons of rev- 
enue freight originated, 124,924,200 tons of revenue freight ter- 
minated, total freight traffic (including duplications) of 274- 
771,559 tons, and freight revenues of $653,142,.378. Carload 
traffic accounted for 3,362,296 carloads, or 138,267,377 tons, of 
revenue freight originated, 3,117,895 carloads, or 123,203,321 
tons, of revenue freight terminated, total freight traffic (in- 
cluding duplications) of 6,980,310 carloads, or 271,266,237 tons, 
and freight revenue of $620,757,109. As to forwarder traffic, the 
compilation showed 15,306 carloads, or 281,802 tons, of revenue 
freight originated, 15,617 carloads, or 285,596 tons, of revenue 
freight terminated, total freight traffic (including duplications) 
of 31,989 carloads, or 592,587 tons, and freight revenue of 
$5,581,389. 

The statement for September shows, as to both carload and 
less-carload traffic, a total of 131,035,683 tons of revenue freight 
originated, 116,598,320 tons of revenue freight terminated, total 
freight traffic (including duplications) of 255,894,075 tons, and 
freight revenue amounting to $617,761,885. Carload traffic ac- 
counted for 3,183,645 carloads, or 129,318,347 tons, of revenue 
freight originated, 2,950,798 carloads, or 114,891,900 tons, of 
revenue freight terminated, total freight traffic (including dupli- 
cations) of 6,564,476 carloads, or 252,504,738 tons, and freight 
revenue of $586,051,619, As to forwarder traffic, the compilation 
showed 14,625 carloads, or 268,705 tons, of revenue freight orig- 
inated, 15,243 carloads, or 281,972 tons terminated, total freight 
traffic (including duplications) of 31,857 carloads, or 586,570 
tons, and freight revenues of $4,837,532. 





POTATOES IN REFRIGERATOR CARS 


In an amendment to his order 330, specifying preferences 
for the placement of refrigerator cars for potatoes, C. W. Tay- 
lor, manager, refrigerator car section, Association of American 
Railroads, as agent for the Commission, has added Idaho, Ore- 
gon, Maine, North Dakota, Minnesota and Colorado to the 
list of states excluded from the provisions of the order (see 
Traffic World, February 3, p. 280). 
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Revenue Freight Loading 


Revenue freight loading the week ended February 10 to- 
taled 755,436 cars, according to the Association of American 
Railroads. This was an increase of 2.3 per cent over the pre- 
ceding week, a decrease of 4.8 per cent under the correspond- 
ing week of 1944, and a decrease of 1.3 per cent under the corre- 
sponding week of 1943. Loading by groups of commodities was 
reported as follows: Grain and grain products, 41,347; live 
stock, 13,571; coal, 176,013; coke, 14,738; forest products, 38,902; 
ore, 10,757; merchandise, L. C. L., 96,763; miscellaneous, 363,345. 


IRISH POTATO SHIPMENTS 


Control of potato shipments from storage points to outside 
distribution centers has been extended to the movement of 
potatoes from the state of Colorado and the Red River valley 
in North Dakota and Minnesota by the Office of Defense Trans- 
portation by amendment No. 2 to General Order O. D. T. L-4, 
issued December 11, 1944. (See Traffic World, February 10). 

The order prohibits the transportation of Irish potatoes 
(all varieties) by common, contract or private motor carriers 
unless the shipper presents a permit issued by the War Food 
Administration. Other areas affected by the restriction include 
potato growing sections of Oregon, and Idaho and Aroostook 
County, Maine. The Red River valley area includes counties 
of Cavalier, Ramsey, Nelson, Steele, Pembina, Walsh, Grand 
Forks, Traill, Cass, and Richland in North Dakota and Kittson, 
Marshall, Pennington, Red Lake, Polk, Norman, Mahnomen, 
Clay, Becker, Wilkin and Otter Tail in Minnesota. 

The O. D. T. order was originally issued to assist W. F. A. 
in measures taken to facilitate the procurement of. potatoes for 
the armed services. 


Icing Restriction Order 


Saying that refrigerator cars loaded with fresh fruits and 
vegetables were arriving at destinations in described northern 
areas with excessive amounts of bunker and top ice in them, and 
that the loss of time necessary to remove the excess ice and re- 
condition the cars was causing undue delay, the Commission 
has issued service order No. 282, effective 12:01 a. m., Febru- 
ary 14, and expiring at 11:59 p. m., March 20, restricting bunker 
and retop icing of such cars. 

The order suspended the operation of tariff rules in conflict 
with its terms and required railroads to announce such suspen- 
sion. 

It was made subject to special and general permits issued 
by the director of the Commission’s Bureau of Service, Wash- 
a. D. C., to meet specific needs or exceptional circum- 
stances. 


The pertinent portions of the order follow: 


(a) Bunker ice restricted. No common carrier by railroad subject 
to the interstate commerce act, on refrigerator cars loaded with fresh 
fruits or fresh or green vegetables consigned or reconsigned to any 
point located in Canada, or in the United States in the states of Montana, 
North Dakota, South Dakota, or Minnesota, or east of the Mississippi 
River and north of the northern boundaries of the states of Tennessee 
or North Carolina shall reice such cars at any point in the United States 
within the above defined territory with more ice than is necessary to 
bring the ice in each bunker up to, but not above, fifty per cent (50%) 
of that bunker’s capacity. 

(b) Retop icing restricted. No common carrier by railroad subject 
to the interstate commerce act, on refrigerator cars loaded with fresh 
fruits or fresh or green vegetables consigned or reconsigned to any 
point located in Canada, or in the United States in the states of Montana, 
North Dakota, South Dakota or Minnesota, or east of the Mississippi 
River and north of the northern boundaries of the states of Tennessee 
or North Carolina, shall retop ice such cars at any point in the United 
States within the above defined territory; nor shall retop ice such cars 
at any point or points in the United States not located in the above 
defined territory with more than a total of five thousand (5,000) pounds 
of retop ice. 

(c) Application. The provisions of this order shall apply to all 
carload shipments of fresh fruits or fresh or green vegetables billed 
or in transit on or after the effective date hereof. 


Demurrage and “Snow” Embargoes 


Cars placed for loading prior to the effective dates of CSD 
embargoes Nos. 35, 37, 43 and 47—the “snow-belt” embargoes—, 
and as to which forwarding directions were not given to the 
railroads until the embargoes became effective, should be ex- 
empt from demurrage where carriers refused to accept billing, 
according to officials of the Association of American Railroads. 
It was emphasized at the A. A. R. that this view applied only 
to cars ordered and loading thereof begun before the effective 
dates of the embargoes involved. 

The question of applicability of demurrage to the class 
of cars involved was raised by the National Industrial Traffic 
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League and others. In a bulletin to members, E. F. Lacey, 
executive secretary of the League, set forth a letter received 
from H. A. Eaton, secretary of the transportation section, 
Association of American Railroads, Chicago, Ill., in,which Mr. 
Eaton included telegram sent by him to W. C. Kendall, chair- 
—_ of the car service division of the A. A. R., which in part 
ollows: 


Question raised by The National Industrial Traffic League and Rail- 
roads application demurrage rules connection embargoes Nos. 35, 37, 43 
and now 47 to cars placed for loading prior effective date of embargoes 
but not completely loaded and forwarding directions tendered until after 
embargoes effective. Previous embargoes allowed acceptance forwarding 
directions for a 48 hour period but these embargoes do not. Demurrage 
tariff covers detention while cars held for or by shipper and it can 
be said cars not so held after forwarding directions tendered to railroad 
—see Demurrage Rule 2 Section A which indicates demurrage charges 
not applicable above mentioned cars after billing is tendered. A definite 
decision should be reached for uniform application. Now have demur- 
rage special subcommittee in session which is of opinion cars referred 
to above should be released from demurrage rules application when 
billing tendered to railroad since embargo is railroad disability due 
weather conditions. 


Chairman Kendall replied that he had talked with J. M., 
Souby, general solicitor of the A. A. R., and Director Clinger, 
of the Commission’s Bureau of Service. Said he: 


Have talked with Messrs. Souby and Clinger, and we all agree ship- 
pers should not be penalized in demurrage on cars which they could not 
bill during effective period embargoes 35, 37, 43 and 47. Agree your 
interpretation that demurrage charges not applicable after billing is 
tendered. 


EMPTY CARS TO WESTERN RAILROADS 


Delivery of empty cars from the east to the western rail- 
roads ‘‘should continue to increase daily until normal movement 
is attained,” said C. E. Johnston, chairman, Western Associa- 
tion of Railway Executives, in announcing that solid trainloads 
of empty cars began maving through the Chicago and St. Louis 
gateways on February 10. Other solid trains of empties, he 
said, were en route from the east. The cause of the shortage 
of empties in the west, he said, was the bad winter weather 
in the east, which ‘made a nightmare of terminal operations, 
such as switching and unloading.” At the worst period, he said, 
the movement of empty cars through Chicago fell to as low 
as 25 per cent of normal. It had returned to 40 per cent of 
normal and would continue to rise with “a few days of normal 
winter weather,” said he. 





Coal Transportation 


Solid Fuels Administrator Ickes has announced that action 
has been taken to prevent coal shippers from evading, by im- 
posing excessive financial burdens on purchasers, government 
directions to make emergency shipments, 

Administrator Ickes said he had amended the regulation 
governing directed diversions of coal by requiring that “reason- 
able” financial arrangements be made between the supplier and 
recipient. In order to stop the delaying of emergency shipments, 
the amendment prohibits any person to whom a specific direc- 
tion is issued from: 


1. Requiring the beneficiary (recipient) to advance more money 
than the estimated value of the tonnage to be shipped at any one time. 
2. Requiring the beneficiary to advance money to cover freight charges 
unless the charges actually are prepaid. 3. Failing to refund imme- 
diately any money due the beneficiary when the purchase price and the 
freight charges actually have been determined. 


The new amendment—No. 2, to S. F. A. Regulation No. 1— 
requires that persons receiving directions to deliver solid fuels 
acknowledge receipt of the direction immediately and also in- 
dicate their ability to comply. No shipper is required to comply 
with a direction unless reasonable arrangements can be made 
with the beneficiary for payments. 

Amendment of the distribution regulation followed com- 
plaints that some shippers have been demanding advance pay- 
ments in excess of the actual value of the coal involved and 
have been slow in remitting refunds. It also was reported that 
money advanced for the payment of freight charges was not 
used for that purpose, causing delays in emergency shipments. 


CONTROL OF EXPORTS AND IMPORTS 


Three items manufactured of lead—collapsible tubes, stor- 
age batteries and foil—have been placed under import control 
by the War Production Board, effective February 14. General 
Imports Order M-63, governing imports of strategic materials, 
was amended to add the following lead manufactures to List 
II, an import control list attached to the order: 


Collapsible tubes, filled or empty, manufactured in whole or in 
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part of lead or alloy; storage batteries (lead acid type); foil manufac- 
tured in whole or in part of lead or lead alloy. 


“The amended order also removes sodium and potassium 
nitrates frem import control, as well as cotton rope for spin- 
ning mules,” said the W. P. B. “A spinning mule, in the textile 
industry, is a machine for simultaneously drawing and twisting 
cotton, wool, éetc., into yarn or thread and winding it into cops. 
A cop is a conical mass of yarn or thread wound on a spindle.” 


EXPORT FREIGHT 


Export freight, excluding coal and grain, handled through 
United States ports in January totaled 179,030 cars, compared 
with 139,787 cars in the same month last year, or an increase of 
28 per cent, the manager of port traffic of the Association of 
American Railroads announced, adding: 


Export grain unloaded at the ports totaled 2,578 cars, compared 
with 3,244 cars in January, 1944, or a decrease of 21 per cent. 

Railroads handled 426 cars of coastal freight in January, 1945, com- 
pared with 1,104 in the same month in 1944, or a decrease of 61 per cent. 

The total of 182,034 cars of export and coastal freight, excluding 
coal, handled through the ports in January this year represented an 
average daily unloading of 5,872 cars, the highest on record. The previ- 
ous high record of 5,659 cars was established in September, 1944. 


Army Transportation Association 


Brigadier General William J. Williamson, chief of the traffic 
control division of the Army Transportation Corps, was in- 
stalled as president of the Washington chapter of the Army 
Transportation Association at an inaugural reception and ball, 
attended by over 600 members and guests, in Washington, with 
Lieutenant James L. Cole as program. chairman. 


Other officers installed were: Colonel A. Kojasser, first 
vice-president; Major D. D. Porter, second vice-president; Lieu- 
tenant Cole, secretary; Major L. H. Nokes, treasurer; Colonel 
Frank C. Scofield, Major Herman F. Carl, Major Don C. Cooper 
and C. C. Wardlow, directors. Brigadier General Burton O. 
Lewis, director of supply of the Army Transportation Corps, 
was the installing officer, in the absence of Major General C. P. 
Gross, Chief of Transportation, honorary president of the Army 
Transportation Association nationally. 


Seated at the speakers’ table, besides the officers of the 
Washington chapter, were: General Pratt, deputy director of 
the British Supply Mission; J. J. Pelley, president, Association 
of American Railroads; General Wilson, chairman of the board 
of directors of Transcontinental & Western Air, Inc., and Colo- 
nel William H. Clopton, executive secretary of the national 
association. 

In an address, General Williamson said the Army Trans- 
portattion Associatiton, with 502 members in its Washington 
chapter and 8,264 members nationally, had been formed as a 
patriotic organization to preserve the knowledge in World War 
II in the handling of wartime transportation problems and to 
encourage “improvement in transportation fields for the benefit 
of the United States.” 


“This association,” he said, “will be the headquarters for 
the collection of information regarding transportation proced- 
ures which have been tried and proven as well as for new pro- 
cedures which may be developed to improve and facilitate 
transportation both by land and sea for the benefit of the United 
States of America. The objects of the association are, therefore, 
to cement the friendships formed through association in World 
War II, to disseminate information concerning transportation 
matters to its members in such manner as is deemed most 
suitable to keep alive and foster the interest of its members in 
the affairs and problems of military transportation and to en- 
courage developments in this field of operation with a view to 
improvement and use in connection with military needs.” 


The newly organized Chicago chapter of the Army Trans- 
portation Association, at a meeting held February 13, elected 
Lt. Col. Gerald Van Tassel president. Other officers elected 
included: 


First vice-president, Major Alex Baxter; second vice-president, Ralph 
Budd, Burlington Railway; third vice-president, Frank Purse, director 
at Chicago for the Interstate Commerce Commission; members of the 
board of directors, Hugh Siddall, chairman, Trans-Continental and 
Western Passenger Associations; Walter Mullady, Decatur Cartage Com- 
pany; Julius Tucker, Tucker Freight Lines; Merrill Knox, consulting 
engineer; Lt. Col. William Lawrence, and Major Titus Reed. 


The New York chapter, which was organized late in Jan- 
uary, has elected Col. E. C. R. Lasher, commanding officer, 
second transportation zone, U. S. Army, as its president. He 
has appointed Col. W. C. Otten, commanding officer, New York 
port agency, chairman of a membership committee, which will 
report at the chapter’s next meeting March 2. 
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Rodgers Sees Trucking Advances 


Ted V. Rodgers, president, American Trucking Associa. 
tions, Inc., speaking on “Trucks at War” at a meeting of the 
Metropolitan Traffic Association of New York at the Hote] 
Pennsylvania February 15, said surveys of civilian purchases 
intended to be made after the war indicated a growth in the 
volume of truck transportation. Nearly all of the materia] 
planned for use in home and farm improvements will move 
by truck, he said, as will a great part of plastics, aluminum, 
chemicals, television equipment and dehydrated and frozen 
food that will form much of post-war trade. 


“With the coming of peace and relief from shortages of 
equipment, tires, parts and manpower, the trucking industry 
will be in a position to offer speedier and more reliable sery- 
ice than ever before,” said he. ‘With the elimination of inex. 
perienced help, the motor carriers will be able to step up 
their program concerning freight claims.” 


He said the A. T. A. was presently engaged in a drive to 
eliminate truck freight claims by making all employes “claim 
conscious” and by national advertising “promoting the use of 
sound containers and the designation of all shipments so that 
breakage and loss, through careless marking, may be pre- 
vented.” The associations’ national freight claim committee 
was working to “coordinate all available materials for edu- 
cation of motor carrier and industrial claim agents in tech- 
nical and semi-legal phases of claim handling,” he said, and 
claim study classes were planned for “every city where there 
is sufficient carrier and industrial claim handling to warrant 
such a procedure.” 


Post-war demands for transportation, he said, would 
‘increase more than ever the value of motor transport, pro- 
vide greater economy in hauling goods, raise our standards 
of living and prove a vital factor in prosperity for the whole 
nation.” The American people, after the war, would “have 
the trucks and the men to operate them,” he said. 


He spoke at some length on the part trucks were playing 
in the war and the contributions of men the trucking industry 
was making to the armed forces. 





CONTAINERBOARD PRODUCTION 


Proposals of the War Production Board’s paperboard divi- 
sion to increase the production of containerboard, particularly 
V-boxboard, and keep all mills in full operation have been 
endorsed in principle by members of the Containerboard and 


Fiber Box Industry Advisory Committees, says the W. P. B., 
adding: 


In this connection, proposed amendments to containerboard order 
M-290, including means for conserving Kraft pulp, plans to insure a 
more equal distribution of containerboard so that all authorizations for 
board could be filled, and changes intended to provide more flexible 
operation of the order were discussed by members of the committee 
and W. P. B. officials. 

Present V-box allocations for the first quarter were reported as 
running at the rate of 260,000 tons by Philip F. Paul, of the paperboard 
division. 

Complaints from the navy about the failure of certain types of fiber 
containers to stand up under service conditions were registered. The 
assistance of the paperboard and container manufacturers is necessary 
in improving these products. One committee suggestion was that the 
board to be used in producing these boxes be standardized at the manu- 
facturing level so as to comply with naval specifications and assure 
better performance of the finished boxes, 

Members of the committee indicated their willingness to cooperate 
and asked for the new board specifications reported as being more ex- 
acting than the present requirements in order to insure stronger and 
more stable boxes. 

Reports on the collection and use of waste paper indicated that 
additional efforts are needed to meet the goals required for maintaining 
paperboard production at its maximum expectancy. 





INTERNATIONAL FORWARDING COMPANY 


William A. Bade, who has been with the International 
Forwarding Company, Chicago, and a group of other veteran 
employes, have acquired control of the company by purchase 
of capital stock from the estate of August Bontoux, founder, 
who died last May, and Mrs. Bontoux. Mr. Bade has been 
elected president of the company. S. R. Ricklefs has been 
elected executive vice-president; Karl G. Schroff, vice-president; 
R. H. Burgess, assistant vice-president; Howard C. Shaw, 4as- 
sistant to the president; Neils Forsberg, secretary; David Sil- 


verstein, treasurer, and C. J. Burrill, commerce counsel and 


assistant treasurer. 


CHANGE IN DOCKET 
Hearing 28437, February 14, Brooklyn, cancelled. 
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Who Is Andrews? 





Editor the Traffic World: 

In your issue of September 30, 1944, and again in your 
jssue of February 10, 1945, you published letters signed by E. B. 
Andrews, B. & O. R. R. Co., Baltimore, Md. 

Diligent investigation has so far failed to locate an E. B. 
Andrews connected with this company and the Baltimore and 
Ohio Railroad disclaims any responsibility for the letters you 
published signed by him in a manner indicating relationship 
with B. & O. R. R. Co. 

R. M. Van Sant, Director of Public Relations, 
Baltimore and Ohio Railroad Company. 
Baltimore, Md., Feb. 14, 1945. 


Traffic Professionalization 


Editor The Traffic World: 

Your February 10 editorial on “Professionalization” was 
very constructive, and should be an incentive for traffic men, 
and more specifically, traffic clubs, to inaugurate a unified plan 
of action for a national program that would further their own 
interests. The January 27 issue carried a letter from Joseph 
E. Young and the February 3 issue a letter from George J. 
Ruby in which they agreed that a well qualified traffic man is 
a pre-requisite for success in industrial or carriers traffic de- 
partments. They further agreed that it was also important, 
as do you in your February 10 editorial, that it must be im- 
pressed On management how important a good traffic man is 
to any company doing a considerable amount of shipping. 

The Junior Traffic Club of Chicago has had an educational 
committee for many years. It fosters a program through which 
members can qualify themselves for greater responsibility in 
the transportation field. On many occasions this program has 
received recognition because of its value to the members. Many 
other traffic clubs carry on such an educational program. 
There are also transportation and interstate commerce law 
courses that a person interested in acquiring the fundamentals 
of transportation can take, if he is willing to spend the time 
and money better to prepare himself for traffic work. That the 
traffic man must be properly qualified to succeed no longer 
seems to be a question in the mind of anyone interested in the 
subject. 

It has long been part of the plan and purpose of the Junior 
Traffic Club of Chicago to “promote the appreciation of the 
necessity, importance, and intrinsic value of the traffic depart- 
ments within commercial organizations.” An industrial com- 
mittee was formed within the last year to stimulate interest 
along these lines. The January 4 meeting was designated as 
Industrial Night, and the members invited the executive heads 
of their companies and managers of departments other than 
traffic to be their guests. At the speaker’s table were many 
prominent business executives who represented management in 
their organizations. This meeting was attended by over six 
hundred members and guests. A brochure was prepared as a 
souvenir program which pointed out various ways that a good 
traffic department could be an asset to business. It was dis- 
tributed to the members and their guests to serve as a reminder 
of the high-lights of the talk by the speaker of the evening. 

This program should be pursued more vigorously, not only 
by the Junior Traffic Club of Chicago, but on a national basis. 
A program of institutional advertising for the creation of public 
interest on a long range basis could bring untold benefits and 
assist in creating a market for qualified traffic men. A good 
product sells more readily if it is advertised. This should be a 
problem of mutual interest for all in the transportation field. 
To stimulate and instill within management the desire to know 

more about the transportation problems that confront them 
and how they can be solved efficiently and economically by 
placing the responsibility of their traffic departments in charge 
of capable traffic men, should be the aim of every traffic club 
and traffic organization. 

Arthur F. Manning, Jr. 

Chairman, Industrial Committee 

The Junior Traffic Club of Chicago. 
Santa Monica, Calif., Feb. 13, 1945. 


EASTMAN BUST FOR COMMISSION 


_. The Association of Interstate Commerce Commission Prac- 
titioners has announced that the bust of the late Commissioner 
Eastman, made by Oscar Mundhenk, is ready for presentation 
to the Commission on March 15. The association sponsored the 
collection of funds for the bust from the friends of Mr. East- 
man in the transportation industry and from members of the 
association. : . 


brother-in-law of the late Frank Livingstone, who was asso- 


The sculptor, the association announcement said, was a 
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ciated with Commissioner Eastman for many years as execu- 
ee and that, Mr. Eastman had posed for Mr. Mund- 
henk. 


The association announcement said that the Eastman bust 
committee had felt that the anniversary of Mr. Eastman’s 
death would be an appropriate time to present the bust to the 
Commission. It said that William W. Collin, Jr., of Pittsburgh, 
president of the association, would preside at the ceremony, 
that Charles E. Bell, chairman of the bust committee would 
present the bust to the Commission, and that R. V.. Fletcher, 
vice-president, research, Association of American Railroads, 
would pay tribute to Mr. Eastman. 

The Eastman bust committee was composed of Mr. Bell; 
Wilbur LaRoe, Jr.; Hugh D. Driscoll; Clarence A. Miller; and 
Warren H. Wagner. 


©. P. A. Pricing and Transport 


Shippers of wastepaper by rail or water who have no rail 
siding or barge dock may add $1 a ton to their ceiling prices 
when at their own expense they transport the wastepaper to 
a private rail siding.or barge dock and load it on a freight 


= or barge, the Office of Price Administration has announced, 
adding: 


This action, effective February 17, 1945, represents an extension of 
a similar loading charge permitted when the wastepaper is transported 
to a public rail siding or barge dock and there loaded on a freight car 
or barge at the seller’s expense. 

Such loadings must be destined to consumers, and the addition can 
only be made when there is no rail siding or barge dock at the point 
of shipment or at the point where the paper was packed. 

The present limitation of the loading charge to wastepaper trans- 
ported to public rail sidings or barge docks has resulted in the virtual 
elimination of wastepaper shipments through private sidings or docks 
other than those located at point of shipment. 

Extension of the loading charge applicability will result in little, 
if any, price increase to consuming mills. The main effect will be to 
encourage the flow of wastepaper through private sidings and docks, 
thus making available all channels of transportation on an equal basis 
of compensation. 

(Amendment No. 10 to Maximum Price Regulation No. 30—Waste- 
paper—effective February 17, 1945.) 


Lumber 


Purchasers of southern hardwood lumber on “buyer’s in- 
spection” may hereafter make inspection on rail shipments at 
either the point of origin or at destination, the Office of Price 
Administration has announced, adding: 


In a sale of hardwood lumber on ‘“‘buyer’s inspection,’’ the lumber 
is inspected and graded by the buyer instead of the seller, and the mate- 
rial is invoiced on the basis of that inspection and grading. 

In the case of rail shipments such inspection previously was re- 
quired to be made at the point of origin. 

The action removing this limitation becomes effective February 17, 
1945. 

This action brings the provisions for buyer’s inspection on rail ship- 
ments into line with the provisions already established in connection 
with motor-truck shipments, which may be inspected at either the point 
of origin or at destination. 

The reason for the removal of the limitation is shortage of man- 
power and the fact that, because of restrictions on gasoline and truck- 
ing, the output of small mills is now to a great extent shipped by rail. 
It would be difficult for the many buyers of southern hardwood lumber 
to maintain an adequate corps of inspectors at the great number of rail 
loading points. 


(Amendment No. 15 to Revised Maximum Price Regulation 97— 
Southern Hardwood Lumber—effective February 17, 1945.) 


Canadian Traffic League 


The Canadian Industrial Traffic League, at its annual meet- 
ing at Montreal February 8, adopted a resolution recommending 
the formulation by the federal and provincial governments of 
“a broad transportation policy to serve the best interests of 
the entire country,” based on the following principles: 


The inherent advantages of each type of transportation should be 
recognized and preserved. 

No restriction should be imposed which would unduly prejudice 
any type of transportation in favor of another. 

Safe, adequate and economic conditions of transport should be 
promoted by, inter alia, the establishment and maintenance of rea- 
sonable charges for services rendered, free from unjust discrimina- 
tion or undue prejudice or preference between persons or localities. 

Unfair or destructive competitive practices should be prohibited 
whether between carriers of the same class or type or between car- 
riers of a different class or type. 

All carriers should be permitted to engage in any class or type 
of transportation so long as the regulatory tribunal finds that such 
activity is necessary and convenient in the public interest. 

The competence of anyone affected (carrier or person) to file a 
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complaint with the regulatory tribunal 


should be sanctioned by 
statute. 


It was the league’s opinion, the ,resolution said, that the 
principles set forth could be achieved only “by the sound regu- 
lation of all common carrier transportation agencies,’’ with the 
administration of such regulation “vested in bodies having 
judicial powers, preferably in the Board of Transportation Com- 
missioners for Canada, where federal jurisdiction is involved 
on interprovincial and international traffic, and independent 
boards established by provincial legislatures, with similar pow- 
ers over shipments moving locally within the individual prov- 
inces.” The league, the resolution concluded, had an earnest 
desire “to be of every possible assistance based on such funda- 
mental principles.” 

New Officers 


J. E. Walsh, Canadian Manufactuers’ Association, Toronto, 
was reelected honorary president of the league, and William 
Ferguson, traffic manager, Colgate-Palmolive-Peet Company, 
rea was reelected president. Other officers elected 
included: 


Vice-president, W. J. McCallum, general traffic manager, Dominion 
Glass Company; treasurer, H. Blahout; auditors, D. L. Matthews and 
T. F. Aust. 

The following were elected to the executive council, on 
which the officers, past presidents, chairmen and vice-chairmen 
of divisions, and chairmen of standing committees are ex officio 
members: 


British Columbia division: T. G. Barber, C. M. B. Young, I. Gar- 
rod and R. V. Robinson. Prairie division: W. Pearce, I. Downey, S. 
Haynes and G. Bannatyne. Ontario division: C. E. Taylor, F. T. 
Rosebrugh, A. J. George and C. A. Lawton. Quebec division: J. S. 
Robinson, R. R. Reany, Ray Corbett and M. W. Thompson. Maritime 


division: R. H. Matheson, P. J. Legge, A. T. Parsons and C. L. 
Bishop. 


The following are chairmen and vice-chairmen, respectively, 
of the divisions: 


British Columbia: R. T. Van Horne and R. T. Elmer. Prairie: 
E. J. Mercer and V. Sands. Ontario: G. Paul and F. H. Gore. Que- 
bec: J. Sarrasin and W. B. Cranston. 


At the league’s annual dinner, S. R. Noble, O.B.E., general 
manager, Industrial Development Bank, Montreal, spoke about 
the organization and function of his bank which, he pointed out, 
was organized under a statute to “promote the economic wel- 
fare of Canada through ensuring the availability of credit to 
industrial enterprises by supplementing the activity of other 
lenders and by providing capital assistance to industry, with 
particular consideration to the financing problems of small 
enterprises.” The bank was not empowered to assist transpor- 
tation companies, he said, but it could and would assist in the 
production of increased volumes of goods and merchandise 
which would indirectly contribute to the volume of transporta- 
tion to be performed. 


Panama Canal Traffic 


Effect of the war on Panama Canal traffic was revealed in 
testimony given before the House appropriations committee on 
the annual War Department civil appropriations bill. 


“Peak traffic through the Panama Canal occurred in the 
fiscal years 1929 and 1930,” said Major General J. C. Mehaffey, 
governor of the Panama Canal. “Traffic declined during the 
depression years, but for the fiscal year ended June 30, 1939, 
attained again approximately the peak level of ten years earlier. 
The outbreak of hostilities in Europe produced a decline in 
traffic between Europe and the west coasts of North and South 
America, with later on a gradual decrease in some of the 
other trade routes. The entry of the United States into the 
war produced a very sharp decline in the commercial tolls- 
paying traffic with the decrease in United States intercoastal 
trade—normally the most important trade served by the Canal 
—and the discontinuance of traffic between the United States 
and the Far Eastern territories now held by Japan. 


“The tolls-paying traffic has fallen to the levels prevailing 
during the period 1917-1919, soon after the Panama Canal 
was opened to ocean traffic.” 

Tolls collected on transits in the fiscal year ended June 30, 
1944, totaled $5,473,846.30 as compared with $7,368,680.74 in 
the preceding fiscal year. The Panama ‘Canal operations as a 
whole resulted in a net operating deficit of $5,367,630.75 in the 
fiscal year 1944, according to the testimony, it having been 
explained that this figure was after depreciation and other 
items of expense. The total capital investment in the Canal 
as of July 1, 1943, was $688,551,762.17 without deducting ac- 
crued depreciation, according to the testimony. 

“Although commercial tolls-paying traffic during the fiscal 
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1944 continued to decline,” said General Mehaffey, “free 
transits of public vessels of the United States and Pan 
war vessels of Colombia, and vessels for repairs, which qo 
not pay tolls, showed a further increase as compared to pre. 
ceding years.” 

Revenue from tolls for the first six months of the present 
fiscal year to December 31, 1944, totaled $3,158,472, which wags 
more by $442,097.98, or 16 per cent, than for the first six 
months of last year, said the general, adding that the receipts 
for the first six months of the present fiscal year were only 
slightly more than one-fourth of the rate of tolls receipts jp 
the five years prior to the outbreak of the war in Europe. 

Transits of tolls-paying vessels for the six months ended 
December 31, 1944, were 1,086, compared to 933 for the cor. 
responding six-months period ended December 31, 1943, or an 
increase of 153 transits. General Mehaffey said that, however, 
“during these same periods the numbers of vessels transiting 
the Canal free of tolls charges were 3,230 and 1,487, respec. 
tively, an increase of 1,743 transits, or over 117 per cent.” 

Combined transits for the above periods, he continued, in. 
creased from 2,420 in 1943 to 4,316 in 1944, an increase of 78 
per cent. Based on the above total transits for the six months 
ended December 31, 1944, transits for the fiscal year 1945 would 
be considerably more than in the fiscal year 1939 of approxi- 
mately normal traffic, when total transits were 7,481, said the 
general. 

Representative Snyder, of Pennsylvania, chairman of the 
subcommittee handling the appropriation bill, inquired about 
post-war development plans for the Canal, saying that “there 
is going to be greater movement south due to our relations with 
South America and due to the fact that we will have greater 
activities of all types carried on in the South Pacific and the 
Southwest Pacific. .. .” 

General Mehaffey agreed that plans for post-war expansion 
of Canal facilities ought to be made. 

Representative Snyder thought that the volume of trans- 
portion involving the Canal Zone would be “6, 8, 10 or maybe 
20 times as big as it was in 1939.” 


WATER CARRIER STATISTICS 

The Commission has issued statement No. 4447, selected 
financial and operating statistics from annual reports of carriers 
by water for the year ended December 31, 1943, prepared by its 
Bureau of Transport Economics and Statistics. 

The bureau said that 294 carriers had filed annual reports 
for 1943, of which 65 were in Class A, those having annual reve- 
nues of more than $500,000; 90 in Class B, those having more 
than $100,000 but not more than $500,000 in annual revenues; 
and 139 in Class C, those having annual revenues of less than 
$100,000. It said that 22 of the carriers had not shown sufficient 
data to be included in the tabulations. Of the remaining 272 
carriers, the compilation showed that 63 Class A carriers had 
reported 69.64 per cent of the total operating revenues; that 90 
Class B carriers had reported 20.62 per cent; and that Class C 
carriers had reported 9.74 per cent. 

The data of coastal and intercoastal carriers whose vessels 
had been requisitioned by the Maritime Commission or the War 
Shipping Administration were not included in the foregoing 
summary, according to the bureau those carriers having been 
permitted to file with the Commission a copy of their general 
financial statement required by the Maritime Commission. The 
bureau observed that, owing to the exclusion of these carriers, a 
satisfactory comparison could not be made of the results shown 
in the instant computation with those shown in statements for 
1941 and for 1942. : 

As to freight revenue, passenger revenue, tons of freight, 
and number of passengers, the bureau said that statistics were 
available for the same companies in 1943 and 1942 because the 
1943 quarterly reports had contained the corresponding 1942 
figures, and set forth those comparisons for 95 Class A and 
Class B carriers. 


COFFEE POOLING AGREEMENT 


The East Asiatic Co., Ltd., the Fred. Olsen Line North 
Pacific Service, the Grace Line, the Holland-America Line and 
the Westfal-Larsen Co. Line have filed with the Maritime 
Commission agreement 6680-C providing for the dissolution of 
the Camexco Freight Conference Pooling Agreement, 6680, as 
amended, which provided for the pooling and apportioning of 
revenues derived from shipments of green coffee from west 
coast ports of Central America to U. S. and Canadian Pacific 
Coast ports. By modification, 6680-1, approved December 5, 
1939, the agreement was suspended. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 


Feb 
For 













ih 
ended 
the S¢ 
had Pp 
quired 
retain 
tion 0 
conte 
were 1 


of a f 
idly ta 
the ne 
of Co 
propos 
added 
1945.” 
availal 
with t 
tion, tl 
establi 
ously | 

H 


advise 
establ 
war C 
fore 1 
Rico. 

ity as 
progr: 
appro 
Exché 
sion t 
ton R 


yf 
act, | 
police 
of er 
lande 
trade 
wise 
be ex 
and 
chan 
forei 
the f 


uti 


ORLD 


“free 
an 

lich do 
to pre. 


present 
ch was 
rst six 


months 

would 
pproxi- 
uid the 


of the 
about 
“there 
1S with 
sreater 
nd the 


ansion 


trans- 
maybe 


lected 
arriers 
by its 


‘eports 
l reve- 
- more 
enues; 
s than 
ficient 
ig 272 
rs had 
hat 90 
‘lass C 


vessels 
e War 
egoing 
x been 
eneral 
1. The 
iers, a 
shown 
its for 


reight, 
; were 
se the 
yr 1942 
A and 


North 
1e and 
ritime 
ion of 
80, as 
ing of 
west 
Pacific 
ber 5, 








February 17, 1945 


Foreign Trade Zones Report 


In its annual report to Congress, covering the fiscal year 
ended June 30, 1944, the Foreign Trade Zone Board, headed by 
the Secretary of Commerce, said that “port officials generally” 
pad predicted that essential commercial shipping facilities ac- 
quired by the federal government for war purposes would be 
retained by the nation’s military services for use in transporta- 
tion of supplies to overseas forces long after the war and had 
contended that such facilities must be replaced if their harbors 
were to maintain their competitive position. 

The board said, in its report, that plans for establishment 
of a foreign-trade zone in the port of New Orleans were rap- 
idly taking definite form, and that, in addition to submitting all 
the necessary exhibits in support of its application, the Board 
of Commissioners for the port of New Orleans had selected a 
proposed foreign-trade zone site on the Industrial Canal. It 
added that a hearing on the application would be held “early in 
1945.” Acquisition or occupation by government agencies of all 
available port facilities “with our own war demands,” together 
with the shortage of critical material for commercial construc- 
tion, the board said, had necessitated postponement of plans for 
establishing several additional foreign-trade zones that previ- 
ously had been announced by local harbor officials. 

Harbor officials at San Francisco, it stated, recently had 
advised the board that they were prepared to proceed with 
establishment of a foreign-trade zone in that port as soon as 
war conditions permitted. Other ports having applications be- 
fore the board include Houston, Tex., and San Juan, Puerto 
Rico. Several other port communities are considering this facil- 
ity as a part of their general port improvement and replacement 
program, and the Virginia state legislature, at its last session, 
approved a bill, sponsored by the Hampton Roads Maritime 
Exchange, authorizing public corporations to apply for permis- 
sion to establish and operate foreign-trade zones in the Hamp- 
ton Roads area, the board said. 


Purpose of Act 


The board said that the purpose of the foreign trade zones 
act, by which it was established, was to provide enclosed and 
policed areas, under federal supervision, in or adjacent to ports 
of entry, where foreign and domestic merchandise might be 
landed without application of the customs laws. In a foreign 
trade zone, it added, goods might be stored, processed or other- 
wise manipulated, but not manufactured or exhibited, and might 
be exported or brought into customs territory subject to the laws 
and regulations of the United States affecting imported mer- 
chandise. It noted that, so far, the New York zone was the only 
foreign trade zone that had been established under authority of 
the foreign trade zones act. 


— a discussion of port development programs, the board 
said: 


In planning port improvements harbor engineers should remember 
that our post-war fleet will be far larger than our pre-war merchant 
marine and will consist of larger and faster ships. This advantage of 
speed and carrying capacity will be lost unless adequate terminals, de- 
signed for quick turn-around of ships, are provided in our ports. 

The mere fact that a port’s vessel berthing capacity may be meas- 
ured-in miles means little unless this capacity represents facilities cap- 
able of meeting the needs of modern commerce and shipping. 

Port authorities should not overlook the fact that many of the 
world’s greatest ports have been totally destroyed during the present 
war. When these ports are rebuilt they will probably be equipped with 
every modern device for the economical handling of ¢argo and the 
dispatching of ships. 

As a corollary, it appears of even greater importance to point out 
that much of the world’s so-called colonial trade—running into millions 
of tons and valued at billions of dollars—has heretofore relied for redis- 
tribution on ports and other facilities razed by the ravages of war. As 
this traffic will be resumed long before port facilities can be rebuilt 
and channels of distribution restored,’ a substantial part of this trade 
will perforce seek at least a temporary haven here. Traffic diverted 
from hostile areas might well be retained to our advantage provided 
our ports are equipped to handle the business economically. 

Officials of major American ports who share the responsibility for 
developing our foreign trade should not under-estimate the potentialities 
of the foreign-trade zone for attracting and holding transshipment and 
re-export trade. Although showing brief promise at the conclusion of 
World War I, it can be stated with assurance that the United States 
has not enjoyed transshipment, re-export and consignment business 
Mainly for the reason that we have failed to provide adequate facilities 
for serving this class of trade. Excessive port expenses resulting from 
mulitple cargo handlings and transfers along with costly formalities 
stifled the devélopment of this lucrative traffic. 

Shipside storage and more extensive use of mechanical equipment 
including pallets for the handling and warehousing of large units of 
packaged merchandise will reflect considerable reductions in terminal 
costs of cargo intended for re-export or transshipment. While the fore- 
going facilities should be regarded as standard equipment at all deep 
water terminals, the foreign-trade zone has the added advantage of re- 
ducing the cost of surveillance. The provisions in the act for the stabili- 
zation of charges are an added protection for shippers who intend to 
utilize a zone’s facilities for extended periods. Improved banking facili- 
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ties and a better knowledge of world trade on the part of our merchants 
and traders also augur for future success in this field. 


New York Zone Report 


The board, consisting of the Secretary of Commerce, the 
Secretary of War and the Secretary of the Treasury, also trans- 
mitted to the Congress the annual report of the New York 
Foreign-Trade Zone for the calendar year 1943. The New York 
Zone reported considerable business lost because of the lack of 
accommodations in its temporary quarters in the North River, 
although, according to the board, the zone continued to serve a 
useful function. 

The New York report pointed to developments reflecting 
shifting trends in world trade resulting from the war. For ex- 
ample, the board said in 1943 more than five million pounds of 
cotton thread, valued at $6,000,000, were shipped from the 
United Kingdom to the New York zone and redistributed to 26 
foreign countries, including all Latin America, Soviet Russia 
and British West Africa. 

Another significant trade development, it added, concerned 
the purchase by African natives of large quantities of cotton 
piece goods and singlets from Mexican mills. Lack of direct 
service between Mexico and African ports resulted in a consid- 
erable part of this merchandising being transshipped at the New 
York Foreign Trade-Zone. As to revenues at the New York 
zone, the board said: 


Although the total amount of warehouse space available for storage 
and manipulation in the temporary quarters of the New York zone was 
reduced by 80 per cent compared with facilities at the original Staten 
Island site, 1943 operating revenues amounted to $504,709.95. This was 
only 25 per cent less than the $691,000 gross income for the last full 
year’s operation on Staten Island. 


Atlantie-Baltie Ship Conference 


Ten steamship companies, constituting the membership of 
the North Atlantic Baltic Freight Conference, have filed with 
the Maritime Commission, for its approval, an agreement set- 
ting forth the purposes and the general plan of operation of 
the conference. 

Members of the conference are: the Swedish American 
Line and the Swedish America Mexico Line (Furness Withy & 
Co., Ltd., Agents); Compagnie Maritime Belge (Lloyd Royal) 
S. A.; Ellerman’s Wilson Line, Ltd. (Wilson Line); Gdynia 
America Shipping Lines, Ltd. (Gdynia America Line); Moore- 
McCormack Lines, Inc. (American Scantic Line); the Holland 
America Line; Transatlantic Steamship Co., Inc. (Furness 
Withy & Co., Ltd., Agents), and United States Lines Co. 

The conference proposes to promote commerce from North 
Atlantic ports of the United States in the Hampton Roads, .Va.- 
Portland, Me., range, either direct or via transshipment, to 
ports in Danzig Free State, Denmark, Estonia, Finland, Iceland, 
Latvia, Lithuania, Norway, Poland, Sweden, and to continental 
and Russian ports served via the Baltic Sea. The agreement 
covers the establishment and maintenance of agreed rates, 
charges and practices, for or in connection with transportation 
of all cargo in vessels owned, controlled, chartered or operated 
by the members in the trade covered by it. 

Under provisions of the agreement, all freights and other 
charges for or in connection with the transportation covered 
by it shall be quoted, charged and collected by the members 
strictly in accordance with the rates, charges, classifications, 
rules and regulations adopted by the members pursuant to the 
agreement, and no part of such charges shall be, directly or 
indirectly, refunded or remitted in any manner or by any de- 
vice except as may be provided by vote of the members pur- 
suant to the agreement. 


Included in the agreement is a provision that “this agree- 
ment, as it may be amended, and the conference tariffs, rules 
and regulations, amendments thereto and reissues thereof, shall 
constitute an up to date record of conference obligations of the 
members of the association.” Other provisions are that the 
presence of a majority of the membership at any meeting shall 
constitute a quorum; that the unanimous action of those pres- 
ent and of those voting by proxy, if any, on any matter within 
the scope of the agreement, regularly before the meeting, shall 
be binding on the other members, and that unanimous approval 
of the membership shall be required for adoption of “any other 
measure.” 

By a note inserted in the agreement, two of its provisions 
are suspended until termination of the national emergency pro- 
claimed by the President on May 27, 1941, and may be further 
suspended for an additional period of not over six months, by 
unamimous concurrence of the members, “in view of the un- 
certainty as to inauguration or maintenance of service under 
this agreement.” One of those provisions is that only member 
lines that have had a sailing in the trade covered by the agree- 
ment within six calendar months prior to a meeting of the 
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members shall be entitled to vote at such meeting; the other 
suspended provision relates to membership rights and voting 
rights of members in event of abandonment of service in the 
trade covered by the agreement. 

Provision is made in the agreement for appointment of a 
secretary of the conference and for handling of certain duties 
by the conference office, including compilation of data relating 
to rate applications, issuance of dockets for meetings, issuance 
of minutes and tariffs, investigation of complaints, misclassifi- 
cations, etc., relating to the agreement, and performance of 
such other duties relevant to the agreement as may be dele- 
gated and recorded in the conference minutes. By unanimous 
consent, the conference may delegate powers to committees. 

The Maritime Commission, under the agreement, would 
receive minutes, tariffs, rules and regulatitons, and amendments 
thereto and reissues thereof, and would be advised of changes 
in the conference membership or of disbanding of the confer- 
ence prior to the taking effect of such changes of conference 
dissolution. 

The agreement provides that “in no instance shall admis- 
sion be denied an applicant except for just and reasonable 
cause” and that any member may withdraw from the confer- 
ence effective 30 days after the giving of notice to the conference 
secretary. 

The Maritime Commission approved the agreement. 





Kerr Agreement Approved 


Ralph H. Hallett, director of the division of regulation of 
the Maritime Commission, in a proposed report in No. 635, 
In The Matter of United States Gulf-Atlantic and India, Ceylon 
and Burma Conference (agreement No. 7620), has recommended 
that the commission approve the designated agreement between 
the American Export Lines, Inc., and Kerr Steamship Company, 
involving commerce between the ports indicated. The investi- 
gation was instituted after protests had been received from 
Ellerman and Bucknall Steamship Company, Ltd., and Isthmian 
Steamship Company, that the agreement was premature, that 
Kerr was merely an agent and not a common carrier and, 
therefore, not a proper party to a contract or agreement cov- 
ered by section 15 of the shipping act, and that the agreement 
would be detrimental to the commerce of the United States. 

Director Hallett said the commission should find that, prior 
to the assumption of the control of vessels and facilities by 
the allied governments, Kerr was a common carrier; that, 
during the period of such assumption, Kerr would be consid- 
ered not to have lost the status of a common carrier and was, 
therefore, a proper party to the agreement; that the agreement 
did not violate the shipping act and was not detrimental to the 
commerce of the United States. He said the Commission should 
warn Kerr, however, that resumption of a practice of divesting 
itself of common carrier obligations to shippers would necessi- 
tate a further investigation to determine whether or not steps 
should be taken with respect to continuance of approval by the 
commission of the proposed agreement. 


N. Y. Shippers’ Conference 


Speaking at a meeting of the Shippers’ Conference of 
Greater New York, February 14, E. C. Nickerson, general direc- 
tor of the traffic subcommittee for the study of transportation, 
Association of American Railroads, said he disagreed heartily 
with those who insisted that railroads were not giving sufficient 
consideration to post-war transportation matters. The Amer- 
ican railroads, he said, were undertaking a comprehensive pro- 
gram of preparation for post-war traffic conditions. Research 
men were working on the problem in many cities he said. They 
were studying the traffic outlook; prospective shippers’ post-war 
requirements; the possibilities for efficiencies in the loading of 
cars, and the question of post-war passenger transportation. 

In the days following the war there would be a tremendous 
demand for civilian goods, including automobiles, said he, and 
the railroads would probably carry a good share of the traffic 
so created. In that competitive picture, he said, low costs of 
operations would be the important factor, and neither trucks 
nor airplanes would be able to meet the low costs made possible 
by railroad efficiencies. He said there ought to be no statutory 
interference to keep the railroads from using every modern kind 
of transportation facility available. 

The association’s nominating committee, R. A. Cooke, chair- 
man, submitted a slate of candidates for office, to be voted on 
at the conference’s next meeting, as follows: 

For chairman, J. H. Pretzell, traffic manager, Standard 
Brands, Inc.; first vice-president, Fred L. Pomeroy, traffic man- 
ager, Venetian Corporation of America; second vice-president, 
George E. Mace, transportation manager, Commerce and Indus- 
try Association of New York; secretary-treasurer, R. H. Goebel, 
secretary-treasurer, Rubber Manufacturers’ Association, Inc.; 
member of the board of governors, S. P. Beatty. 
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Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE TRAFFIC WorRLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep ue ade 
quately and promptly tnformed.—Zditor THz Trarris Wor, 





The Milwaukee Traffic Club has elected the following 
officers: President, Ernest C. Crow, general agent, freight de. 
partment, Chicago and North Western Railway; first vice. 
president, E. W. Dallman, traffic manager, Blatz Brewing 
Company; second vice-president, J. E. Quinn, traveling freight 
agent, Wabash Railroad; third vice-president, W. J. Atkins, 
traffic manager, Ambrosia Chocolate Company; _ secretary. 
treasurer, A. S. Slania, assistant traffic manager, Milprint, Inc, 
members of the board of directors, A. W. Fletter, general freight 
agent, Rock Island Lines, and Fred Altenberg, general agent, 
New York, Chicago and St. Louis Railroad. The club will hold 
its annual George Washington’s birthday dinner dance and 
card party at the Milwaukee Athletic Club February 24. 





Paul Holdaway, who was elected president of the Trans. 
portation Club of Louisville at its annual election, was bor 
in Terre Haute, Indiana. He received 
his education in the schools of that city, 
leaving school to join the army in 1917, 
After serving eight months overseas he 
returned to Terre Haute where he en- 
tered the wholesale tire business. In 1935 
he became affiliated with the Falls Cities 
Transfer Company, Jeffersonville, Indi- 
ana, as president of that concern. The 
following were elected to serve with 
him as officers of the Louisville club: 
Vice-president, Robert E. Keith, traffic 
manager, Colgate-Palmolive-Peet Com- 
pany; secretary-treasurer, R. W. Ernst, 
assistant general traffic manager, Men- 
gel Company; members of the board 
of directors, L. L. Davis, Chas. W. 
Ackley, Wm. P. Fahey, J. Wayne Rus- 
sell, U. J. Burvant, W. R. Doyle, and 
J. L. Guenthner. 








The Traffic Club of Fargo has elected the following offi- 
cers: President, E. H. Granse, general manager, Midnite Ex- 
press, Inc.; vice-president, J. L. Thacker, manager, Western 
Newspaper Union; secretary, E. T. Bleeker, commercial freight 
agent, Northern Pacific Railway; treasurer, O. A. Lund, car- 
lot buyer, Gamble Robinson Company; members of the board 
of directors, C. F. Dally, manager, V. H. Leeby Company; E. V. 
Dukes, manager, Chevrolet division, General Motors Corpora- 
tion; R. C. Murphy, general agent, Northern Pacific Railway; 
A. M. Chausee, agent, Consolidated Freightways; W. D. Dwight, 
assistant cashier, Fargo National Bank. 





At its annual meeting February 9, the Traffic Club of 
Denver elected the following officers: President, A. G. Winter, 
assistant general freight agent, Denver and Rio Grande Western 
Railroad; first vice-president, Frank R. Russell, traffic man- 
ager, Denver Dry Goods Company; second vice-president, J. C. 
Beaumont, general freight agent, Union Pacific Railroad; secre- 
tary and treasurer, L. W. Houseman, commercial agent, Nor- 
folk and Western Railway; members of the board of directors: 
R. T. Blanchard, traffic manager, Public Service Company of 
Colorado; K. M. Brown, chief clerk, Great Western Sugar Com- 
pany; W. P. Dahl, city freight agent, Atchison, Topeka and 
Santa Fe Railroad; William DeBoer, assistant traffic manager, 
Colorado Fuel and Iron Corporation; C. O. Gustafson, general 
agent, Minneapolis and St. Louis Railway; H. L. Holmes, 
general agent, Milwaukee Road; J. J. McGarry, general agent, 
Colorado and Southern Railway; J. C. Niemeyer, traffic man- 
ager, Stearns-Roger Manufacturing Company; L. R. Schramm, 
general freight agent, Chicago, Burlington and Quincy Rail- 
road; W. C. Sutton, general agent, Rock Island Lines; A. E. 
Upton, commercial agent Missouri Pacific Lines. 





Carl E. Berg, director of the industrial department of the 
Denver Chamber of Commerce, has been elected president 0 
the Denver Commercial Traffic Club, after serving the club 
seven consecutive years as secretary. Other officers elected in- 
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clude: First vice-president, Frank Rebhan, traffic manager, 
American Crystal Sugar Company; second vice-president, Pat 
Floyd, manager, Pioneer Freight Lines; secretary-treasurer, 
Eddie St. Louis, traffic manager, Merchants Biscuit Company; 
members of the board of directors, Martin Rogell, manager, 
International Forwarding Company; Sam Shafer, traffic man- 
ager, Benjamin Moore Paint Company, and Ralph Merritt, 
manager, Wheelock Brothers Transportation Company. 





Morgan L. Myers, Union Pacific Railroad, has been elected 
president of the Lincoln, Neb., Traffic Club. Donald F. Fro- 
hardt has been reelected secretary-treasurer. 





Charles E. McKenna, warrant officer, U. S. Merchant 
Marine, will speak on “The Maritime Service in War,” at a 
juncheon meeting of the Traffic Club of St. Louis at the Hotel 
Jefferson February 19. A motion picture, “Cavalcade of the 
American Merchant Marine,” will be shown. 





The Junior Traffic Club of Kansas City held a meeting 
February 14 at the Kansas City Union Station. John H. Mc- 
Evers, former special assistant to the Attorney General, spoke 
on “Why a New Constitution for Missouri?” 





_._ The Transportation Club of Des Moines will observe ladies 

night at its annual dinner dance at the Golf and Country Club 
February 20. There will be dancing, refreshments, cards and 
favors for the ladies. Bud Manning is general chairman of the 
committees in charge. 





Schenley Distillers Corporation and Three Feathers Distrib- 
utors, Inc., sponsored a luncheon meeting of the Traffic Club 
of Minneapolis at the Hotel Nicollet February 15, at which 
Henry W. Hoffinger, educational supervisor for the Shenley 
Corporation, spoke on “Oil for the Lamps of Freedom.” There 
was entertainment. J. R. Fitzgerald was chairman for the day. 





Harry M. Kimball, assistant special agent in charge at 
Baltimore for the Federal Bureau of Investigation, spoke on 
“The Work of the F. B. I. in Wartime” at a dinner meeting of 
the Women’s Traffic and Transportation Club of Baltimore at 
the Park Plaza Hotel February 14. The club’s study group will 
hear Frederick Schlens speak on “Glassware” at the Enoch 
Pratt Library February 28. 





The Fort Wayne, Ind., Transportation Club will hold a 
meeting at the Fort Wayne Chamber of Commerce February 22 
at which Louis Inwood, executive officer, Transcontinental and 
Western Air, Inc., will speak on “The Future of Air Transpor- 
tation.” There will be a program of musical entertainment. 





Jere Hagerty, retired ticket agent, New York Central, will 
be guest of honor at a railroad night dinner meeting of the 
South Bend, Ind., Transportation Club at the Hotel LaSalle 
February 19. The speaker at the club’s annual dinner, to be 
held at the Oliver Hotel March 15, will be Samuel B. Petten- 
gill, former congressman from Indiana. 





The speaker at the January dinner meeting of the newly 
organized Traffic Study Club of Philadelphia was J. J. McCon- 
ville, of the traffic department of the Westinghouse Electric 
and Manufacturing Company, Pittsburgh, Pa., on “The History 
of Government Regulation.” There was a round table discus- 
sion on the subject and a question and answer period. 


The Traffic Club of New Orleans is cooperating with the 
local procurement officer of the U. S. Navy in obtaining enlist- 
ments of qualified stevedore foremen, port terminal and pier 
superintendents, traffic and export managers, maintenance en- 
gineers and shipping agents or port captains of which the Navy 
iS greatly in need. 








The Traffic Club of Washington, D. C., will hold a meeting 
at the Mayflower Hotel February 21 at which Guy Hottel, 
Federal Bureau of Investigation, will speak on “Sabotage and 
Pilferage During the Was as Applied to Transportation.” The 
club's nominating committee will make its report. 

_The nominating committee of the Junior Traffic Club of 
Chicago, Henry W. Coffman, industrial agent, New York Cen- 
tral, chairman, has submitted the following slate of candidates 
for offices in the club, to be voted on at the annual meeting, 
at the Midland Hotel March 1: For president, Joseph R. Lyons, 
Lyons, Gallagher and Ascher Company; vice-president, Adolph 

lvorsen, Universal Carloading and Distributing Company; 
secretary, Ralph C. Kintz, Peabody Coal Company; treasurer, 
Leonard F. McBrien, New York Central; members of the board 
of directors, Peter J. Klein, Cracker Jack Company; Harry W. 
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Anderson, Youngstown Sheet and Tube Company; Harold M. 
Foth, Union Pacific Railroad; R. J. Emerick, Decatur Cartage 
Company; Walter N. Saaby, Victor Chemical Works. 





Admiral Arthur H. Mayo, U. S.:Navy, commandant, Oak- 
land Naval Supply Depot, will speak on “Navy Supplies to the 
Pacific Fleet” at a meeting of the Oakland, Cal., Traffic Club 
at the Athens Athletic Club February 20. Jack LaLanne, in 
charge of specialized physical training at Navy centers, includ- 
ing that at Sun Valley, Ida., will give a demonstration. Herb 
Alvin, traffic manager, Montgomery Ward and Company, will 
preside, and Commander Horace Cox, U. S. Navy, will intro- 
duce the speaker. 





The Eastern Indiana Transportation Club has elected the 
following officers: President, Raymond R. Cronin, Fulton Glass 
Company, Hartford City; vice-president, Francis A. Winder, 
American Transport Company, Marion; secretary, Ralph L. 
Kinzie, Chesapeake and Ohio Railway, Muncie; treasurer, 
W. G. Gilmore, Goodyear Tire and Rubber Company, Muncie; 
members of the board of directors, W. C. Pavey, Nickel Plate 
Road, Ne wCastle; N. Clem Wickett, Motor Distributing Com- 
pany, Richmond; P. H. Kelley, Commercial Motor Freight, 
Muncie. 


MOTOR PASSENGER STATISTICS 

According to data compiled by the Commission’s Bureau of 
Transport Economics and Statistics from 278 quarterly reports 
of revenue, expenses and statistics representing 283 motor car- 
riers of passengers and embodied in its statement No. Q-750, 
intercity and local or suburban motor bus lines in the three 
months ended with September, 1944, had a total net income 
after income taxes of $14,426,711, as against $16,509,343 in 
the third quarter of 1943. Their net income before income 
taxes in the third quarter of 1944 was $48,872,828, compared 
with $51,830,286 in the corresponding period of 1943, according 
to the statement. 

The carriers reported total operating revenues of $133,- 
458,940 for the three months ended with last September and 
expenses totaling $84,525,664, leaving net operating revenue 
of $48,933,276. Other income amounted to $1,867,059 and other 
deductions totaled $1,927,507. In the third quarter of 1943, 
the total operating revenues were $129,554,558 and the total 
expenses were $77,575,309, leaving net operating revenue of 
$51,979,249. Other income in that period totaled $1,773,080, 
and other deductions amounted to $1,922,643. 

Passenger revenue on intercity schedules totaled $111,882,- 
625, compared with $108,895,611 in the 1943 period, and special 
or charter bus revenues accounted for $1,905,759 of the total 
revenues for the 1944 period, as against $1,965,328 for the 1943 
period. The intercity carriers reported net income of $44,084,- 
835 before income taxes and $12,979,684 after income taxes, as 
against $46,944,507 and $14,652,931, respectively, for the third 
quarter of the preceding year. 

Bus miles operated increased from 246,197,890, to 255,626,009 
on intercity schedules, from 42,447,970 to 43,180,094 on local 
and suburban schedules, and from 5,488,395 to 6,091,350 on 
charter or special services. 


RAIL FINANCIAL DATA 

Current assets of Class I railroads, exclusive of switching 
and terminal companies, at the end of November, 1944, totaled 
$4,936,094,601, and their current liabilities totaled $3,193,246,- 
607, according to a compilation of selected income and balance 
sheet items (statement M-125) based on 131 reports represent- 
ing 135 railroads, prepared by the Commission’s Bureau of 
Transport Economics and Statistics. 

The statement noted, for the sake of comparison, that the 
current assets of those roads at the end of November, 1943, 
totaled $4,605,433,720, while their current liabilities totaled 
$2,827,815,423. It showed that all the Class I carriers had 
funded debt of $252,204,278 that would mature within six 
months from November 30, 1944, including payments of prin- 
cipal of long-term debt (other than long-term debt in default) 
that would become due within six months after November 30, 
and that the corresponding total on November 30, 1943, was 
$78,049,629. 

Included in the current liabilities at the end of November, 
1944, was accrued tax liability of $1,948,018,096, as against 
$1,774,376,414 a year earlier. U. S. government taxes accounted 
for $1,815,653,697 of the accrued tax liability as of November 30, 
1944, as against $1,637,096,749 at the end of November, 1943. 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Questions and Answers 


@ in this column will be published answers to questions relat- 
ing to traffic, of general reader interest. A specialist in 
interstate transportation, who is a member of our special service 
department, will furnish references to regulations and decisions and 
will answer questions of application of tariff schedules and prac- 
tical traffic problema. 
We do not desire to take the place of the traffic man, but to help 
him in his work, nor do we undertake to render legal opinions. 
The right is reserved to refuse to answer any question that does 
not seem to be of general interest or that may appear to us un- 
wise to answer or too complex for the kind of investigation herein 
contemplated. 
No attention will be paid to anonymous communications or 
questions from nonsubscribers. 
Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


Liability of Carrier 


Montana.—Question: We are in receipt of a claim from a 
shipper claiming loss of ten cases of flour. The claim is sup- 
ported with the original bill of lading billed as 17 cases of flour. 
However, the shipping order plainly provides for only 7 cases, 
without signs of erasure. We have been unable to locate the 
ten cases of flour but our handling of the shipment was such 
that theft was practically impossible. We have declined pay- 
ment of the claim contending that the loss resulted from the 
shipper’s negligence; that the loss was not caused by the carrier 
and is therefore not the carrier’s liability. 

We shall appreciate your opinion and citation of any pre- 
vious cases bringing up this question. 

Answer: A bill of lading is twofold in its character; it 
is a receipt as to the quantity and description of the goods 
shipped, and a contract to transport and deliver the goods to 
the consignee or other person therein designated, on the terms 
specified in such instrument. It is a mere receipt in so far as 
it admits the quantity, quality, or condition of the goods at 
the time they were delivered to the initial carrier constituting 
as between the parties an admission not necessarily conclusive, 
but subject to explanation. 

A bill of lading, as between the parties thereto and their 
privies, is prima facie evidence of the kind and quantity of the 
goods delivered to the carrier. 

The burden is on plaintiff to show a delivery of the goods 
to, and acceptance thereof by, the carrier for transportation, 
and where plaintiff establishes a prima facie case of delivery 
and acceptance, as by the recitals of a receipt or bill of lading 
issued by the carrier, the burden is on the carrier to prove 
nondelivery to it. 


The burden ordinarily is on plaintiff to show the loss or 
nondelivery of the goods by the carrier, or a failure to deliver 
them in proper condition, and that the loss or injury occurred 
while the goods were in the carrier’s possession, it being suffi- 
cient to show a state of facts as consistent with the occurrence 
of the loss after delivery by the carrier as before. It has been 
held that, when plaintiff has established a prima facie case 
by showing delivery of the goods to the carrier, the latter has 
the burden of proving that they were not lost while in its 
possession. Where plaintiff makes a prima facie case by show- 
ing delivery of the goods to the carrier and a loss thereof or 
failure to deliver, the burden then devolves on the carrier to 
or account for the loss. 


Tariff Interpretation 


Utah.—Question: Referring to Item 4375 of Transconti- 
nental Tariff 1-Y, ICC No. 1507 of L. E. Kipp, Agent, naming 
rates on blanketing or blankets made wholly of burlap, cotton, 
mixed cotton and wool, mixed cotton and rayon, mixed rayon 
and wool or mixed cotton, rayon and wool (subject to Note 2): 

Note 2 provides that from points taking A, B or C rates 
wool content of blanketing or blankets made of mixed rayon 
and wool is not to exceed 50%. It is our contention that Note 2 
only applies to mixed rayon and wool blankets and would not 
be applicable to blankets made of cotton, rayon and wool. One 
railroad is contending that this provision of Note 2 qualifies 
all items preceding the reference to Note 2 in the description 
of articles in the item. 

Will you please advise if in your opinion Note 2 applies 
to blankets made of mixed cotton, rayon and wool as well as 
to blankets made of mixed rayon and wool. 

Answer: It is our opinion that Note 2 has application only 
to blankets or blanketing made wholly of rayon and wool. 

We disagree with the contention of the carrier that the 
provisions of Note 2 qualify all items preceding the reference 
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to Note 2. This interpretation, in our opinion, is not good fo 
the reason it could not have application where reference i 
made to blankets or blanketing that contain no wool, or ag 
made of a mixture of cotton and wool. 

The entry involved names specifically six kinds of blanket 
and blanketing on which the rates in the item apply. The 
note specifically states that the wool content of blankets ang 
blanketing is not to exceed 50% when made of mixed rayg 
and wool. If the wool content was to be limited to a 50% 
mixture wherever wool appears in the description—the wor 
ing “wool content not to exceed 50%,” could have been use 
and there would be no question. If the content was to hp 
limited in two kinds of blankets the descriptions of both sho 
have been specifically named in the note instead of only ong 

For Note 2 to have the meaning given to it by the carrig 
the words “and mixed cotton, rayon and wool” should have beg 
included after the second appearance of the word wool. We 
thing there is ambiguity and that the shipper is entitled to the 
benefit thereof. a 






en 


Tariff Interpretation—Pick up and Delivery J 


Florida.—Question: For some time we have been cop 
fronted with instances where less carload shipments wif 
weights aggregating an amount sufficient to invoke the cap 
load rating for a slightly higher minimum and have been foreg 
to pay higher less carload rates because of pick-up and d@ 
livery service performed by the carrier. We understand thi 
procedure is in keeping with rulings and possibly formal de 
cisions of the Commission, yet we are under the impressio 
that the lowest rate that may be applied to any particulag 
shipment should be applied to the benefit of the shipper of 
receiver, whoever pays the freight charges. 

Will you kindly give us your answer to the question of 
alternative application and also advise as to what can be done 
to compensate the carrier for performing the pickup and de 
livery service if the carload rating is properly applicable. 

Answer: Generally speaking, pick-up and delivery servic 
applies to less-than-carload shipments but not to carload ship 
ments. 

Carload shipments are generally loaded by the consignor 
and unloaded by the consignee, whereas less than carload ship 
ments are loaded and unloaded by the carrier. 

We believe your answer is found in the provisions of § 
Rule 15 of the Consolidated Freight Classification which covers } ~~ 
the subject of less carload shipments subject to carload charges, 


Section 1(a) of this rule provides that, except as provided 
in Section 2, the charge for a less carload shipment must not 
exceed the charge for a minimum carload of the same freight 
at CL rate, and that the charge for a car fully loaded must 
not exceed the charge for the same lot of freight if taken as 
an LCL shipment. Paragraph (b) of this section provides that 
except further, the provisions of this rule will not apply on 


~ 
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shipments on which pick-up or delivery service has been per- Z 
formed, or on which an allowance has been made in lieu of 
pick-up or delivery service. W 
Section 2 of the rule provides that if a shipment tendered ill 
as LCL freight and loaded by carriers or transported and un- } 
loaded by carriers is found to be subject to the carload rate, " 
and the carrier’s tariffs do not provide that cost of loading or ec 
unloading is included in the carload rate, a charge of 3c per m 
100 lbs. on all traffic except all-motor traffic, and a charge of H 


3%c per 100 lbs. on all-motor traffic will be made for such 
loading and a like charge for unloading, such charge to be 
based upon actual weight of the shipment. The carload min- 
imum weight to be applied on such shipment will be that 
applicable to car of size required for shipment in the condition 
tendered for transportation. 


Tariff Interpretation— Rating Applicable on Shaving Cream 
Missouri.—Question: We have the following rating prob- 


lem and would appreciate your views on the proper application 
of Rule 14 of National Motor Freight Classification No. 7. 

A shipper describes shaving cream as soap N. O. I. B. N, 
obtaining a class 55 rating. Our contention is that shaving 
cream should be classed as toilet preparations N. O. I. B. N, 
taking a Column 70 rating, due to the higher retail cost of 
shaving cream as compared with the price of soap, and also 
due to the fact that shaving cream is not pure soap, pel- 
fumes and other articles being added to it. Section 1 of Rule 14 
of the Classification reads: “The rating for any article not 


provided for either by its specific name or embraced in an 
NOI item shall be the rating provided in this classification o 
supplement thereto for an article which in the carriers judg- 
ment is the most closely analogous. We contend shaving cream 
is analogous to toilet preparations. : 

Kindly quote any Commission reports on similar cases, if 
you can locate them. 
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pply on TRUCK OPERATORS 


an oo AND FLEET OWNERS 


Grain and livestock from the fertile farmlands of America’s windswept 
lieu of 


plains, destined for the nation’s market places. How best to get them 
Write for your copies of 


a iil ailia: Uiiiililinins there? By HIGHWAY Trailer, of course! For on thousands of roads 

and un- pee : : ‘ ‘ 

ad rate, which give full details of the all over America, Highway Trailers have demonstrated their utter 

ding or economy and many improve- 
3c per ments built into the new 
arge of Highway “Freightmasters” 


— and “Clippers.” 


A a Highway engineers are utilizing the experience acquired from the 
be that 


dependability in carrying greater pay loads at lower cost. 


Now, with a partial return to the manufacture of commercial trailers, 


punishing tests of three years of wartime transportation. 


ondition 
( U.S. } See the new Highway trailers now coming off the production lines. 
Cream . ; ; , ; 
g prob- They are sturdier than ever before, yet lighter in weight, easier to 


plication maintain, and capable of carrying even heavier loads to the nation’s 
7 


I. B.N, market places. 
shaving ON EVERY JU. S. 


HIGHWAY HIGHWAY TRAILER COMPANY 


Factory and General Offices, Edgerton, Wisconsin 


Truck Trailers and Bodies * Earth Boring Machines 
Winches and other Public Utility Equipment 
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| HIGHWAY “i TRAILERS 


— Te new 


_TIMKEN-BP-BRAKE 


medium duty series for hydraulic actuation 










UPPER ABUTMENT 
BLOCK (ON FIXED 
ANCHOR PIN) 





BRAKE LEVER 


PRESSURE 
BLOCK 


BRAKE SHOE 


LOWER ABUTMENT AND LINER 


BLOCK (ON ADJUSTABLE 
ECCENTRIC ANCHOR PIN) 


¥ NOTE: In illustration above, half 
of left brake lever has been re- 
moved to show brake shoe, abut- 
ment blocks, pressure block and 
other parts which otherwise would 
be concealed from view. 
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30% to 35% greater brak- 
ing ability at all hydrau- 
lic line pressures. 


Both shoes are equally self-energizing, regardless 
of direction of drum rotation. 


Shoes can be removed in a 
few seconds, with just a 
screwdriver. 


Greater braking ability ... longer liner life 

. complete driver control . . . utmost sim- 
plicity . . . equal effectiveness in forward or 
reverse ... these and other features of the 
new Timken “DP” Brakes fully meet today’s 
needs for the improved brake performance 


demanded by heavier loads and faster 
schedules. 

Timken “DP” Brakes are available on cer- 
tain vehicles now being produced. Write for 
descriptive folder —see how perfectly these 
modern brakes meet YOUR needs! 


38 YEARS OF AXLE ENGINEERING LEADERSHIP 


= TIMKEN AXLES 


THE TIMKEN-DETROIT AXLE COMPANY, DETROIT 32, MICHIGAN 
WISCONSIN AXLE DIVISION : 





OSHKOSH, WISCONSIN 
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The Shape of Cars to Come 
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One of these may be the General American car 
built specifically to handle your new liquid or 


gas product. 


It doesn’t look very different. Yet, it may have 
unusual new features in lining or insulation—in 
temperature or pressure control — for safe handl- 
ing of a product never before carried in bulk. Pomme SE SOS: SRR: Sane 


Even though your new product or problem commod- 


No matter how hard-to-handle your commodity ity is still in the laboratory stage, General American 
engineers are ready to work with you now. Keeping 
may be, General American design and construc- pace with your progress, we will plan the new tank 


car with every feature needed for safe, economical 
transportation. 


Call or write our general offices—135 South LaSalle 
St., Chicago 90, Ill. 


GENERAL AMERICAN TRANSPORTATION 


Builders and Operators of Specialized Railroad Freight Cars * Bulk Liquid Storage Terminals * Pressure Vessels and other 
Welded Equipment * Aerocoach Motor Coaches * Process Equipment of all kinds * Fruit and Vegetable Precooling Service 


tion will give low-cost, efficient transportation. 
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Answer: We are unable to find any case in which the 
Commission has considered this subject. 

Our opinion is that the rate to apply is that applicable on 
toilet preparations, N. O. I. B. N. 


Claim—Reopening of 


Ohio.—Question: We would appreciate your opinion in con- 
nection with the following: 

We tendered billing to the agent at A, Va. on a car of 
lumber to be shipped to ourselves at B, Mich. However, prior 
to forwarding of the car from origin we issued instructions 
to reconsign the car to ourselves at C, Ohio. We were assured 
that there was ample time to effect the reconsignment. The 
shipping date was June 4th, 1943. 

After a lapse of time during which we endeavored to trace 
this car we developed that the car was at B, Mich., the orig- 
inating line having failed to effect the reconsignment. After 
considerable controversy with the originating and destination 
lines the car was forwarded from B, Mich. on June 22. 

The consignee at C, Ohio, working on a penalty govern- 
ment contract, exhausted their supply of shooks and as a result 
of this undue delay were forced to purchase 500 boxes at a 
penalty of 46c per box, in order to continue their work and 
avoid a heavy penalty. 

A claim was filed against the originating line by the shipper 
for the difference in freight charges of the through rate to C, 
Ohio against the combination of rates over C, Mich. This claim 
was honored and a refund was made after considerable investi- 
gation on May 22, 1944. 

On August 1, we filed claim against the originating line, 
making reference to the original claim, for damages suffered by 
the consignee when forced to purchase 500 boxes in order to 
keep operating to prevent a heavy penalty. It appears that 
the originating line made admission of error and liability in 
that they honored the claim for overcharge. Our claim could 
not have been filed with proper contention until responsibility 
was fixed. 

Our claim was disallowed on the basis that the shipment 
was delivered on June 27, whereas claim was not filed until 
August 1, 1944, or a lapse of approximately 13 months, which 
outlaws the claim. 

It is our contention that the original claim constituted 
notice and subsequent claim was an adjustment which was 
withheld until liability and amount of damages could be de- 
termined. 

In support of our contention as to damages we quote 
McCaull-Dinsmore Case, 253 U. S. 97, 40 S. Ct. 504; Illinois 
Central vs. Crail, 281 U. S. 57, 50 S. Ct. 180, and Haskell vs. 
Hunter, 23 Michigan 305, 309, which cases we believe estab- 
lish the principle that incidental damages are recoverable 
where goods are unreasonably delayed by a carrier through 
laxity and negligence as occurred in the case at hand in return- 
ing the car from B, Mich., as well as erring is not effecting the 
change in billing at point of origin. 

Answer: In its report in Badger Lumber Co. vs. Atchison, 
T. & S. F. Ry. Co., 156 I. C. C. 427, the Commission held that 
misrouting involves the amount of the charge for the trans- 
portation service and calls for the exercise by it of some ad- 
ministrative function; that the cause of action asserted in that 
case was founded upon delay in the delivery of the shipment, 
a subject matter over which it had no jurisdiction. 

A claim filed with a carrier for an overcharge does not 
cover a claim for damages resulting from delay in transporta- 
tion. Therefore, unless it be held that a claim filed for an 
overcharge can be amended to cover damages resulting from 
delay to the shipment, there can be no recovery for damages 
which resulted from delay to the shipment, caused by the 
failure of the carrier to reconsign the shipment in accordance 
with the shippers instructions. 





I. C. C. PRACTITIONERS 


The following have been admitted to practice before the 
Commission: Frederick Edwin Baukhages, III, Baltimore, 
Md.; Donald L. Case, Dallas, Tex.; Royal B. Cushing, Chicago, 
Ill.; Joseph Goodridge Davis, Danville, Ky.; Tom Davis, Minne- 
apolis, Minn.; Frederick W. Doolittle, Jr.. New York, N. Y.; 
W. J. Durham, Dallas, Tex.; Joseph Brantley Edwards, Cedar- 
town, Ga.; Eugene M. Elson, Los Angeles, Calif.; Donald C. 
Fitch, Jr., Dallas, Tex.; W. Tillman Grant, Jr., Chattanooga, 
Tenn.; Harry Lincoln Gutter, New York, N. Y.; P. M. Harbert, 
Savannah, Tenn.; Horace Moore Havner, Des Moines, Ia.; 
Milton Miller, Lakewood, N. J.; Frederick Willis Potter, Jr., 
Chicago, Ill.; John D. Reed, Austin, Tex.; Emerson Richards, 
Atlantic City, N. J., Lawrence W. Saeger, Kansas City, Mo.; 
Louis Shaffer, Wilkes-Barre, Pa.; J. Frederick Schneider, Den- 
ver, Colo.; Harry Stone Strozier, Macon, Ga.; Walter J. 
Symons, Philadelphia, Pa.; Horatio M. Tocco, Jr., Chicago, 
Ill.; David M. Wallace, Harrisburg, Pa.; and William Scott 
Wilson, St. Louis. Mo. 
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Personal Notes 





Thomas Carr Powell, 79, former president of the Chicagy 
and Eastern Illinois Railroad, who retired as chairman of th 
board of that railroad some time ago, died February 9 in, 
hospital at New Orleans, where he maintained his winter home. 

Joseph G. Cooper, who joined the staff of the traffic d 
partment of the Bethlehem Steel Company, Bethlehem, ‘Pa, , 
short time ago, has been appointed assistant to the gener 
traffic manager of the company. 

The Atchison, Topeka and Santa Fe Railway has announce 
the following appointments: T. M. Caiazza, assistant generq| 
freight agent, San Francisco, Cal., to succeed E. C. Pierre, who 
has been appointed a member of the standing rate committe 
of the Trans-Continental Freight Bureau at Chicago; J, § 
Place, industrial agent, San Francisco; D. J. Sutherland, a. 
sistant industrial agent, San Francisco; Leo Jessen, freight 
claim agent, at Los Angeles, where the personal injury anj 
freight functions of the claim department have been separated 
with Robert Irwin, formerly general claim agent, remaining 
as claim agent with jurisdiction over personal injury claims: 
Edward W. Thomas, assistant freight claim agent, Los Angeles: 
Howard W. Gentle, district freight claim agent, San Francisco; 
F. A. Kelly, assistant general claim agent, and F. H. Hitchcock, 
chief claim adjuster, at Los Angeles; C. D. Hart, general freight 
claim agent, Topeka, Kan., where a similar division of claim 
functions has been made, following the retirement, February 1, 
of H. C. Pribble, general claim agent; Robert M. Clark, general 
claims attorney, Topeka; Wilson M. Fleming, assistant general 
advertising agent, Los Angeles; Stanley R. Helin, advertising 
agent, Topeka. S. C. Flagler, safety supervisor for the Santa Fe 
at Fresno, Cal., died February 9, after 28 years with the 
system. 

W. B. Hansen has been appointed general agent for the 
Chicago, South Shore and South Bend Railroad at New York. 

C. L. Chapman, general baggage, mail and express, agent, 
Erie Railroad, at New York, died February 7. 

Harlan P. Ross, formerly vice-president of the Upper 
Merion and Plymouth Railroad, at Conshohocken, Pa., has been 
appointed president of that railroad. 

W. V. Gunn has been appointed commercial agent for the 
Norfolk and Western Railway at Buffalo, N. Y., to succeed 
W. H. Lincoln, who died. 

J. F. Rivers has been appointed assistant general freight 
agent for the Seaboard Air Line Railway at Charlotte, N. C. 

The Spokane, Portland and Seattle Railway has announced 
the following appointments in its accounting department, all 
at Portland, Ore.: L. W. Albertson, assistant comptroller; C. D. 
Phillips, auditor of disbursements; E. C. Michelson, auditor of 
revenue accounts. 

Leo Mucha, traffic manager, Johnson and Johnson Com- 
pany, Chicago, died February 12. He was active in the affairs 
of the Traffic Club of Chicago, the Cicero-Clearing Traffic Club 
and the Junior Traffic Club of Chicago. He was a member of 
ya — committee of the Junior Club at the time of his 

eath. 

Ted Mappes, general agent, Frisco Lines, Washington, D. C, 
has been appointed an honorary colonel on the staff of Gov- 
ernor Robert S. Kerr, of Oklahoma. 

E. L. Beardsley has been appointed director of industrial 
development, Denver and Rio Grande Western Railroad, at 
Denver, to succeed Durbin VanLaw who died. 

Tracy Walsh has been appointed executive assistant to 
the vice-president in charge of operations, Braniff Airways, 
Dallas, Texas. 


James M. Danahy, vice-president and managing director, 
Westside Association of Commerce, spoke on “America’s Most 
Valuable Four Square Miles,” at a meeting of the Alumni A* 
ng of the Traffic Managers’ Institute of New York Feb 
ruary 15. 


W. J. Koebel, 61, a commission examiner since 1919, died 
in a Washington hospital February 12, following a heart 2 
Mr. Koebel was appointed to the Commission’s Bureau of 
Tariffs in 1908. He was co-author of the proposed report in 
No. 28310, Consolidated Freight Classification. 

C. M. Bonner has been appointed division freight agent 
for the Seaboard Air Line’ Railway at Jacksonville, Fla. 

George G. Ritchie has been appointed general fuel service 
engineer for the Chesapeake and Ohio Railway at Richm 
Va., on his return from two years’ service tn the U. S. Army. 

W. E. Lutz, city passenger agent, Milwaukee Road, was 
elected president of the Philadelphia Passenger Association at 
the association’s annual meeting February 5. Other officers 
elected included: Vice-presidents, M. F. X. Ivers, A 
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Topeka and Santa Fe, and T. A. Seery, Reading Company; 
secretary, E. B. Saltner, Baltimore and Ohio; treasurer, A, ] 
Nice, Pennsylvania Railroad; historian, J. C. Ross, Atlantic 
Coast Line Railroad; members of the board of directors, A. 4 
Kxrombach, Southern Pacific, retiring president; J. Collins 
Burlington Route; W. J. Gaines, Pennsylvania Railroad; w 
Katz, Philadelphia National Bank; E. M. Franklin, Southern 
Railway; J. M. Stuart, Seaboard Railway; D. A. Archibald 
Lehigh Valley Railroad; W. Poinsett, Pennsylvania-Reading 
Seashore Lines; M. Eckert, Pennsylvania Railroad; C. Meister 
Baltimore and Ohio Railroad. 


Gil Gerhard, Boston and Maine Railroad, president of the 
Railroad Freight Rate Clerks of Chicago, heads a committe 
in charge of arrangements for a dinner party of the organiza. 
tion to be held at Stella’s Lunch Club February 27. A busines; 
meeting will precede the party. Others on the committee ar 
Ed Keen, Chicago and North Western; Charles Healey, Chi. 
cago and Eastern Illinois, and R. J. Eddelman, Chicago, Indian. 
apolis and Louisville Railway. 


The Alumni Association of the College of Advanced Traffic 
Chicago, will hold a past presidents’ night meeting at the Mor. 
rison Hotel February 20. 

Les Allman, vice-president, Fruehauf Trailer Company, 
Detroit, Mich., made addresses recently before the Motor Trans. 
portation Association of Louisville, Ky., and the Pennsylvania 
Motor Truck Association at Scranton, Pa. He spoke on the 
need for liberalization of motor laws to permit the industry to 
speed transportation, reduce costs of living and “open up good 
jobs for men and women everywhere.” R. R. Harrison has 
been appointed manager of the Fruehauf Trailer Company's 
Kansas City branch. 

M. B. and H. H. Johnson have been appointed general 
counsel for the Wheeling and Lake Erie Railroad at Cleve. 
land, O. 





Digest of New Complaints 





No. 29256, Forst Packing Co., Inc., Kingston, N. Y., vs. L. & N. et al 

Alleges bedding charges on various carloads of cattle, hogs, and 
other live stock, shipped in 1940, 1941, and 1942 from origins in 
Kentucky to Kingston, N. Y., and made the subject of informal 
complaints 170947, 170828, 171481, and 171840, in violation of section ¢ 
1. Asks reparation. (George E. Morcroft, 212 Fruit Exchange Bldg., ™ 
21ist St. and Penn Ave., Pittsburgh 22, Pa.) 

. 29257, Northern Chemical Industries, Inc., Baltimore, Md. et al. vs. 

A. ©. &. Ot al. 

Allege rates and minimum carload weight on phosphate rock, in 
carloads, from producing points in the Pebble Rock district of 
Florida, including Pierce, Mulberry and Ridgewood, Fla., to Sears 
port and Bowdoinham, Me., have been, are, and for the future 
will be in violation of section 1. Ask cease and desist order, rates 
and minimum weights, and reparation. (John T. Money, Mills 
Bldg., Washington 6, D. C.) 

MC~C-470, Louis Haymaker, White Post, Va., Revocation of Certificate. 

Investigation instituted by the Commission, division 5, into dis- 
continuance of operation by respondent, and failure to file evidence 

of security for the protection of the public, in MC 7934. 

MC C-471, Guy T. Wilson, Cambridge, Md., Revocation of Certificate. 

Investigation instituted by the Commission, division 5, into dis- 
continuance of operation by respondent, and failure to file evidence 

of security for the protection of the public, in MC 13991. 

MC C-472, Coytt E. Wilson, Warrenton, Va., Revocation of Certificate. 

Investigation instituted by the Commission, division 5, into dis 
continuance of operation by respondent, and failure to file evidence 

of security for the protection of the public, in MC 31362. 

MC C-474, William J. Slacum, Baltimore, Md., dba Slacum’s Transfer, 
Revocation of Certificate. 

Investigation instituted by the Commission, division 5, into dis 
continuance of operation by respondent, and failure to file evidence 

of security for the protection of the public, in MC 92417. 

MC C-475, George R. Sauble, Taneytown, Md., Revocation of Certificate. 

Investigation instituted by the Commission, division 5, into dis 
continuance of operation by respondent, and failure to file evidence 

of security for the protection of the public, in MC 93716. 

MC C-477, Freight Transportation Engineers, Inc., Chicago, IIl., 4 
assignee of New Process Gear Corporation, vs. Inter-State Motor 
Freight System. ; 

Rates on automobile engine gears and parts, rough steel forgings, 

wood, charged on shipments from various interstate origins to Syr4 
cuse, N. Y., in violation of section 217(b) and section 216, and of 
the Commission’s order effective March 18, 1942, in Ex Parte 148, 
248 I. C. C. 545. Asks cease and desist order; rates; and asks Com 
mission to make an administrative determination and issue its order 
on past shipments. Complainant says if defendant has not satisfied 
its claims of $232.33 and waived undercharges of $995.95 on or be 
fore a reasonable time after the date the Commission serves notice 
on defendant to answer, it will be its intention to file the case in 
the federal district court and stay the running of the statutes. 
(Charles O. Swartz, 134 N. La Salle St., Chicago 2, Ill., and L. V. 
Brandt, 1811 Prairie Ave., Chicago 16, IIl.) 
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SHIPS... 


vital in War... 


vital in Peace... 


To the winning of the war, GRACE LINE has con- 
tributed its entire modern fleet, its officers, its crews, 
its management organization. 


With Victory, the responsibilities of GRACE LINE 
will be far from finished. For out of this war must 
come an enduring peace, and our “SANTA” liners 
and freighters will have their share of the task 
which the American Merchant Marine must per- 


form in the creation and maintenance of a peaceful 
world structure. 


GRACE LINE will soon again be devoting its full 
energies to developing trade, travel and under- 
standing between the nations, through swifter, more 
efficientand more economical transportation service. 


GRACE LINE 


10 HANOVER SQUARE OR ROCKEFELLER CENTER, NEW YORK, WASHINGTON, D. C.; PITTSBURGH; CHICAGO; 
DETROIT, NEW ORLEANS; HOUSTON, TEXAS; SAN FRANCISCO; LOS ANGELES; SEATTLE; PORTLAND, OREGON 





Docket of the Commission 


NOTE—lItems in the docket marked with an asterisk (*) have begy 
added since the last issue of THz TrarFic WorLD. New assignments 
now on the Commission’s docket of dates later than herein 3 
will not bear asterisks when they do appear. Current cancellation 
and postponements announced too late to show the change in thig 
docket will be noted elsewhere. 


February 19—Dallas, Tex.—Baker Hotel—Examiner Higgins: 
- MC-F 2772—Southern Pacific Co., control; Southern Pacific Transpo, 
Co., purchase, Trinity Motor Freight Lines. 

February 19—Kansas City, Mo.—Hotel President—Examiner Way; 
29144—Union Asphalts & Roadoils, Inc., vs. Mo. Pac. et al. 
29149—Union Asphalts & Roadoils, Inc., vs. A. T. & S. F. et al, 
29169—Carter Waters Corp. et al. vs. Alton et al. 

29169, Sub. 1—Empire District Electric Co. vs. St. L. S. F. & T. eta 

February 19—Lincoln, Neb.—Hotel Cornhusker—Jt. Bd. 138: 

MC 52009, Sub. 1—F. F. Pisek, Dwight, Neb., certificate to extey 
operations. 

February 19—Lincoin, Neb.—Hotel Cornhusker—Jt. Bd. 31: 

MC C-467—Christensen Transfer, Grand Islamd, Neb., revocation of ce. 
tificate. 

February 19—Lynchburg, Va.—U. S. Ct.—Jt. Bd. 7: 

MC 903, Sub. 16—Falwell Fast Freight, Inc., Lynchburg, Va., certif. 
cate to extend operations. 

February 19—Springfield, Mass.—Fed. Bldg.—Jt. Bds. 22 and 187 ani 

Examiner Bradford: 

MC 105318—P. Maggi, Springfield, Mass., certificate. 

MC 105455—J. B. Staples, Worcester, Mass., permit. 

MC 105514—G. E. George, North Adams, Mass., certificate. 

February 19—Washington, D. C.—Jt. Bd. 120: 

MC 105410—Robert J. Gnau & Son, Baltimore, Md., certificate, 

February 19—Washington, D. C.—Argument: 

Finance 14400—B.-R. I., lease. 

* Finance 5045—Arcata & Mad River R. R., deficit status. 

February 20—Dallas, Tex.—Baker Hotel—Examiner Higgins: 

MC-F 2630—C. W. Murchison et al., control; American Liberty Oi 
Co., control; American Liberty Pipe Line Co., control and merger, 
Dixie Motor Coach Corp. and Sunshine Bus Lines, Inc. 

February 20—Duluth, Minn.—U. S. Ct.—Examiner Hanrahan: 

1. & S. M-2484—Petroleum products, Superior, Wis., to Minn. points, 

February 20—Fort Worth, Tex.—Hotel Texas—Jt. Bd. 77 and 15: 
MC 9259, Sub. 23—Bowen Motor Coaches, Fort Worth, Tex., certif- 

cate to extend operations. 

MC 70330, Sub. 8—Miller Truck Line, Fort Worth, Tex., certificate to 
extend operations. 

February 20—Iindianapolis, ind.—State Comm.—Examiner Peterson: 
1. & S. M-2473—Interchange of Traffic with the C. C. & C. Highway, 

Inc. 






February 20—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 36: 
MC 85108, Sub. 5—Burch Truck Line, Wichita, Kan. 
MC 92991, Sub. 3—L. Olson, Erie, Kans., certificate to extend opera 
tions. 
February 20—Paducah, Ky.—U. S. Ct.—Jt. Bd. 105: 
MC 50655, Sub. 16—Gulf Transport Cu., Mobile, Ala., certificate t 
extend operations. 
February 20—Washington, D. C.—Jt. Bd. 74: 
MC 95363, Sub. 1—R. L. Bloom, Westminster, Md., certificate or 
permit. 
MC 105331, Sub. 1—B. Y. Thompson, Bel Air, Md., permit. 
February 20—Washington, D. C.—Argument: 
Finance 12950—C. of Ga., reorganization. 


February 21—Brooklyn, N. Y.—Hotel St. George—Examiner Riegner: 
MC 42261, Sub. 3—Langer Transport Corp., Jersey City, N. J. 
February 21—Fort Worth, Tex.—Hotel Texas—Jt. Bd. 77: 


MC 65571, Sub. 2—Rainbow Coaches, Wichita Falls, Tex., certificate 
to extend operations. 


February 21—Indianapolis, Ind.—State Comm.—Jt. Bds. 60, 208, and 1: 
MC 105423, Sub. 1—Tibbs Transfer, Richmond, Ind., permit. 
MC 105031, Sub. 2—Terminal Transporters, Inc., Henderson, Ky., ce 
tificate. 
MC 105438—H. D. Miller, Brookville, Ind., certificate. 


February 21—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 36: 
MC 413, Sub. 1—R. E. Parson, Fort Scott, Kan., certificate to extend 
operations. 
February 21—Washington, D. C.—Examiner Proudley: 


MC 3677, Sub. 5—W. M. & A. Motor Lines, Inc., Bradbury Heights, 
Md. 


February 21—Washington, D. C.—Commissioner Splawn: (Argument) 
28995—Lewis Grain Corp. et al. vs. B. & O. et al. 
February 21—Washington, D. C.—Examiner Molster: 

Finance 14816—Appl. of Southern Ry. for authority to extend trackage 
agreement to operate over that part of A. C. L.’s line between 
Savannah, Ga., and’ Jacksonville, Fla. 

February 23—Bismarck, N. D.—State Capitol Bldg.—Jt. Bd. 158: 

MC 102597, Sub. 4—Muck Transfer, Hettinger, N. D., certificate 

extend operations. 


February 23—Boston, Mass.—New P. O. Bldg.—Examiner Bradford: 


MC 7681, Sub. 3—C. R. Bowlby & Son, Somerville, Mass., certificate 
to extend operations. 
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PEORIA-GATE WAY 
PEORIA & PEKIN UNION RY. 
E. F. Stock, Tr. Mgr., Peoria. Illinois 


On of cen 
























We Must Also Win the Peace 


The American Merchant Marine, like all other or- 
ganizations, is all out in our touchdown drive for 
Victory. When the war is won there will be no 
better way to insure the future peace of the world 











rate, than by promoting friendly trade between nations. 
We must maintain a strong Merchant Fleet. 
fell POPE s TALBOT. INC. 
Es 54 M'CORMICK STEAMSHIP asian * Phas sme 9 


~—VDi Le i 
FO om By the Mile When a high-ranking Army Officer called the GMC 
get 


“six-by-six” military truck the “Work horse of the 
War,” no name was ever more appropriately applied. 


gen x Cy Checking Truck Costs 
fs 


nd oper: ° 
Compare ratios of taxes 


and payroll to revenues It works for the Artillery pulling guns and carrying 


in the new COST ANALYSIS TABLES ammunition. It helps the Engineers repair roads, 
compiled from the 1943 annual reports bridges and damaged defenses. It works for the Signal 
4 = —— I Motor pias me —— to Corps carrying poles and wire and radio equipment. 
- Pince your coder New. <a> per It helps Ordnance repair tanks and trucks and arms 

copy; additional copies $5. A 
of all types. It works for the Transportation and 


ificate to 


ficate or 








mann TRANSPORT RESEARCH, Inc. Quartermaster Corps transporting everything it takes 
: sa Vermont Avenue N. W. Washington 5, D. C. to keep an Army on the offensive. It performs equally 
uwblishers of: Motor Carrier Financial Manual (5 issues—quarterly and } j i i 
ertificate filh Geanhs ttelins Guedes Gack Andinds Galion toate. essential service for the Navy, the Marines, the Air 
“ Forces and the Coast Guard. 
3, and 1: 
Is it any wonder, then, that our military forces have 
tat: 4 lt has h | ed oth i already received more than 450,000 GMCs .. . that 
e p e $s _— thousands more are going into Service each month! 
ee IT CAN HELP YOU! 
a In addition to being one of the largest producers 
of military vehicles, GMC is also —| many 
Heights, ’ Lye commercial trucks for essential users. If you 
For 36 years, LaSalle has given home-study training in are eligible for a new truck, your GMC dealer 
t) Traffic Management. Hundreds of men now successful will gladly help you fill out an application. Re- 
‘gumen in industrial Traffic and Transportation praise it for member, too, that GMC is headquarters for 
its help to them. 175 of them counsel us in the constant the original Preventive Maintenance Service. 
consti revision of this training. INVEST IN VICTORY ...BUY MORE WAR BONDS 
betwees If you are really ambitious to build your knowledge 







and ability in Traffic—to serve better and progress in 
this great, growing field—it will pay you to investigate 
this training. Our free 48-page booklet will give you the 





GMC TRUCK & COACH DIVISION 
GENERAL MOTORS 


HOME OF COMMERCIAL GMC TRUCKS AND OM COACHES 
PS VOLUME PRODUCER OF GMC ARMY TRUCKS AND AMPHIBIAN “DUCKS® 


ficate to facts, without obligation. Write for it today. 


.dford: 
ertificate 








LaSalle EXTENSION UNIVERSITY 


A Correspondence Institution 
417 South Dearborn Street Dept. 295-TA Chicago 5, Iinois 


















ebruar 
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February 23—Brooklyn, N. Y.—Hotel St. George—Examiner Riegner: February 26—Brooklyn, N. Y.—Hotel St. George—Jt. Bd. 42: 
MC 222, Sub. 9—Liberty Motor Freight Lines, Inc., Secaucus, N. J., MC C 441—Ehrlich Newmark Trucking Co., Inc., vs. Friedman's 
certificate to extend operations. ‘ press, Inc. 


February 23—Jackson, Miss.—Robert.E, Lee Hotel—Examiner Higgins: February 26—Topeka, Kan.—State Comm.—Jt. Bd. 36: 

* MC-F 2676—W. R. Rivers et al., control; Rivers Truck Lines, pur- MC 105459—J. C. Crawford, Meriden, Kan., certificate. 
chase, L. Bond. February 26—Washington, D. C.—Examiner Kirby: 

* MC-F 2735—D. C. Hall, purchase, L. Bond. 29223—Accounting by K. C. S. Ry. in respect of merger of propertiy 


* MC-F 2745—M. M. Grantham, purchase, L. Bond. of T. & Ft. S. Ry. into K. C. S. Ry. 
February 23—Mobile, Ala.—Cawthon Hotel—Examiner Weaver: February 26—Washington, D. C.—Examiner Naefe: 
W-779—Colle Towing Co., application. MC-C 440—In matter of terminal to terminal transportation chargs 
February 23—Washington, D. C.—Examiner Angle: Liberty Motor Freight Lines, Inc., Lacrone-Benedict Way, Inc., ay 
MC 66691, Sub. 1—Turner’s Transfer, Greensboro, N. C. Akers Motor Lines, Inc.—Acme Fast Freight, Inc., National Carlogq, 
February 23—Wichita, Kan.—Broadview Hotel—Jt. Bds. 179 and 52: ing Corp., and Universal Carloading and Distributing Co., Ine, 





. MC 30600, Subs. 42, 43 and 45—Santa Fe Trail Transportation Co., February 26—Waterloo, la.—Fed. Bldg.—Jt. Bd. 181: 
Wichita, Kan., certificate to extend operations. if MC 58440, Sub. 1—Waterloo Stages, Decorah, Ia., certificate, The | 
February 24—Mobile, Ala.—Cawthon Hotel—Examiner Weaver: February 27—Boston, Mass.—N. P. O, Bldg.—Examiner Bradford: publish 
W-63, Sub. 1—Beardslee Launch & Barge Service, contract carrier MC 3717, Sub. 5—J. Coyle, Boston, Mass., certificate to extend ope. 
application. ations. maps a 
February 24—Topeka, Kan.—State Comm.—Jt. Bd. 36: February 27—New Orleans, La.—Hotel Jung—Examiner Weaver: 
MC 27463, Sub. 1—R. Spencer, Mayetta, Kan. 29185—Secretary of War vs. Aberdeen & Rockfish et al. of shipr 
MC 58143, Sub. 1—Justus Truck Line, Eskridge, Kan., certificate. February 27—Raleigh, N. C.—Hotel Sir Walter—Examiner Higgins: 
February 26—Biloxi, Miss.—Buena Vista Hotel—Examiner Weaver: * MC-F-2715—Thurston Motor Lines, Inc., purchase, Carolina Trang §are unic 
Elec. Ry. Docket 18—Gulfport and Mississippi Coast Traction Co. portation Co. shipper: 
February 26—Boston, Mass.—N. P. O. Bldg.—Examiner Bradford: February 27—Washington, D. C.—Examiner Snider: alc 
1. & S. M-2497—Children’s vehicles, Mass. to N. Y. and N. J. 1. & S. 5329—Silica Gel, Cincinnati and Baltimore to Baton Rouge, it wouLC 
February 26—Boston, Mass.—N. P. O. Bldg.—Jt. Bd. 132: February 28—Boston, Mass.—N. P. O. Bldg.—Jt. Bd. 20: carriers 
MC 21272, Sub. 34—R. E. Guerin Trucking Co., Inc., Worcester, Mass., MC 85008, Sub. 11—City Oil Transportation, Plaistow, N. H., certif. 
certificate to extend operations. cate to extend operations. — 


February 28—Chicago, ti!_.—Hotel Morrison— Commissioner Patterson; 

* 28000, Sub. 97—Application for approval of proposed modifications of 
systems or devices under paragraph (b) section 25, of Interstate 
Commerce Act, as amended—Mo. Pac. BS-Ap 6816 and 6964, 

February 28—Detroit, Mich.—Hotel Fort Shelby—Examiner Hanrahan: oe 

MC-C 411—Freight Transportation Engineers, Inc., vs. Great Centra + Rapids] 












Classified Adver 


Transport Corp. et al. Hae 
The only weekly market place in print covering the entire field of transportation and e3 
distribution for those who have services, materials, equipment, etc., to buy or sell. February 28—Springficid, Mo.—U. S. Ct.—Jt. Bd. 179: + Kalumavog 

ter . f $15 MC 62621, Sub. 5—Shepherd Bus Lines, Springfield, Mo., certificate §| ‘ct? 


—_ minimem 3 lines. Classified display —$15 a column inch. 
(Reader ads Rane 3 . ‘Mied dis i ) to extend operations. 
February 28—Philadelphia, Pa.—U. S. Ct.—Jt. Bds. 42 and 67: 
MC-C 446—L. F. Clark, executrix of estate of R. H. Clark, deceased; 





1. C. C. PRACTITIONERS. The only practical, authentic I. C. law revocation of certificate. 
course available by mail. Restricted to Attorneys, Practitioners or those MC-C 450—I. K. Frantz, executrix of estate of T. Frantz, deceased; 
qualified to prepare for practice. Includes Freight Forwarder Act. revocation of certificate. 
COLLEGE OF ADVANCED TRAFFIC, 12 E. Jackson Blvd., Chicago, Ill. MC-C 452—A. Werner, executrix of A. F. Werner, deceased; revoca 
WANTED—Man, experienced and capable of handling accounting for moe Pe Service, Inc., revocation of certificate, 
short line railroad in Middlewest. Enclose all details in first letter, MC-C 457—P. & L. Trucking Service, revocation of certificate. 
together with photograph. Advise salary expected. Box 317, Traffic MC-C 459—B. J. Kelly Moving Co., revocation of certificate. 
World Chicago office. MC-C- 464—R- -H. Shoemaker, revocation of-certificate. 
JOB WANTED, as TM or Asst. by young man, 35, college eaucation, February 28—Washington, D. C.—Examiner Naefe: 
15 years’ extensive traffic wanemnen both cesrter and industrial. Now 1. & S. M-2493—Airplane turrets, etc., classification ratings, 
head of traffic dept. large Gov. agency. Will locate anywhere. Box 319, February 28—Washington, D. C.—Argument: 





Traffic World, Chicago office. * Finance 14590—F. E. C. trustees construction and abandonment. 
a AeITIAM WANTE Wannabes ounmutanmand anta wanan @ounittian march 1—Browneville, Tex.—U. S. Ct.—Jt: Ba. 77: 

POSITION WANTED—Thoroughly experienced rate man familiar 0 : 
with all phases of traffic work, twenty years with Central Freight Asso- MC 61616, Sub. 30—Missourl Pacific Transportation Co., St. Louls 


ciation, seeks change. Minimum $300. Address Box 320, Traffic World Mo., certificate to extend operations. | 
Chicago office. 


INDUSTRIAL TRAFFIC MAN available, Chicago area. Carrier, In- 
dustrial, Import-Export. Exp. Age 40. Well educated, incl. recent 



















training in traffic management. Box 321, Traffic World Chicago office. 33rd St. end N 
TRAFFIC SUPERVISOR—for industrial organization—must be fa- | S.WebeshAve. 

miliar with rates, routing, claims, etc.—fast growing concern with Chiceqo 

definite post-war possibilities. Ozalid Division of General Aniline and $ MOTOR EXPRESS 












Film Corporation, Johnson City, New York. 


FREIGHT CAR PRICES REDUCED! 


Now only half of recent peak prices— 
$500 to $4250 each! 


Which of these cars could you use? 


40—Hopper, Triple, 50-Ton 

50—Hopper, Side-Discharge, 50-Ton 

80—Refrigerator, 40-Ft., 40-Ton 

16—Refrigerator, 36-Ft., 30-Ton 

75—Box, 40-Ft., 40-Ton 

10—Dump, Magor, Automatic, 30-Yd., 50-Ton; lift doors 
9—Dump, Western, Automatic, 30-Yd., 50-Ton; lift doors 
4—Dump, Western, 20-Yd., 40- and 50-Ton; steel floors 


RE sya 8 
Dally Refrigerator Service Between 


CHICAGO ATLANTA, GA. INDIANAPOLIS, IND MIDDLESBORO, KY. 
LEXINGTON, KY. LOUISVILLE, KY. KNOXVILLE, TENN. 


Connecting lanes serving all points In Kentucky, Tennessee, Nerth Carolina, South Careline and Georgia 















































1—Dump, Koppel, Drop-Door, 20-Yd., 40-Ton 
18—Dump, K & J, Automatic, 16-Yd., 40-Ton 
20—Flat, 40-Ft., 40- and 50-Ton 
70—Gondola All Steel, 40-Ft., 16 drop doors 
6—Gondola, 50-Ton, High-Side, Steel 
30—Tank, 8000-Gallon, 40- and 50-Ton 




















Perhaps this list also has some other cars you could use to very 
beneficial advantage now? 


All cars are priced to selll 
IRON & STEEL PRODUCTS, INC. 
40 years’ experience 
13450 S. Brainard Ave., Chicago 33, Illinois 
“‘ANYTHING containing IRON or STEEL" 




















DEPENDABLE SERVICE 
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| MOTOR TRANSPORT SECTION 


con PUBLISHED IN THE THIRD WEEK'S ISSUE EACH MONTH 


Maps oud Med ie Unique Key fo Maps in This Sin 


qummmmmms Daily INTER- and INTRAstate service. 
se Daily INTERstate service (no INTRAstate). 


Daily coordinated rail-motor service. 









1 charge 
Ine., an 
| Carloag. 
Ine, 








' fhe maps in this section are different from maps 
rd: published in any other medium. They are special 
end oper maps designed by TRAFFIC WORLD'S map depart- 
or: ment and keyed in accordance with the specifications 

of shippers. Hence, these maps and the allied data 
— are unique in that the material is presented in a way 
. shippers all over the country told TRAFFIC WORLD 
Rouge, |itwould be most helpful to them in selecting highway 


carriers and routing freight. 
., certif. 








Irregular or special service routes 





Se Connecting lines. 
eececece ferries. 


@® O Principal points served. [ Terminal cities. 
Unless otherwise noted om maps, motor lines oftfer- 


ing an intrastate service are also interstate oper- 
ators when their routes extend into other states. 



























-atterson: 


ations o CENTRAL STATES 


Interstate 
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lanrahan: 
it Central 

















Grand be 

cag Clemans Truck Line, Inc. 
OOM cee cow Established 1929 Incorporated 1934 
f k= wen 815 E. Pennsylvania Ave., South Bend, Ind. 

Fe Madey kee | A. C. Clemans, Pres., A. C. Scheetz, T. M. 

a al C. L. Jones, Secy.-Treas. Tel. 39381 
“Juss” | COMMON CARRIER: I. C. C. Certificate No. M-2136 —P. S. 
laden | C. 1. Nos. 692-A-2-3-4-5-6-7 Intrastate-Indiana—P. S. C. I. Nos. 


693-A-2-3-4 Interstate Indiana—M. P. U. C. No. C-548 Inter- 
state-Michigan. 


SERVICE: Overnight service between Elkhart, Indianapolis, 
Kokomo, LaPorte, ansport, Peru, Plymouth and Rochester, 
Indiana; Battle Creek, Grand Rapids, Kalamazoo, Three Rivers, 


Post-War Planning? 


@ While your number one job is to continue to 
aid the war effort, your number two job can well 
be planning for post-war. 

Start planting the seeds now for your post-war 


certificate 


deceased; 
deceased; 


1; revoce- 


sales harvest by constantly keeping before the 












ding shippers of the nation a map and details 
ate, Michigan and Louisville, Ky. All intermediate points served be- lea g PPO! . > 
te. tween Grand Rapids, Michigan, and Louisville, Ky. of your operation. 
NUMBER UNITS: Tractors 54; Trailers 60, (39 vans, 20 open, ° e ® 
| Rebs 6 Toadin (AT cane, 9 crank. 2 Gamay ented. The quickest, most effective, economical way 
INSURANCE: C 50,000 and 100,000 (Marine Office of —— : . 
America); Public Liability, 25,000 and (00.000, Property | Dam. to do this is through this motor transport section 
age, 000; ngmen’s mpensation, ichigan Mutua . . ’ : 
ee" | Liability Co.) we in the shippers’ everyday working tool. 
ent, ef Sl ouisviile} SAFE—COURTEOUS—SERVICE 
it. Louls, 





—| ANDERSON MOTOR SERVICE CO. 


MAIN OFFICE — 1516 NORTH 14TH STREET, ST. LOUIS, MO. 





























| pace | [2 “LAKE ERIE 
WISCONSIN \ , MICHIGAN } PENNSYLVANIA 
<— "an oot. MICHIGAN M4 LEVELANDZNEW JERSEY 
RO, KY. ean \ MINNESOTA \\ ange (s) A pit" and 
ae ANDERSON aN jf "hbo at Dar G 
aa ova 
ve OS (’ \ PENNA 


}\ 
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WEST 
VIRGINIA 














28 years in business. 


Serving the Indus- 
trial Middle West 





ARKANSAS LOUISIANA y 
OKLAHOMA and TEXAS TRAFFIC WORLD — CHICAGO 














MOTOR TRANSPORT SECTION 


Serial Page 442 ? CENTRAL STATES Transport Section Pag 




















cw sock DECATUR CARTAGE CO., INC, | 
ssieiiad y= 
| wo kh ed OF INDIANA 
| raeena Ltay Any f} 

























ert a Cartage Co 


sane" 20th St. & Wentworth Ave., Chicago 16, Ill. Telephone—Victory 
WALTER MULLADY, President e R. A. BAENSCH, V. P.-Trafiiig, G. I 


COMMON CARRIER—I. C. C. Certfs. 68909-80412; P. S.C. I. No. 418A-1-10; P.S.Ci/B Traffic | 
No. 1597-A-1; P. S. C. M. No. T-3406; P. U. C. O. No. 4856-RX; U.S. Customs Bond. Esti) TELEPE 
lished 1926. INSURANCE: Cargo, $50,000-$100,000; Public Liability, $25,000-$50,9y Fairchil 


Property Damage, $50,000. —_— 
. Tru 
Route it “DECATUR” for Cleveland, Cincinnati, Toledo, Terre Haute, Indianapolis ber 
St. Louis, Quincy, Peoria and a thousand and one other spots in the great area shown on thy — 
Watch Diep! sedis . th map ... served day and night by our great fleet of modern transports . . . affording a tray D 
atc splay advertisements on e . . «1. “ 
anmes s1.sboay Prius a index page of TRAFFIC WORLD. ps cc gr gh aaggaaagga amply proves that ‘““FOR SHIPMENTS MIDWEST. 





















Established 1927 §T. LOUIS LOUISVILLE CINCINNATI 
LAWRENCEBURG CENTRALIA ALTON 
GENERAL OFFICES: 1717 N. Broadway, ST. LOUIS 


UsSinann EReper fas H. Husmann, Pres. J. F. Walsh, Traffic Mgr. | 


Vow more 


a 






| "CINCINNATI 
f Lensen ceburg 4 : 
Freight Lines. Inc. mLS . Sermons 0 Pewee a is the time to keep the details of your operation 
x \ piegay 
Fe 


before the leading shippers of the country. 


~ 
1 SOUTHEAST 





INDIANA (ie 


\ Lakeland ah m a 
sn Ri AE Mate £45 Listings in this motor transport section are set- 
; A sduiH ™ SOUTHEAST 









up in accordance to specifications of shippers. 





1.C.C.-M.C.44290-56126 RUSPGARIG 


FRET wi i 





Advertising rates are extremely low. Write for 
full details. 


Merchants Motor Freight, Inc. 


Established 1928 - - 1.C.C. Permit No. MC 76266 
STANLEY L. WASIE, President *« WALTER J. HEROLD, 7rf. Mgr. 
Merchants criss-crosses the Middlewest with 5,802 miles of daily service 





Tariff Agency 


Central States Motor Coico 15; nd 

Insurance: ; Cargo $50,000-$100.% 
Freight Tariff Bureau 9090, P.L. $25,000 and $50,000; 
¥ 1). $5.000. 















Equipment: 47 tractor-trailer units 
SPE |. ompany owne ned ); 16 re ofr. units. 










































pessnnshenibipaiiannaminimiaiewniaiiie 
OFFICES Desc p 
Minneapolis tC St. Paul 
St. Paul, Minnesota, 2625 Territorial Road; Omaha, Nebraska, 123 North (2th; ISS a 
Phone Nestor 2601; Teitp. St. P. 9. Phone Harney 5441; Teltp. Omaha 188. Farmington }y 
Des Moines, lowa, 321 S.W. 6th; Denver, Colorado, 1320 fith; : 
Phone 3-4185; Teltp. D. M. 90. sai po mag yo Faribault ISS 
Chicago, Ilinols, 2424 West Cermak Road; mses pg cg \ MINNESOT 
Phone Haymarket 3930; Teltp. Chieago 1794. 7 pi _ ee ae am _ Owatenne \ ) = ; 
oc sian nots, ou 
St. Louis, Missouri, 4th and ome Phone Rock Island 364, D te ustin 5 LaCrosse 
Phone Garfield 5234; Teltp. St. L. ioe thw - dba2; ence = 
Kansas City, Missouri, 2560 Wereich, = Cedar Rapids, lowa, on Ninth Ave., 8.E.; 6 _ 
Phone Harrison 6282; Teltp. . 594 Phone 3-0253: Teltp. C. 18. e 
“I ty I Charles City 9 Fy Madison 
ee 5 I : 
ed Hampton HS \ WISC a 
y> 1 @) ae a 
lowa Falls a e < —_—--—-- Ree | 
IOWA Waterloo 
Nevada Ss Cedar Rapids 
Ames tilA 6 =I Bicrling DS aa oy 
NEBRASKA le "ana ap CS es 
Bridgeport Pein Aas —?| rath pacts gn Om 
On sille ee 
{30} a Platte {6} Pa mt (6) 
{30} Grand Island c 
a ee 
Lincoln 2 { 
Kea C) Ries l 
‘ie Hastings (6} 4 ILLINOIS 












St. he A { )Cameron 


= 
Qe ner RI 

TARIFFS: a Trunk Line Motor Common Carriers Bureau, See.: North- 

west Tariff Bureau, Inc.; Central States Motor Freight Bureau, Inc., Midwestern Kansas om == 
Motor Freight Tariff Bureau, Inc.; Rocky Mountain Motor Tariff Bureau; South- Kansas City 
ern Motor Carriers Rate Conference; Eastern-Central Motor Carriers Assn.; \ 
Central and Middlewest Motor Freight Bureau. ; Pe i 
INSURANCE: Cargo—$50,000 per unit—$100,000 per catastrophe. Public Lia- 


bil: EQUIPMENT: Includes 70 tractors, 70 trailers, 
a ,000 per "ieee ,000 per accident. Property Damage—$5,000. 54 elty Pn 


KANSAS 











St. Louis 
East St. Louis 
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sclVELLOW 


TRUCK LINES, INC. 


i Est. and Inc. 1929 





































COM. CARRIER ICC-MC 26560 | A= 
“phew et CO) elton 
ory GOH) Madison, Wis. | a New ae % York ee 
ca |) ti2) . pes 
-~Trelig no Deve, SS en cil AMBERSBU! RG otk aay’ \pe: were 
:P.S.CIM treficDept.| © Cormiown 76 ing Grove acre Querryvile BRANCH OFFICES 
ond. Eabl] TELEPHONE wy) | Ae} A. URE NSYLV ANIA Aberdeen, Md. 
100-$50,00 aire janover Rea rew! “” - a 
Frag mere 0 wy ctortows |— ons ioe ; ee }Conowin = Frederick, Md. 
dianergelfl A™ Trucking | a J M Hoh — Bratton foal Avie cote 300 East St. (Call 557) 
a lanapoli, Association, ia Hob. : ue @) w@ ye Westminstege) — a) Havre we ee Pua York, Pa. 
own on th AS af FORT Libertytown Toy ‘> = o vil Orn Charles & Howard Sts. 
Ing @ tran Dodgewlle B @ a av NET, ATKINSON Abe _ ns (Call ag 4 
Mi IDWEST, CO) a) LS Whitewater EREDERICH Oe x ae Boog te err, © . Cc. 
Damascus goksville iy, Sad Movie)! 2515 H St. » We 
@® Glove Ee \ D hi (Gall Republic 2224) 
ad ® piss << Sy Alene Fredericksburg, Va. 
Cr Toon JANESVILLBW?= = = esa" | Aad (Call 1199) 
{| Re _ a) a SA\ Geneva B28 em RYL y) white ico Richmond, Va. 
Beloit my) waeee* PMA } Me at ¢ S. 18th St. (Dial 7-4366) 
—- oo @ “ BE Hyattsville sy IRGINIACS Westminster, Md. 
} -* WASH can A GAdind  —\ 77 John St. (Call 288) 
REPRESENTATIVE: Penno OV w& @ b swe rmarrc wane SSH RICHMOND Elkton, Md. 
Merchants Transfer Company, /42 91S : : (Call 144) 
ation West Polk St., Monroe 5020, Chicago. Rockford TARIFF AGENCI 
TARIFF AGENCIES: Central States @ or I AGENCIES 
ntry. Motor Freight Bureau, Inc., Northwest Individual Southern Motor Carrier Rate Conference 
Tarif Bureau, Inc., Rocky Mountain - Middle Atlantic States Motor Carriers Conference Eastern-Central Motor Carrier Association 
Tarif Bureau, Inc. .» Eastern Central INSURANCE @ Rocky Mountain Tariff Bureau 
> set. Motor Carriers Association, Central & SU 0, 000. 50, 4IC. 
7 Southern Mowe Freight Tariff Associa- Cargo, $1 -$50,- — EQUIPMENT 
tion and Mid-Western Motor Freight 900 ( jorthern Assurance : : 
pers Tarif Bureau, Inc. rg oe C08. F000 ai 0,000 (Fidel 15 tractors, 17 semi-trailers. Trucks, 35 vans (12 refrigerated); open 
. EQUIPMENT: 41 Tractors (33 owned), fa oc,(dabilit Zz Soapamnel tne Codie and flat bodies available. All company owned. 
30 semi-trailers (28 owned), 18 trucks— Property Damage, $5, (Fidelity eand INSURANCE 
'e for van bodies (16 owned), | truck—open, Casualty Company of New bey ork- 
16 refrigerator trucks and trailers. ing Men's Comp. (Fidelity and Casualty %Cargo, $10,000 (Northern Assur. Co. of London) . . . Public 


mpany of New York). 


LOCAL SERVICES: 
tion and cartage service at 
Wisconsin. 


CONNECTING LINES: All responsible 
lines at Chicago, Illinois; Milwaukee and 
gg Lac, Wisconsin; and Dubuque, 
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KENTUCKY 
Louisville 











VNnexoelled dati meiiamieds over fast, direot, soheduled 
rutesthrough 19 Industrial states. Terminals and 
|] Warehouses in prinoipal oltles. Cheok these advantages: 


JK 
























stations (electric time Wire reports on trucks in transit. 
ks) every 100 miles or less. C.O.D. deliveries accepted. 
micnoy Free delivery. Experienced personnel. 

tletype service. Courteous operators. 
hee inspectors at terminals. Fully insured cargoes. 
‘ay Patrol System. Modern equipment. 













































Pool car distribu- 
Madison, 
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MOTOR TRANSPORT SECTION 


CENTRAL & EASTERN STATES 


Tidewater Express Lines, Inc. 


Warner & West Streets, BALTIMORE, MD. 
J.T. Bennett, Traffic Manager 


Serial Page 443 


Call—SOuth 1551 















Liability, $10,000 & $50,000; Property Damage, $50,000-$50 
deductible (Fidelity and Casualty Co. of N. Y.) 
Compensation (Lumberman’s Mutual Casualty). 


INTER-STATE SYSTEM 


CENTRAL MICHIGAN TRUCKING INC. 





Workingmen’s 


EASTERN MICHIGAN FREIGHT LINES 
INTER-STATE MOTOR FREIGHT SYSTEM 


SS Bulfalo 


ANIA 





PENNSYLY 


Pittsburgh 


; 


Zanesville 





Wo vA 





oo ——— FREIGHT SYSTEM, INC., OF INDIANA 





Ujp--=-~ AG MTEaCE 
Wy yy) CANADA UF 
Se i 


; Si on 


‘Elmer A. . Schier, General Traffic 20 Sa 


134 Grandville Avenue, S. W. 
Common Carrier 


Established 1924, a Michigan corporatio 
I.C.C. Docket Nos. MC35628 and MC48645.. 


Equipment 


Owned and leased—825 tractors, 1100 trailers, 
200 pick-up trucks; Total 2125. All equip- 
ment modern and efficient. 


All forms of insurance carried in companies 


— to do business in each state as 
requir 


Cargo: $120,000 (Primary), $155,000 (Ex- 
cess); Public Liability, $100, 000/200,000; 
Property Damage, $25,000; Workmen’s 
Compensation. 





Grand Rapids, Michigan 
Tariff encies 

Central States Motor Freight Bureau 
Eastern-Central Motor Carriers Association 
Indiana Motor Rate & Tariff Bureau, Inc. 
Southern Motor Carriers te Conference. 
Mid-Western Motor Freight Tariff Bureau. 

Schedules and Extent of Service 
Felonies day deliveries are ordinarily made 

all shipments within a 360-mile radius of 
pehvoiend terminal points. 
All schedules based on 22 m.p.h. All 
schedules operated daily. k-up and de- 
livery everywhere. 
Our own lines on established connecting 
lines serve more than 25,000 points in the 
United States. 

tion Members 


Associa hips 
A.T.A.; Mich. T.A.; Ohio T.A.; ,. Sa 
of Commerce in principal cities served. 
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MOTOR TRANSPORT SECTION 


Serial Page 444 CENTRAL & WESTERN STATES Transport Section Page 





ae OHIO TERMINALS—Akron, 550 E. South St. (Franklin 5195); Belem 

(Phone 241); Cleveland, 33rd & Hamilton (Prospect 5350); Clyde, 4; 

orwa r uc Ine Spring St. (Phone 2561): Defiance (Phone 556); Elyria, 124 Maple g 
(Phone 3484) ; Fremont, 109 E. State St. (Main 2825) ; Lorain, 202 114 

St. (Phone 4185); Mansfield, 399 N. Main St. (Phone 21606); Medi 
254 Smith Rd. (Phone 22181); Napoleon (Phone 28741); Nerwh 
36 Woodlawn Ave. (Phone 266); Sandusky, 30 W. Perkins 


**Satisfy your Customers with j, Mam 
2376); Toledo, 145 8. St. Clair St. (Adams 4291): Vermilion (ree ( 


Norwalk Service’’ Midend EEE oacinave wav 






















3363); Warren (United Terminals) (Phone 4886). 





J. F. Ernsthausen MICHIGAN TERMINALS—Adrian, 405 8. Center St. (Phone 105); 
President COMMON CARRIER Creek, 220 8. Calmy St. (Phone 2-5107); Bay City, foot of rina 
-C.C Certificate No. 71096 (Phone 6228); Detroit, 175 8. Campbell St. (Vinewd 2-1435); Flin, 
C. W. Hoke 1812 Beach St. (Phone 41659); Grand Rapids, 338 Wealthy Are. (Pho 
Vice-President 


8-6427) ; Jackson, 336 S. Otsego Ave. (Phone 7483) ; Kalamazoo, 115 Wy 
Bush St. (Phone 22423); Lansing, 904 E. Hazel St. (Phone 4940}): 


Established 1921 Monroe, 715 8. Telegraph Rd. (Phone 1032); Pontiac, 375 N. Cass An 
Incorporated (Ohio) (Phone 29201): Saginaw, 142 Davenport St. (Phone 6228). 

INDIANA TERMINSLS—Auburm, 334 W. 9th St. (Phone 618-J); Ey. 

36 Woodlawn Ave. hart, 1401 W. Beardsley Ave. (Phone 466); Ft. Wayne, 1122 Shena 

Telephone—266 St. (Anthony 4263): Goshen. 1201 8. 10th St. (Phone 111); Hammond 

1055 Indianapolis Blvd. (Whiting 783); Kendallville, 900 8. Main & 

NORWALK, OHIO (Phone 300); La Porte, 902 E. Lincoln Way (Phone 2041); Michign 


City (Phone 687); South Bend, 843 Rush St. (Phone 39321). 
ILLINOIS TERMINALS—Chicago, 18th and Canal (Monroe 8888). 


PENNSYLVANIA TERMINALS—New Castle, 32 8S. Beaver St. (P| 
745); Pittsburgh, 202 Penn Ave. (Phone At-5887). 
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| PENNSYLVANIA 
Greenville [) 
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INSURANCE Co.). *Blanket Employees Bond 


* Cargo, $25/75,000 (The Connecticut (Fidelity & CasualtyCo.). Alsobonded , 

Fire 4 Ce.). *Public Liability, by new A. T. A. bond. EQUIPMENT 

na Rages | Re to TARIFF AGENCIES 217 tractors 09 company own): 
ance on All Terminals (The Travelers Central Motor Freight Assn., Inc. 208 delivery trucks (13° aaueie owned) 
Insurance Co. & The Travelers Liability Ohio Motor Frt. Tariff Bureau 









Southwestern Freight Lines | 


Dependable Interstate Motor Freight Transportation 
I. C. C. CERTIFICATE No. MC 59069 
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CALIFORNIA \ 


Los Angeles of sf 
07 Yy 
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Tm NY 
Huntington Beach Y a, Ks 
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Eastbound traffic moving over 





is 

Tucson to Lordsburg route 
me restricted to that moving m4 

» ae Phoenix, Arizona, = —s 
> places west of Phoen x ol 


Paso, Texas, and po 
places east of El Paso. Pawo 

No local service from a. mn 
Texas, or beyond to points os 
New Mexico, Lordsburg an! | 
thereof. 


NEW MEXi¢9 








“‘Our Shippers’ Preference Is Our Best Reference” 





LOS ANGELES, CALIF. PHOENIX, ARIZ. TUCSON, ARIZ. EL PASO, TEX. l ' i 
2045 Violet Street 230 North 9th Street 414 No. 5th Ave. 601 West San AntonioSt. |~ ~~ ~_ ail 
MI, 1154 Phone 3-6164 Phone 877 Main 2750 ee ee eee 













one 4940): 
N. Cass An 


618-J); Eh. 
122 Shermu 
> Hammond, 
hy Midie 
1). 

88). 


Bt. (Phone | 
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SYLVANIA 


MFebruary 17, 1945 




















DUAL MARKINGS CAUSE CONFUSION AND 
LOSS YOU COULD SO EASILY AVOID! 


If it bears more than one address to choose from— you 
stand a big chance of losing that package! Worse yet, 
you'll lose time, man-hours, goodwill before your 
shipment can ever be traced! 


Yet it takes just a minute to see that old markings 
are completely removed—that mew markings are cor- 
rect and readable! And that minute spent zow can save 
troublesome ours later ! So follow the pointers shown 
here—and get those shipments through safely! 


For quick, easy selection of carriers—ask us 
about official ATA Motor Carrier Directory. 


tne AMERICAN TRUCKING woustey 


AMERICAN TRUCKING ASSOCIATIONS, WASHINGTON, D. C. 


Check These 5 Danger Spots! And 
GET SHIPMENTS THROUGH 
FASTER, SURER__SAFER! 


CONTAINER—Is it sound? Check 
strength carefully —especially before 
re-use. 


CONTENTS—Do they fit snugly? Are 
articles carefully separated? 


SEAL—Tape all seams carefully. Be 
sure tape sticks. 


MARKING—Do marks and addresses 
on package and bills tally? Labeled 
“Glass”, “Fragile”, etc.? 


HANDLING—Take time to handle 
each package carefully and according 
to warning label. 


EVERY MILE FREIGHT TRUCKS ROLL BRINGS VICTORY CLOSER 















THE TRUCKING 


YEAR atter YEAR ater YEAR, Dodge Owners Say, 





“TRUCKS THAT FIT THE 


SEE Your DODGE bien ' 


FOR NEw 


DODGE ZecTRucks V 
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This Dodge has delivered 430,700 miles... it’s still giving dependable service! 


“My eleven Dodge trucks have been on the 
road day and night since Pearl Harbor,” writes 
Royce Nix of Texarkana, “‘hauling lumber 
and heavy machinery for aircraft production. 


“This one’s rolled up over 430,000 miles, and 
that’s typical of the long service I get from all 
my Dodge trucks. Trucking is my business,” 
continues Mr. Nix, “‘so I watch operating costs 
like a hawk. They’ve got to be low or I couldn’t 
stay in business! 


“‘Here’s another thing—we’ve never been held 
up for lack of parts. And we can have needed 
parts installed without a lot of trouble and 


expense—that’s because Dodge trucks are 
built that way!” 


Do you want that kind of hauling equipment? 
Then see your Dodge dealer—now—about 
trucks to fit your job trucks to give 
you more dependable, longer-lasting, MORE 
ECONOMICAL transportation. 


* * * 


NOW AVAILABLE IN 1% AND 2-TON CAPACITIES 
Dodge is building new 114 and 2-ton trucks in 
limited quantities for essential use. See your 
Dodge dealer for the right Dodge Job-Rated 
truck to fit your job. It’ll save YOU money! 





DODGE DIVISION OF CHRYSLER CORPORATION 





DODGE Wied TRUCKS 


FIT THE JOB...LAST LONGER 








INDUSTRY HAS 


CONTRIBUTED 








TREMENDOUSLY TO WAR 











BUY WAR BONDS 





TUNE IN MAJOR BOWES, CBS, THURSDAY, 9 P.M. E.W.T. 


PRODUCTION 


